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Free pickup of L.C.L. 
freight to any point in 
the U.S. Free deliv- 
ery of L. C. L. freight 
from any point in 


the U. S. 


25 ¢ Per Copy 





An Unequalled Approach 
to the Big Eastern Market 


Here, at the Port of Newark, is the logical center 
for the storage and trans-shipment of merchandise 
destined for southern New England, lower New 
York, all of New Jersey, eastern Pennsylvania, as 
well as coastal, intercoastal and world ports. 

Within this single giant terminal is a marginal 
wharf 3800 lineal feet in length and eighty-two 
feet wide on a ship channel having thirty feet of 
water. There are nine major fireproof warehouse 
buildings and a lumber shed with a combined stor- 
age capacity of about 2,000,000 square feet . .. sixty 
acres of ground suitable for open storage . . . four- 
teen and one-half miles of railroad trackage con- 
necting with all railroads in this area, together 
with every modern convenience and facility for 
prompt and safe handling of merchandise of all 
kinds, whether rail, automotive or water borne. 

And all at the very heart of a rich 17,000.000- 
population market that can be covered thoroughly, 
economically and with dispatch. 


Write for full particulars, 


TIDEWATER 


WALTER B. McKINNEY 


President 
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The Traffic World 


An independent national journal of transportation; a working tool for traffic men 
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yOLUME LIX 


Our Platform 


A revised system of transportation regulation based 
m modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








THE SUPREME COURT AGAIN 

E have had many comments on our editorial of 
last week on the attempt to pack the Supreme 
Court of the United States, some favorable and some 
otherwise. The burden of the latter is that we have no 
right to go outside the functions of a transportation 
journal to criticize the President of the United States. 

There are three good answers to this criticism. 
The first is that we own and operate The Traffic 
World and we have a right to print in it anything we 
please. Whether all we print is consistent with our 
function is our business and not that of anyone else. 
We can do our own worrying about the consequences. 
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The second is that even if we had gone outside our 
province (and we admit that that province is transpor- 
tation) the occasion would have justified it. We are 
threatened with a vicious attack on the fundamentals 
of our government and it is the duty of everyone in 
any way possible to resist that attack. It is not the 
function of the preacher, for instance, to discuss “‘poli- 
tics” or statecraft in the pulpit, but we think that, in 
this crisis, a minister of the gospel is neglecting his 
opportunity and shirking his obligation if he does not 
deal with the situation in some manner. 

The third is that we are not outside our proper 
function when we discuss this Supreme Court matter. 
Who has more vital interest in the commerce clause 
of the Constitution—which it is proposed to rape in- 
stead of reform—than those who are in the transpor- 
tation business? Who has more interest than they in 
maintaining the integrity of the Supreme Court, which 
passes on grave and fundamental transportation ques- 
tions? Do we, as interested in sound transportation, 
want a real Supreme Court, composed of honest, able 
jurists who interpret the Constitution in the light of 
what it says and means, or a lot of monkeys who run 
up a stick when the grinning showman in the White 
House pulls the string? 


Certainly, men in the transportation business or 
concerned with transportation in any way are inter- 
ested in maintaining the integrity of the Supreme Court 
of the United States—and we hope only a few of them 
are impressed with either the purpose or the logic of a 
chief executive, who insults their intelligence by asking 
them to believe that this spring’s floods and next sum- 
mer’s droughts will be due to lack of haste in giving 
him control over the Supreme Court. 


What President Roosevelt asks is unpatriotic and 
un-American and his arguments for it are silly—silly 
per se and silly examined from the “political” point of 
view. He takes from those who would like to find a 
more or less legitimate excuse for supporting him the 
argument that Supreme Court judges are too old to 
function and that their docket is cluttered, by admit- 
ting that what he wants to do is to pack the court so 
it will obey him; he antagonizes (or we would suppose 
that would be the effect on self-respecting human 
beings, no matter what their political or social beliefs 
and theories) the members of the Supreme Court them- 
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selves so that it is extremely unlikely that any of 
them will retire under the new pension privilege. We 
should think that a justice of the court, even if his 
mental processes as to the Roosevelt proposed legisla- 
tion had been in accord with those of the great origi- 
nator, would resent having his profession scorned and 
the plan to make of this dignified body merely a puppet 
show. 

Anyhow, we shall continue to do what we can to 
defeat the Roosevelt plan to pack the court and, if 
his plan succeeds, we shall have a contempt for that 
court that, if dealt with under the statutes in propor- 
tion to the offense, would put us in jail for a thousand 
years. 

The President, in our opinion, did not improve his 
position with his “fireside chat” over the radio Tues- 
day night. He tried to appear puzzled as to just what 
was meant by the accusation that he was attempting 
to “pack” the court. What is meant, Mr. President, is 
that you intend to put on that court enough men of 
your own way of thinking so that your kind of legis- 
lation will be held constitutional. Can anything else 
be concluded from your actions and your words? If 
that is not your purpose, what would your plan amount 
to and what is all the shooting about? Surely, just 
appointing “‘young” men to the court would not serve 
your purpose, other things being equal, for, in propor- 
tion to their number, there are as many men, lawyers 
and others, under seventy as there are over seventy 
opposed to your views. Surely, if your plan were to 
be effective, you would appoint only men who think as 
you do—and then we should really have what you say 
we have now and what you profess to abhor in the 
Supreme Court—‘a policy making body” and a “gov- 
ernment of men, not of law.” 

The President made much of the fact that many 
of the Supreme Court decisions against him were not 
unanimous; they were six to three and five to four— 
though he did not mention the unanimous decisions, 
such as that in the NRA case. Well, if that proves 
there is merit in a minority view, what about the six- 
teen million voters who did not vote for him and so 
did not participate in the mandate he thinks he has 
to do what he pleases? As a matter of fact those 
who did vote for him knew nothing of his plans in 
this and many other respects. They merely thought 
him the man of the hour. 

And it is not true, as the President says, that those 
opposing his Supreme Court plan want an amendment 
to the Constitution. Some of them may want it, but 
many of them do not; they merely point out that a 
constitutional amendment is the only proper way to 
proceed toward his desired end and that, if his policies 
are as generally approved as he says they are, he 
would have no trouble in getting it. 

If the situation were not so serious, the Presi- 


dent’s plan and his argument in support of it would be 
just funny. 
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IGNORING OPPORTUNITY’S KNOCK 


pnts ange arriving at railroad stations in Ch 
cago the last week had either to figure out way, 
of getting themselves and their baggage to their hotels 
by street car and bus, or had to take their luggage jp 
hand and walk through the cold and the snow. Ther 
was a strike of taxicab drivers. 

Naturally, there was a good deal of grumbling 
among travelers. It could even be heard among the 
presidents and other high executives of the railroads 
who gathered for a meeting of the Association of Amer. 
ican Railroads at the Blackstone Hotel March 9, 
was directed against the drivers and the taxicab com. 
panies, the first of which would do nothing and the 
second of which apparently could do nothing for the 
public convenience. No one said anything about the 
railroads. 

Of course, it was not the railroads’ labor fight nor 
was it the railroads’ responsibility to get travelers to 
their hotels. But it was their opportunity to build good 
will—and it was neglected. Faced with a similar situa- 
tion, the executive of almost any other business enter. 
prise would have eagerly seized that opportunity. He 
would somehow have managed to have automobiles at 
hand to take tired, puzzled and angry passengers to 
hotel destinations. Mothers with children, women with 
piles of luggage would not have been left bewildered 
to struggle with their baggage and a complicated street 
transportation system. 

It may be said—and it probably will be—that the 
railroads could not have set themselves out to per- 
form these services. They would have had to obtain 
permission to furnish them; they would have run afoul 
of local ordinances covering common carriage of pas- 
sengers; they would have had to assume liability for 
the safety of the passengers in the automobiles. All 
that is admitted. But the progressive executive faced 
with such a splendid chance to get his railroad talked 
about for its thoughtfulness and generosity would have 
found a way around those obstacles or would have cut 
through them. The railroads, so far as we know, didn’t 
even try. 


ROOSEVELT AND THE COMMISSION 


RESIDENT ROOSEVELT has had more than a 

reasonable length of time to comply with the re- 
quirements of the interstate commerce act that he 
appoint members of the Interstate Commerce Commis- 
sion when vacancies occur, as they have occurred in 
the cases of Commissioners Eastman and Tate. The 
terms of these commissioners expired December 31, 
1936. They have been continued in office, however, 
under the recent amendment to the interstate com- 
merce act permitting them to serve until their succes- 
sors have been appointed and have qualified. 

That this was wise legislation is demonstrated in 
the present situation, due to failure of the President 
to act as required by the law. Had the terms of the 
(Continued on page 536) 
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Current Topics in 
Washington 





Appraisers of public affairs in Wash- 
ington are inclined to the belief that even 
the man in the street is beginning to sense 
the size, if not the meaning, of the fight 
between President Roosevelt and the 
Senate about the Supreme Court. They 
do not count the House of Representatives as meaning any- 
thing in the gigantic clash. 

But there is this thought concerning the man in the 
sreet: It is feared that he does not really sense the meaning 
of a court such as the President desires. It is feared that he 
can be made to cry over his pitiful state because the court 
does not see eye to eye with the man for whom he voted. 

Another thought is that the self-pitying man in the street 
and the man not in the street but possessing hunger for office 
can be persuaded to bring great pressure on the senators who 
have not yet committed themselves. For that reason there is 
an inclination to give the President the edge in the fight, the 
edge being hedged about with many qualifications of “if” and 
“put.” 

The man hungering for office and the man in the street 
know that from the White House can come appointments to 
office, allotments of money for river and harbor “improve- 
ments,” and post offices at cross roads towns, not to mention 
other things for the upbuilding of Swan’s Nest Corners. 

President Roosevelt has an organization that, without 
doubt, can coin hunger for office and local pride for “improve- 
ments” at federal expense into sharp pressure on senators not 
yet committed. Among other things, the President has at his 
disposal six or seven federal judgeship appointments, two Inter- 
state Commerce Commission members, and many other offices. 

A senator who would not put himself into line for such 
favors from the White House by voting on the President’s side, 
itmight be suggested, would bring on his head the condemna- 
tion of the man in the street who had been aroused by sug- 
gestions that he had been badly treated by the Supreme Court. 
That would be particularly so if he were told he was in line for 
worse treatment by it in the future. He would have no trouble 
at all, it is believed, in berating a senator who failed to follow 
the President. Nor, it is believed, would those hoping for office 
or contracts for the construction of “improvements” find it 
hard to bear down on the luckless undecided senator in behalf 
of a vote for the President’s proposal. The Senators due to 
come before the voters in 1938, if they hope to remain in office, 
are probably ready to receive expressions of sympathy, espe- 
dally if they have on their backs strong men desirous of filling 
any of the vacancies mentioned or to bid for contracts to make 
improvements. 

Of course, if Congress had not surrendered into the hands 
of the President the formulation of the old “pork barrel’ bills 
(by giving him money to use as he pleased), the thus far un- 
pledged senators would not be dancing around on account of 
the possible pressure from those home folks who measure 
statesmanship by the number of things a member of Congress 
can get for his state or his district. But it gave up the power 
of the purse so now it must dance or wince. 
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In the Hoover administration as well as 
in the present one, tears were and are being 
shed on account of soil erosion. Now there 
are also great lamentations on account of 
the doings of nature in the dust bowl. 

: A few years ago men were paid for con- 
verting pigs into fertilizer, refraining from the planting of 
corn and the plowing under of cotton. 


Just a few days ago some governmental Jeremiah “took 
the air” to estimate the annual loss on account of soil erosion 
at half a billion dollars a year. Presumably, the loss is on 
account of the inability of man to raise crops on eroded soil. 

But why, it might be asked, shed tears because there is 
some erosion on land no longer needed for cropping? That 
too much food was grown a few years ago was solemnly alleged 
—at the cost of hundreds of millions to Americans who paid 
higher prices, probably, than they would have had to pay had 


Soil Erosion 
and Pig Killing 
Statesmanship 
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there been no “crop control.” Had there been no crop con- 
trol, probably the amount of erosion would have been less. 

Seemingly, in the management of soil and the management 
of the planting thereon, the policy of the government, without 
regard to the political complexion of the administration in con- 
trol, is the familiar one of “coppering” every bet. 

This “coppering” of bets affords employment for many will- 
ing souls—starry-eyed saviors of fellow Americans. It may 
hasten the time when every American will be working for the 
government, when every one will be on some sort of an alpha- 
betical roll. At one time it was proposed to solve China’s eco- 
nomic problems by having each Chinese wash the shirt of some 
other Chinese. Thereby every Chinese would have the same 
amount of money and poverty would be banished. 

Prevention of soil erosion was a hobby in the time of 
President Hoover, if not earlier. Possibly it was written about 
in the time of James Wilson, of Tama, Ia., who held the secre- 
taryship of agriculture longer than anybody else. There was a 
level headed Scotsman. Once he told each of his bureau chiefs to 
make up an estimate as to the value of his bureau’s work to the 
American people. When Wilson had totted up the estimates 
he found that the value was greater than the value of all the 
property in the country! 

The estimates were torn into bits and thrown into the waste 
basket. For some reason, Gifford Pinchot, Dr. Wiley, and 
other bureau chiefs couldn’t make Wilson believe their work 
was of such overshadowing value. Possibly as great exag- 
gerations are written about the soil now. 





In at least one respect Senator Ben- 
nett Champ Clark, of Missouri, is like 
his father, James Beauchamp 
(“Champ”) Clark. He dotes on digging 
up interesting or amusing facts. For 
several days the Senate had been talk- 
ing about the evils of propaganda, especially propaganda pre- 
pared by government officials at government expense—that is, 
by the use of government stenographers and paper for the 
preparation of speeches in the fight between the President and 
the Senate about the Supreme Court. Clark dug up and read 
to his colleague from the Criminal Code of the United States 
section 201 as follows: 


Who’s Afraid of 
a Little Old 
Criminal Statute? 


Use of appropriations to pay for personal service to influence mem- 
ber of Congress to favor or oppose legislation. No part of the money 
appropriated by any act shall, in the absence of express authorization 
by Congress, be used directly or indirectly to pay for any personal 
service, advertisement, telegram, telephone, letter, printed or written 
matter, or other device, intended or designed to influnce in any man- 
ner a member of Congress, to favor or oppose, by vote or otherwise, 
any legislation or appropriation by Congress, whether before or after 
the introduction of any bill or resolution proposing such legislation or 
appropriation; but this shall not prevent officers and employes of the 
United States from communicating to members of Congress on the re- 
quest of any member or to Congress through the proper official chan- 
nels, requests for legislation or appropriations which they deem neces- 
sary for the efficient conduct of the public business. 

Any officer or employe of the United States who, after notice and 
hearing by the superior officer vested with the power of removing him, 
is found to have violated or attempted to violate this section, shall be 
removed by such superior officer from office or employment. Any of- 
ficer or employe of the United States who violates or attempts to vio- 
late this section shall also be guilty of a misdemeanor and on conviction 
thereof shall be punished by a fine of not more than $500 or by im- 
prisonment for not more than 1 year, or both. 





Though thousands of men having 
above the average of brains have 
given thought and action to plans for 
cooperative communities, free from 
the lust for private profit and cold if 
not prohibitive of private property, 
the progress along that road, seemingly, has been so com- 
paratively small that, when a community of that sort con- 
tributes $1,000 to the Red Cross, it is deemed by government 
officials to be national news. They spend government money 
to advertise the fact. 

Metlakahtla, in the Annette Islands in southeastern Alaska, 
an Indian cooperative community that has lasted, in its present 
location and form, for fifty years, has achieved such notice 
through John Collier, Commissioner of Indian Affairs. He an- 
nounced that those Indians, without nudging from any govern- 
ment official, offered $1,000 to the Red Cross. The cooperative 
salmon canning factory of the Indians, operated under the gen- 
eral supervision of the Indian Office, and thereby saved some 
overhead, last year made about $70,000 and the Indian work- 
men received about $75,000 in wages, according to Mr. Collier. 

The cooperative village was started in 1857 in British 
Columbia about thirty miles from its present location. The 


One Cooperative 
Community Gets Into 
National News 








































































































PAGE 536 





village prospered, according to Mr. Collier, for about thirty 
years. Then difficulties arose, “including land ownership, with 
the Dominion government,” said Mr. Collier’s statement in 
connection with the $1,000 contribution. 

Americans, including Henry Ward Beecher’s church in 
Brooklyn, N. Y., gave aid. Under special act of Congress, which 
set aside the islands as a reservation for the Indian colonists, 
the cooperative enterprise moved across the boundary line. 
Since that time, Mr. Collier asserts, the community has con- 
sistently grown, improved and flourished, as a cooperative 
enterprise. 

The Collier announcement consisted of about 300 words. 
Every few months, if not weeks, some “Sunday editor” pub- 
lishes a story of ten times that many words or more, with pic- 
tures, of the rise and fall of some cooperative community in 
some part of the country, particularly in Pennsylvania, Ohio, 
Illinois or Indiana. For some reason, the white race seems 
always to be dreaming of cooperative enterprises, free from 
the sordid desire for profit or the troubles of private property. 
American Indians, when the white men came, in many instances, 
seemed cooperatively or communistically inclined. Now, how- 
ever, when such a community contributes $1,000 to the Red 
Cross, the news is so rare the government deems it worthy 
of notice at the hands of one of its officials. 





The March issue of the 
George Washington (University) 
Law Review is devoted entirely 
to the semi-centennial of the 
Commission. It was put out by 
a committee of editors composed 
of Commissioner Aitchison, Clarence A. Miller, general counsel 
of the American Short Line Railroad Association and member 
of the faculty board of associate editors of the Review and 
William C. Van Vleck, dean of the law school. 


Articles appearing in the issue are: The Interstate Com- 
merce Commission and Its Work, by Commissioner Aitchison; 
Practice and Procedure Before the Interstate Commerce Com- 
mission, by Elmer A. Smith, general counsel for the Illinois 
Central; The Interstate Commerce Commission and the Courts, 
by Prof. A. M. Tolleffson; The Interstate Commerce Commis- 
sion and Congress, by John J. Esch, chairman of the House 
of Representatives interstate and foreign commerce committee, 
when a large part of the present statute was written, as well as 
a former member of the Commission; The Doctrine of Prece- 
dents and the Interstate Commerce Commission, by Prof. 
Walter H. Pittman; and The Interstate Commerce Commission- 
ers, 1887-1937, which is to include a biographical sketch of 
each of the commissioners in the fifty years of the Commission’s 
existence, by Mr. Miller.—A. E. H. 


George Washington Law 
Review’s |. C. C. 
Semi-Centennial Issue 


ROOSEVELT AND THE COMMISSION 
(Continued from page 534) 
two commissioners not been at least temporarily ex- 
tended there would have been, since December 31, two 
vacancies on the Commission. That fact, however, does 
not relieve the President from performing his duty. 

In the matter of appointments, it appears, the 
President acts when he chooses to act and not other- 
wise. He delayed making appointments to the United 
States Maritime Commission and thereby prolonged 
bringing into the shipping situation a degree of stabil- 
ity that was badly needed. The Maritime Commission 
appointments have now been made, but his delay with 
respect to that commission runs parallel to that in the 
case of the Interstate Commerce Commission. 

Commissioners Eastman and Tate, from another 
point of view, are entitled to know where they stand. 
As it is, they are virtually serving only from day to 
day, wondering whether or not they will be reappointed. 
They are entitled to better treatment than that. Un- 
certainty as to tenure of their jobs, no doubt, affects 
them as it would anyone else in a similar situation. 

The President’s proposal to reorganize the govern- 
ment departments and place the regulatory commis- 
sions under his thumb through his cabinet heads should 
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be considered in the light of his lack of performanp, 
with respect to appointments to these commissions, He 
hasn’t had time to make these appointments promptly 
under the existing situation when he is supposed 4, 
have no control over the commissions involved, 
these agencies were placed in the cabinet and th 
President’s responsibilities with respect to them jp. 
creased, one might well wonder how long it would take 
him then to make appointments. 

The fact of the matter is that, under the Rooseyg} 
conception of the federal government, the Presiden; 
cannot find time to do the things required of him 
Approval by Congress of the reorganization plan woul 
simply make the situation worse. The efforts of Preg. 
dent Roosevelt to bring everything under his contr) 
in one way or another, if approved, in the end woul 
probably bring about a collapse of proper administra. 
tion of the federal government’s business. If there was 
not a collapse it would be because the affairs of govern. 
ment were administered by a horde of presidential aides 
with a “passion for anonymity”—perhaps. Ambidex. 
trous and ubiquitous as Mr. Roosevelt may be, it is 
impossible for him to perform adequately, properly, 
and promptly the tasks of his office as developed by 
him and as he wishes to have them further developed. 
There is an old saying that straws show which way the 
wind blows. It fits the President in the matter of 
delay in making the appointments to the Interstate 
Commerce Commission and the Maritime Commission. 


A. A. R. AND RETIREMENT PLAN 


At the close of a membership meeting of the Association 
of American Railroads, at the Blackstone Hotel, Chicago, March 
9, J. J. Pelley, president of the association, issued the follow- 
ing statement. 


The member roads of the Association of American Railroads, meet- 
ing today at the Blackstone Hotel in Chicago, to receive reports from 
the officers negotiating with reference to a retirement plan for rail- 
road employes, authorized their representatives to continue the nego- 
tiations to a conclusion. Further conferences will be held with Mr. 
George M. Harrison, chairman of the committee representing the Rail- 
way Labor Executives’ Association. 


Pressed to amplify this statement, Mr. Pelley said he had 
reported, for the association’s labor negotiations committee, 
that there was a distinct probability of an agreement between 
that committee and the railroad labor executives committee, 
and had asked for authorization for his committee to enter into 
such an agreement to be binding on the members of the ass0- 
ciation. 


“We will not again have to submit the matter to a mem- 
bership meeting,” Mr. Pelley said. 

He added that, under the terms of the agreement that 
now seemed probable, railroad management and labor would 
cooperate in designing new retirement legislation acceptable to 
both parties and that, when such suggested legislation was 
drawn up, it would be submitted to the Attorney General for 
his opinion. With all interested in agreement, he said, he had 
no doubt about the enactment of such a law and the repeal of 
the present retirement act. 


A. A. R. ORGANIZATION CHANGE 


The Association of American Railroads has consolidated 
into one division designated the “operating-transportation 
division” the operating and transportation divisions of the ass0- 
ciation. The officers of the division are: Chairman, J. Cé 
chief operating officer, Missouri Pacific Lines; vice-chairman, 
G. Metzman, manager, freight transportation, New York Cen- 
tral System; chairman, general committee, G. C. Randall, 
secretary, L. R. Knott, 59 E. Van Buren St., Chicago, Ill. The 
division consists of the following sections: operating, ' 4 
tion, freight station, medical and surgical, protective, safety, 
and telegraph and telephone. 
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Decisions of Interstate Commerce Commission 





FERTILIZER TO NORTH CAROLINA 


ITH a view, among other things, to preventing the break- 

ing down of the fertilizer rate structure, the Commission, 
jivision 2, in fourth section application No. 16639, fertilizer, 
virginia ports to Washington, N. C., has authorized the Atlantic 
Coast Line, in fourth section order No. 12694, to establish and 
maintain a rate of $1.82 a net ton on fertilizer and materials, 
minimum 60,000 pounds, from Norfolk, Portsmouth, and Pinners 
point, Va., to Washington, N. C., without observing the long- 
and-short-haul provision of section 4. The authority is subject 
io the condition that the rates from and to intermediate points 
shall not exceed those prescribed or approved in Fertilizers 
Between Southern Points, 113 I. C. C. 389, or the lowest com- 
ination. 
othe new rate is to displace one of $2.55. It is the same as one 
maintained by the Norfolk Southern. The latter made the $1.82 
rate, which does not violate the fourth section, on account of a 
rate of $1.65 maintained by the Norfolk, Baltimore & Carolina 
Line, Inc., a carrier by water, according to the Commission’s 
report. That report said that in addition to the traffic moved by 
the steamboat line, a considerable amount of traffic was being 
moved in boats leased by fertilizer manufacturers or distribu- 
tors at charges considerably less than those under the rate over 
he A. C. L. 
The Norfolk Southern, the Commission said, expressed con- 
currence in the relief sought. It said that if relief were denied 
and rates from and to intermediate points on the A. C. L. were 
reduced to conform with section 4, the rate from Suffolk, Va., to 
Washington, over that route, would be lower than the present 
rate of the Norfolk Southern from and to the same points although 
there was no water competition at Suffolk which required such 
a reduction. 

It was not the purpose of the relief sought by the A. C. L., 
says the report, to increase traffic over its line but to enable it to 
retain the present volume. A large distributor, at Washington, 
the report said, was faced with the proposition that if it could 
not fully compete from its warehouse on the A. C. L. with dis- 
tributors having the benefit of the Norfolk Southern rate, other 
arrangements would have to be made. There was also competi- 
tion through the Albemarle-Chesapeake Canal, as well as over 
the highways, the report said. 


LIMESTONE TO NEW ENGLAND 


A definition of New England territory has been made by 
the Commission on further hearing in No. 24757, Limestone 
Products Corporation of America vs. Lehigh & Hudson River 
et al, so as to enable.the railroads to apply the ground lime- 
stone scales and arbitraries prescribed in American Lime & 
Stone Co. vs. Pennsylvania, 201 I. C. C. 467. The report was 
written by Commissioner Aitchison. In disposing of the ques- 
tion as to what constituted New England territory for the pur- 
poses of this case the report said: 

Under all the circumstances we find that, so far as the rates in this 
proceeding are concerned and so far as the New England carriers and 
the Delaware & Hudson are affected, New England rate territory is 
that part of the United States lying east of the line of the New York 
Central which extends northward from New York City along the east 
bank of the Hudson River to Troy, N. Y.; of the Delaware & Hudson 
running north from Troy to Mechanicville, N. Y.; of the east bank of 
the Hudson River from a point opposite Mechanicsville to Fort Ed- 
ward, N. Y.; and of the Delaware & Hudson running north from Fort 
Edward through Whitehall, Fort Ticonderoga, Plattsburg, and Canada 
Junction, N. Y., to Rouses Point, N. Y. 


This finding modifies the report on further hearing of June 
12, 1935, as modified by the order of Aug. 13, 1934. 

Division 2 found in American Lime & Stone Co. vs. Penn- 
sylvania, supra, that rates assailed on ground or pulverized 
limestone from Lime Crest, N. J., to destinations in New Eng- 
land would be unreasonable to the extent they exceeded the 
scale there prescribed plus arbitraries for hauls in New Eng- 

d, and also subject to the addition of an arbitrary of 70 
cents a ton for hauls involving car float or lighterage service in 
the New York harbor district. 

The case was reopened on petition of the complainant for 
further hearing on several questions. At the further hearing 
the parties adjusted all but one of their features. The hearing 
Was Confined to the one remaining question of the proper defini- 
tion of New England for the purpose of computing the rates 
prescribed, according to the report. 


Under the rate making formula prescribed, Commissioner 
Aitchison said, it was not always the route of the short line 
distance which made the rate, due to the addition of arbitraries 
for the New England hauls and for the crossing of New York 
Harbor. He reproduced a table showing five instances in which 
the short line route did not determine the rate. That, he said, 
was due in part to the addition of the New England arbitraries 
for the 27 mile haul from Maybrook to Poughkeepsie, N. Y. 
The line between Maybrook and Poughkeepsie, part of the New 
Haven route, is treated as a New England line as well as lines 
east of Poughkeepsie. 


COTTON ADJUSTMENT REVISED 


What the Commission calls a clarification or correction of 
its decision in I. and S. No. 3636, cotton, woolen, and knitting 
factory products, has been made by it on further consideration. 
Rates in accordance with the correction or clarification are to 
become effective not later than June 8. The report also covers 
the proceedings listed in the margin of the prior report, 211 
I. C. C. 692, No..24139, North Carolina Corporation Commission 
et al. vs. A. & W. et al.; No. 24140, Same vs. A. & R. et al.; 
No. 24901, National Association of Cotton Manufacturers vs. 
B. & M. et al. 

The Commission said that its attention had been directed 
to certain findings which appeared to need correction or clari- 
fication. It therefore reopened the proceeding for further con- 
sideration of matters thus brought to its attention. The subjects 
treated in this report on further consideration are: Observance 
of rates from southern gateways as minima on traffic from the 
south to the north; inclusion of Kansas and Missouri in finding 
as to western trunk line territory; rates from southwest to 
western trunk line territory; and general basis for southwestern 
rates. The Commission found that the basis for maximum, rea- 
sonable rates prescribed in findings Nos. 2, 3 and 4 of the previ- 
ous report should be modified, with observations in connection 
therewith, as follows: 





1. To the extent that those findings provide bases of rates within, 
from, and to the Southwest, the rates prescribed should be determined 
with reference to the revised class rates prescribed or approved in the 
twenty-first supplemental report in Consolidated Southwestern Cases, 
205 I. C. C. 601, as modified by the twenty-second and twenty-fourth 
supplemental reports in the same proceeding, 211 I. C. C. 575 and 218 
I. C. C. 11, instead of the class rates in effect at the time of the prior 
report. 


2. To sub-paragraph (a) of finding No. 2 the following should be 
added: Provided, that 90 per cent of the eastern third-class scale of 
rates may be held as a minimum on these articles from and to these 
points. 

3. After sub-paragraph (b) of finding 2 the following new sub-para- 
graph should be inserted: 

(bb) On cotton piece goods and other articles included in list No. 
1 (except unfinished cotton piece goods and yarn), from the manufac- 
turing points in the southwest to destinations in western trunk-line ter- 
ritory, including destinations in Kansas and in Missouri on and north 
of the line of the St. Louis-San Francisco Railway Co. from St. Louis 
to Pacific, the line of the Missouri Pacific Railroad Co. thence to La- 
badie, and the line of the Chicago, Rock Island & Pacific Railway Co. 
thence to Kansas City, the rates are, and for the future will be, un- 
reasonable to the extent that they exceed, or may exceed, 58 per cent 
of the corresponding first-class rates prescribed or approved in the 
twenty-first supplemental report in Consolidated Southwestern Cases, 
205 I. C. C. 601, as modified by the twenty-second and twenty-fourth 
supplemental reports in the same proceeding, 211 I. C. C. 575 and 218 
ic. G. Ee. 

4. To finding No. 3 add the following: Provided, that the eastern 
first-class scale of rates may be held as a minimum on these articles 
from and to these points. 

5. Finding No. 4 of the prior report should be modified by de- 
fining western trunk-line territory for the purposes of that finding so as 
to include destinations in Kansas and in Missouri on and north of 
the line of the St. Louis-San Francisco Railway Company from St. 
Louis to Pacific, the line of the Missouri Pacific Railroad Company, 
thence to Labadie, and the line of the Chicago, Rock Island & Pacific 
Railway Co. thence to Kansas City, and by restricting the Mississippi 
River crossings to be used as gateways in constructing the through 
rates there prescribed, to St. Louis, Mo., and crossings north thereof 
to Dubuque, Iowa, inclusive. 

These proceedings must be decided upon the record as it has been 
made. No party to the proceeding has suggested the necessity or even 
desirability of further hearings to develop facts either omitted from 
the present record or which have subsequently occurred. We are not 
unmindful of matters which have affected the class-rate adjustment from 
the south to the north, particularly of our recent action instituting an 
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investigation into the southern class territorial and interterriorial rates. 
It is possible that as a result of that investigation the level of the 
class rates within the south and between the souh and official territory 
may be altered. In that event, some change in the rate basis here found 
reasonable may be necessary so far as that adjustment is closely related 
to going contemporaneous class rates. In the interim, the adjustment 
herein prescribed is that which this record indicates is lawful and 
reasonable. Nor are we unmindful of certain of our decisions in which 
the interterritorial rates from the south have been placed by us, as 
to certain commodities, upon substantially an equal level with those in 
the adjacent territories. Those decisions were likewise necessarily 
made upon the particular conditions presented in the records in such 
cases; they did not attempt to announce any determination of a gen- 
eral basis for the rate levels in these competing territories, except as 
based upon the individual records and as related to the specific com- 
modities therein involved. 


The restriction of one of the prior findings to movement 
from manufacturing points, the Commission said, was inad- 
vertently omitted from the corresponding paragraph of the 
prior order. This conflict was corrected in this report. 


Chairman Miller, dissenting in part, said that so far as 
the majority report prescribed further reductions, particularly 
in respect of cotton piece goods and other articles included in 
list No. 1, other than unfinished cotton piece goods and yarn, 
from and to the points designated, he dissented for reasons 
stated in his separate expression in the prior report. 


Commissioner Lee, also dissenting in part, said he took the 
position that the nature and extent of the traffic, competition 
between shippers, distribution and location of the manufactur- 
ers, history and background of the industry, past and present 
levels of rates, as well as the interest of the carriers justified 
and required that rates for the future, particularly east of the 
Mississippi River, should be on substantially the same basis, 
mile for mile. He said it was his considered judgment, that the 
rates on cotton piece goods, east of the Mississippi River, 
should be the same, mile for mile. He said that to bring about 
this result, the Commission should prescribe a uniform per- 
centage of the eastern class rate scale, as a maximum of rea- 
sonableness, for movement within the north, within the south, 
and between the two territories. Uniform percentages of the 
same scale, he said, should apply from the two territories (north 
and south) to points west of the Mississippi River. Rates from 
the southwest, he said, should be such as to permit mills in 
that section to ship into other territories and thereby compete, 
on a fair basis, with mills located in the north and south. 


In conclusion Mr. Lee said he was authorized to say that 
Commissioners Tate and Caskie concurred in that expression. 


COMMISSION REPORTS 


Crude Rubber 


No. 27479, Lake Shore Tire & Rubber Co. vs. Eastern 
Steamship Lines, Inc., et al. By division 2. Dismissed. Car- 
load rate, 95 cents, crude rubber, New York, N. Y., to Des 
Moines, Ia., applied on shipments between Dec 15, 1933, and 
July 5, 1934, not shown to have been unduly prejudicial. 


Horses for Slaughter 


No. 27330, Chappel Brothers, Inc., vs. Alton et al. By 
division 3. Dismissed. Rates applicable on horses suitable 
only for slaughter, carloads, origins in various western states 
to Rockford, Ill., and Topeka, Kan., not shown to have been 
or to be unreasonable or otherwise unlawful, as alleged. Waiver 
of collection of any outstanding undercharges denied. 


Bichromate of Soda 


No. 27422, Natural Products Refining Co. vs. Central of 
New Jersey et al. By division 3. Dismissed. Carload rate, 
a combination of 50.5 cents, bichromate of soda, carloads, Jersey 
City, N. J., to Fond du Lac, Wis., imposed on shipments between 
Jan. 29 and June 12, 1934, not shown to have been unreasonable. 


Carbon Tetrachloride 


No. 27240, Warner Chemical Co. vs. A. & W. P. et al. By 
division 3. Rates, carbon etrachloride, tank carloads, South 
Charleston, W. Va., to North Baton Rouge, La., not shown 
unreasonable. Dismissed. Commissioner McManamy dissented. 


COMMISSION MOTOR REPORTS 


MC 50729, Red Star Sightseeing Line, Inc., common car- 
rier application. By division 5. Certificate granted authorizing 
seasonal operation as a common carrier of passengers and their 
baggage in interstate or foreign commerce on round-trip sight- 
seeing or pleasure tours over irregular routes from Brooklyn, 
N. Y., to points in New Jersey, New York, Connecticut, Penn- 
sylvania, Delaware, District of Columbia, Maryland, Massachu- 
setts, and Virginia. The applicant asked authority also to en- 
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gage in general charter operation. Application, except as here. 
inbefore indicated to the contrary, denied. 

MC 10796, Francis M. Perdue, extension of operations, By 
division 5. Certificate granted authorizing operation as a 
mon carrier of commodities generally over a specified route 
between Murray, Ky., and Nashville, Tenn. 

MC 50106, Raymond E. Bryan, common carrier applica. 
tion. By division 5. Certificate denied on a finding that public 
convenience and necessity did not require operation as a com. 
mon carrier of commodities generally between points in Del. 
ware, Maryland, Virginia, North Carolina, Pennsylvania, New 
York, New Jersey, Connecticut, Rhode Island, Massachusetts, 
and the District of Columbia. The Commission said the 
existence of a demand or need for such service as the 
plicant desired to render could not be presumed from the 
plicant’s desire to forego his exemption as an exclusive agri- 
cultural commodity hauler in order to obtain for himself the 
benefit of transporting return loads of other commodities, the 
Commission citing in support of that its decision in 
T. Merritt, common carrier application, made Dec. 14, 1936, 

MC 50136, Floyd A. Tull, common carrier application. By 
division 5. Certificate denied on a finding that public con. 
venience and necessity did not require operation as a common 
carrier of commodities generally, between points in Delaware, 
Maryland, Pennsylvania, New Jersey, and New York. The 
denial was made for the reason set forth in the preceding, 
Bryan, case. 7 = 

MC 50139, D. H. Belknap, contract carrier application. By 
division 5. Permit granted authorizing the applicant to operate, 
for 18 months, as a contract carrier of motor oil and greases 
over irregular routes from Curtis Bay, Md., to Sutton, W. Va. 
The report said that the applicant was engaged in this operation 
under an oral contract with the Braxton Motor Co. in order 
to help him pay a debt which he owed to the latter, and the 
application was for permission to operate for 18 months. 


PETITIONS FOR REHEARING, ETC. 

MC 50475, application of Leon L. Fairley, Inc., Troy, N. Y., for 
permit. Leon L. Fairley, Inc., asks the Commission to grant a re- 
hearing. 

No. 26720, W. H. Bintz Co. et al. vs. A. & S. and a subnumber 
thereunder, Utah Citizens Rate Association et al. vs. U. P. et al. J. 
A. Farmar, agent and attorney for carriers defendants in these pro- 
ceedings, involving class rates and less carload commodity rates be- 
tween Utah common points on the one hand and western trunk line 
territory on the other asks the Commission to modify their order in 
these proceedings, entered Jan. 6, to provide effective date of March 
17 on one day’s notice. 

No. 24847, Chicago Live Stock Exchange vs. A. T. & S. F. et al. 
J. A. Farmer, agent and attorney for carriers defendants in this pro- 
ceeding, involving the aggregate charges on ordinary live stock, 
carloads, to and from Union Stock Yards, Chicago, Ill., on the one 
hand and points west of the Mississippi River and certain points in 
Wisconsin and Illinois on the other ask the Commission to postpone 
for a period of 30 days beyond April 16, the effective date of its order 
entered December 7, 1936. 

MC 130, application of Hugh Clouser, Hiawatha, Kans. The Mis- 
souri Pacific Railroad Co. and Union Pacific Railroad Co. ask the Com- 
mission to vacate and set aside its certificate, dated February 19, 
issued in this docket. 

No. 25100, Alabama Grocery Co. of Huntsville, Ala., et al. vs. 
A. T. & S. F. et al. Great Western Sugar Co., intervener, asks the 
Commission to grant a postponement of the effective date, to-wit, 
April 23, 1936, for the payment of reparation. 

No. 24847, Chicago Live Stock Exchange vs. A. T. & S. F. et al. 
H. R. Park, representing the complainants, seeks denial of postpone- 
ment of effective date of the order in this case. 

MC 7953, application of Dallas J. Peterson, Rochester, N. H. 
Dallas J. Peterson asks for further consideration of application and 
certificate issued Feb. 12, effective Mar 15. 

No. 27139, G. V. Dryden, as receiver of Nichols Wire, Sheet & 
Hardware Co. vs. C. R. I. & P. et al. G. V. Dryden, complainant, and 
Nichols Wire, Sheet & Hardware Co., ask for reconsideration, reargu- 
ment, and/or rehearing, following report of the Commission, division 
2, dated Jan. 29, 1937, and for substitution of Nichols Wire, Sheet & 
Hardware Co. as complainant, and argument in support thereof. 


LOANS TO RAILROADS 


Finding that the Minneapolis, St. Paul & Sault Ste. Marie 
Railway Co. was not in need of financial reorganization in the 
public interest at this time, the Commission, by division 4, in 
a supplemental report, the seventh, in Finance No. 9166, Min- 
neapolis, St. Paul & Sault Ste. Marie Railway Co. reconstruc: 
tion loan, has approved an extension for a period ending not 
later than Feb. 1, 1938, of a loan by the RFC to the carrier 
mentioned of $1,221.929.30, which matured Feb. 27. The Com- 
mission said that the collateral pledged for the loan constl- 
tuted full and adequate security. Loans to the carrier origi- 
nally aggregated $2,300,000. 

As of Feb. 28, according to the monthly report of i 
Reconstruction Finance Corporation, transactions between ! 
and railroads was $517,126,239 of loans disbursed to them and 
$171,679,017 of those loans repaid to it. 







































































Y., for 
it a re- 


number 
= er f 
se pro- 
ites be- 
nk line 
rder in 
- March 


. et al. 
lis pro- 

stock, 
he one 
ints in 
»stpone 
$ order 


e Mis- 
e Com- 
ry 19, 


al. vs. 
ks the 
to-wit, 


et al. 
tpone- 


N. H. 
n and 


eet & 
t, and 
pargu- 
vision 
eet & 
f. 


Marie 
n the 
4, in 
Min- 
truc- 
r not 
rrier 
Som- 
nsti- 
rigi- 


the 
nm it 
and 


arch 13, 1937 








W. T. L. FOURTH SECTION RELIEF 


SCHEME for permanent relief from the long and short 
fi haul part of the fourth section as to class rates to, from, 
within and through western trunk line territory; as to combina- 
tion Class and commodity rates; all-rail rates on potatoes and 
vegetables, from western trunk line and adjacent territories to 
official and Illinois territories and Kentucky; and between 
points within western trunk line and adjacent territories, has 
heen devised in a proposed report, by Examiner G. L. Shinn 
in fourth section application No. 16185, western trunk line 
fourth section class rates, and the applications joined with it. 
In addition Examiner Shinn has proposed a plan of relief for 
carriers having interstate routes that compete with intrastate 
routes in which the latter have class rates differing from the 
level of the interstate rates. 

At present carriers having long lines have what is known 
as “wide open” relief under temporary permission given by 
the Commission in connection with the Western Trunk Line 
Class Rates case and other proceedings. 

Relief was requested by the railroads having long lines so 
that they might compete with the direct or rate-making lines. 
Examiner Shinn proposes the imposition of circuity limitations 
and the application of the equidistant clause, particularly in 
connection with the relief proposed to enable interstate lines 
to compete with intrastate routes. He said that in situations 
created by the existence of intrastate routes and rate levels 
with interstate routes and interstate levels imposition of the 
equidistant provision was mandatory. 

Recognizing the difficulties inherent in the application of 
the equidistant provision, Examiner Shinn recommended that 
it be not required to be observed in less than one year after 
the date of the issuance of the order recommended by him. 
He made that recommendation in order to afford, as he said, 
applicants ample time in which to make such revisions of the 
state adjustments as might be necessary. 

The report shows great complexity in the questions pre- 
sented to the examiner by the railroads. Examiner Shinn said 
that in view of the broad scope of the proceeding and the obvious 
difficulties inherent in any rigid limitation on circuity, appli- 
cants should be afforded an opportunity of submitting to the 
Commission their views as to an appropriate limitation which 
would be more feasible from a tariff standpoint, and at the 
same time accomplish substantially the same purpose, as a 
mileage limitation. Any suggestions from applicants along 
these lines, accompanied by appropriate illustrations of the 
results obtained thereby, he said, should receive appropriate 
consideration in the disposition of this matter. 

_ This report also embraces the following fourth section ap- 
plications dealing with class and column rates: Nos. 14567, 
14743, 14777, 14778, 14963, 15109, 15206, 15372, 15714, 16115, 
16184, and 16186; and Nos. 14557 and 15498 covering rates on 
potatoes and vegetables. 


7” In disposing of the matter the examiner recommended as 
ollows: 


Applicants in the following applications, as amended, should be 
authorized to continue and to establish and maintain, subject to the 
conditions indicated, from and to points in the territories described 
below, over all routes, class rates and rates made a percentage rela- 
tion thereto, the same as the lowest rate applicable on like traffic from 
and to the same points over any route of the same character constructed 
on the respective bases described below, and to maintain higher rates 
from, to, and between intermediate points in official, western trunk- 
line, southern southwestern, and western territories, southern Mis- 
souri and Wyoming: 

_ A. In Nos, 16185 and 14963, over all-rail routes (a) between points 
in western trunk-line territory, southern Missouri including border 
points, and Wyoming (over routes by Billings), and between points 
in these territories, except southern Missouri, on the one hand, and 
points in official territory, on the other, and between Memphis and 
points in southwestern Missouri, constructed on the bases prescribed 
or approved in Western Trunk Line Class Rates, 164 I. C. C. 164, Pub- 
lie Service Comm. of Wyo. vs. Atchison, T. & S. F. Ry. Co., 196 I. C. 
C. 413, and Interstate Rates in Missouri, 181 I. C. C. 259, or, as to 
points within these territories from and to which rates were not pre- 
scribed in those proceedings, rates constructed in proper relation to 
the prescribed or approvd bases, (b) between points in trunk-line and 
New England territories, on the one hand, and points in western Can- 
ada, on the other, constructed on the basis hereinbefore described, and 
{c) between points in southwestern territory as described herein, on 
the one hand, and points in western trunk-line and extended territories, 
on the other, in instances where departures occur within western 
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trunk-line and extended territories, constructed on the basis prescribed 
or approved in the southwestern revision as extended. (As indicated 
in the text of the report the relief recommended in subdivision (c) 
hereof should be granted only in the event applicants submit a sat- 
isfactory description of the territorial scope of the rates and the basis 
used in extending the southwestern adjustment) ; 


B. In No. 16185, over all-rail interstate routes (a) between points 
in the respective states of Iowa, Wisconsin, and Minnesota, rates the 
same as apply over the corresponding intrastate routes between the 
same points, constructed on the bases prescribed by the respective 
state commissions, and (b) between Superior and points taking the 
same rates, on the one hand, and points in Minnesota, on the other, 
rates constructed on the basis authorized in this paragraph between 
points within Minnesota, provided (1) that the relief authorized in this 
paragraph shall not apply with respect to any rates, at the more-dis- 
tant or intermediate points, which exceed rates constructed on the 
bases prescribed or approved from and to the same points in Western 
Trunk Line Class Rates, (2) that rates at higher-rated intermediate 
points (a) in the same state shall not exceed rates constructed on the 
intrastate basis observed at the more-distant point, and (b) in ad- 
joining states shall not exceed rates constructed on the prescribed in- 
terstate basis at such intermediate points, and (3) that the relief 
authorized in this paragraph shall be subject to the equidistant pro- 
vision effective one year after the date of issuance of the order herein; 


C. In Nos 16115 and 16185, over all-rail routes (a) between points 
in western trunk-line territory, southern Missouri, and stations in 
Wyoming on the Chicago, Burlington & Quincy, on the one hand, and 
points in western territory, except Utah common points, on the other, 
constructed on the voluntary basis previously described, and (b) be 
tween points in official and western trunk-line territories, except Col- 
orado and Wyoming, on the one hand, and Utah common points, on 
the other, constructed on the basis prescribed in W. H. Bintz Co. vs. 
Abilene & S. Ry. Co., 216 I. C. C. 481 and 218 I. C. C. 793, provided 
that rates at higher-rated intermediate points in western territory shall 
not exceed rates constructed on the voluntary basis observed at the 
more-distant points, except that at higher-rated points in western ter- 
ritory intermediate to Utah common points, the rates shall not exceed 
rates constructed by use of the same rate formula and the same rate 
scales as are employed in constructing rates at the more-distant Utah 
common points; 


D. In No. 16186, over all-rail routes between points in western 
trunk-line, ccntral, and southwestern territories, on the one hand, and 
the described points in western Canada, on the other, constructed on 
the basis described herein, in instances where departures occur at ori- 
gins on traffic to Canada and at destinations on traffic from Canada, 
provided that the relief authorized in this paragraph shall be limited 
to instances where relief has been authorized in rates on the same 
traffic between the same points in the United States, on the one hand, 
and the international border junctions of Rainier, Warroad, Noyes, 
Pembina, Neche, Walhalla, St. John, Northgate or Portal, on the other, 
and such relief shall be subject to the same limitations and conditions 
as are imposed in the relief authorized in the rates from and to such 
border junctions; 

E. In No. 16184, over lake-rail routes described herein (a) between 
eastern areas A, B, and C, on the one hand, and western areas A, B, 
and C (except Illinois territory from and to which relief was authorized 
in Differential Routes to Central Territory, 211 I. C. C. 403 and 218 
I. C. C. 611, and western Wyoming, on the other, and (b) from points 
in trunk-line and New England territories embraced in eastern areas 
A, B, and C, to the Canadian points described herein, rates constructed 
on the bases prescribed or approved in Lake and Rail Class and Com- 
modity Rates, 205 I. C. C. 101 and 214 I. C. C. 93, except that from and 
to points in western Wyoming and to points in Canada the rates may 
be related to the approved bases in the manner previously indicated, 
provided that the rates at higher-rated intermediate points in the 
United States shall not exceed rates constructed on the approved or 
related basis just mentioned; and 


F. In Nos. 14567, 15109, and 16185, class and commodity rates over 
all all-rail and all lake-rail routes, over which through rates apply, be- 
tween points in Montana, on the one hand, and eastern defined groups, 
on the other, and over all all-rail routes, over which through rates 
apply, between points in Arizona, California, Nevada, and New Mexico, 
on the one hand, and points in Montana, Nebraska, South Dakota, and 
Wyoming, on the other, and between points in western trunk-line ter- 
ritory, southern Missouri, and Wyoming, and, between points in these 
territories, except southern Missouri, on the one hand, and points in 
official territory, on the other, constructed on the basis of the lowest 
combination of class and commodity rates applicable over any route 
of the same character, that is, all-rail or lake-rail, between the same 
points, in instances where such combinations are lower than the pub- 
lished through rates, provided (1) that the rates at higher-rated in- 
termediate points shall not exceed the lowest combinations constructed 
in the manner just indicated, and (2) that the mileage limitations 
specified in condition 7 hereof shall not apply to the relief authorized 
in this paragraph where, between two points, the lowest combination 
under the equalizing provision is constructed over a route which ex- 
ceeds the limitations specified in condition 7; in such situations the 
relief authorized in this paragraph shall apply to all routes between 
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such points which are not longer than the route over which such com- 
bination is constructed. 

The above relief should be made subject to the following additional 
conditions : 

1. That the relief authorized in paragraphs A and E in rates from 
and to points in Canada shall be limited to instances where relief has 
been authorized in rates on the same traffic from and to Duluth, and 
such relief shall be subject to the same limitations and conditions as 
are imposed in the relief authorized in the rates from and to Duluth. 

2. That the relief authorized in rates between points in Missouri 
B territory, on the one hand, and points in western trunk-line and 
western territories, on the other, shall only apply to rates constructed 
by use of the revised rate scales prescribed in the sixth supplemental 
report in Western Trunk-Line Class Rates. 

3. That the all-rail rates at higher-rated intermediate points (a) 
in official, western trunk-line, and southwestern territories, southern 
Missouri, and Wyoming shall not exceed rates constructed on the basis 
prescribed or approved in the cited proceedings dealing with rates from 
and to points in those respective territories or, as to points from and 
to which rates have not been prescribed therein, rates constructed in 
proper relation to the prescribed or approved basis, and (b) in southern 
territory, shall not be increased except as may be hereafter authorized 
by the Commission. 

4. That the relief shall not apply to rates made on a percentage re- 
lation to the class rates between the same points, unless relief is author- 
ized with respect to the class rates on which such rates are based. 


5. That rates at higher-rated intermediate points shall in no in- 
stance exceed the lowest combination of rates subject to the interstate 
commerce act. 


6. That the relief shall in no instance apply to rates less than 13 
per cent of the corresponding first-class rates between the same points. 

7. That the relief authorized herein shall be subject to the mileage 
limitation specified in footnote 11. In applying these limitations dis- 
tances over standard lake-rail routes shall be compared with the corre- 
sponding distances over shortest all-rail tariff routes between the same 
points, provided that the distances on the lakes may be equated on the 
basis of two lake miles to one rail mile, and where rates are on a group 
basis average distances from and to all points in such groups, or dis- 
tances from and to key points, may be used instead of actual distances 
between individual points. 


Applicants in No. 14557 should be authorized to continue and to 
establish and maintain on potatoes, in carloads, from points in western 
trunk-line territory, and points west thereof in Colorado, Wyoming, 
Utah, Idaho, Montana, and Oregon, to points in official territory and 
Kentucky™ as indicated in the description of the rate structure herein, 
and on onions, cabbage, and turnips, in straight or mixed carloads, 
from the Kaw Valley in Kansas to points in official territory and Ken- 
tucky, the lowest rate applicable on like traffic over any route, con- 
structed on the bases prescribed or approved in Leonard, Crosset & 
Riley vs. Akron, C. & Y. Ry. Co., and Kaw Val. Potato Growers’ Assn. 
vs. Atchison, T. & S. F. Ry. Co., supra, or, as to points from and to 
which rates were not prescribed in those proceedings, rates related to 
the prescribed bases in the manner indicated in the application; and 
to maintain higher rates from intermediate points in western trunk- 
line territory and to intermediate points in official territory and Ken- 
tucky, provided (1) that rates at higher-rated intermediate points in 
(a) western-trunk-line and official territories shall not exceed rates 
constructed on the basis observed at the more-distant points, and (b) 
Kentucky shall not exceed rates prescribed or approved in proceedings 
dealing with the rates from the same origins to such intermediate 
points, or, as to points not covered by such proceedings, rates prop- 
erly related thereto, and (2) that the relief shall be subject to condi- 
tions numbered 5 and 7'* shown above. 


Applicants in No. 15498, as amended, should be authorized to con- 
tinue and to establish and maintain (a) on potatoes, in carloads, be- 
tween points within western trunk-line and Illinois territories, and 
southern Missouri, and to these territories from points west of western 
trunk-line territory in Colorado, Wyoming, Utah, Idaho, and Oregon, 
the lowest rate applicable on like traffic over any route, constructed 
on the bases prescribed from and to the same points in Potato Rates 
in Western Trunk Line Territory, supra, or, as to points from and to 
which rates were not prescribed in that proceeding, rates related to 
the prescribed bases in the manner previously indicated, and (b) on 
vegetables as described herein, in straight or mixed carloads, or in 
mixed carloads with potatoes, from and to the same points, rates 
constructed differentially over the corresponding rates on late po- 
tatoes in the manner previously indicated; and to maintain higher 
rates from, to, and between intermediate points, provided, (1) that 
the rates at higher-rated intermediate points shall not exceed on po- 
tatoes, rates constructed on the prescribed or related bases, and on 
vegetables, rates constructed on the basis observed at the more distant 


Apparently relief is prayed in rates on potatoes to points in Ken- 
tucky from a portion of western trunk-line territory only. The origin 
territory should be clarified as to this traffic. 


44In the event a rate limitation is imposed in the relief authorized 
herein in the class rate structure, the relief authorized in rates on po- 
tatoes and vegetables should be limited so that it will not apply over 
any route which exceeds in length the distance over the longest route 
over which relief has been authorized in the class rates from and to the 
same points, except that from points west of the territory from which 
the western trunk-line basis applies, the relief should be limited to 
routes beyond the western gateways to such western territory which do 
not exceed in length the longest route over which relief has been author- 
ized in the class rates from such gateways to the same eastern destina- 
tions. 
*Rates do not apply between points in Illinois. 
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point, and (2) that the relief shall be subject to the conditions num. 
bered 5 and 7 shown above. ji 

Applications Nos. 14743, 14777, 14778, 15206, 15372, and 15714, and 
all other and further relief prayed in the remaining applications Con- 
sidered herein with respect to rates over all-rail and lake-rail routes 
should be denied, and all outstanding relief from the provisions of See. 
tion 4 granted with respect to such rates by outstanding orders of this 
Commission, inconsistent with the relief authorized herein, should pe 
rescinded. 


S. E. COAL FOURTH SECTION 


Fourth section relief on bituminous coal within the soyth. 
east and from West Virginia and Virginia into the southeast 
has been recommended by Examiner C. K. Glover, in fourth 
section application No. 15755, coal and coal briquettes in the 
south, and fourth section applications joined therewith, the 
applications so joined being Nos. 15756, 15757, 15842, 1612) 
and 16480. 

In the first mentioned application carriers mentioned jp 
appendices asked relief from coal mining districts in Alabama, 
Georgia, Kentucky, Tennessee, and southwestern Virginia to 
destinations in Alabama, Florida, Georgia and Tennessee, 

In application No. 15756, carriers asked for relief on ¢oa] 
from mines in Alabama, Georgia, Kentucky, Tennessee and 
southwestern Virginia to destinations in the Carolinas. 

In application No. 15757, as amended, carriers asked for 
relief on coal and coal briquettes, from mines in Kentucky, 
Tennessee, southwestern Virginia and West Virginia to des- 
tinations in North Carolina, South Carolina and Virginia. 

In application No. 15842, carriers asked authority to es- 
tablish a rate of $3 on coal from mines on the lines of the 
Interstate railroad in southwestern Virginia, to Sanford, N. C, 
over the lines of that carrier to Norton, Va.; Norfolk & West- 
ern, Durham, N. C.; Norfolk Southern, Lillington, N. C., and 
the line of the Atlantic & Western Railway Co. beyond. 

In application No. 16121, as amended, the Louisville & 
Nashville and connections asked authority to establish rates 
on coal, as described in L. & N. I. C. C. No. A16233, from mines 
in group 3 (Pineville district) to destinations in North Caro- 
lina, South Carolina, and Georgia. 

In application No. 16480, carriers asked authority to es- 
tablish a rate of $2.80 on coal from points on the Interstate 
railroad in southwestern Virginia to High Point and Thomas- 
ville, N. C., over the lines of that carrier to Norton; Norfolk 
& Western, Winston-Salem, N. C.; Winston-Salem Southbound 
Railway, High Rock, N. C., and High Point; Thomasville & 
Denton Railroad beyond. 

The examiner concluded that relief from the long-and- 
short-haul part of section 4 should be granted in Nos. 15755, 
aa 15757, 15842, and 16480, subject to limitations as fol- 
ows: 

From the Coal Creek, southwest Virginia, Alabama base, 
and Pocahontas groups and the West Virginia groups taking 
the Pocahontas group rates, considered in Corporation Com- 
mission of North Carolina vs. A. & R., 200 I. C. C. 571, and 
204 I. C. C. 276, on the basis set forth in the application; pro- 
vided that the rates to higher-rated intermediate points shall 
not exceed rates set forth in the application or the rates pre- 
scribed in the case mentioned and Consumers’ Coal Corpora- 
tion vs. Atlantic & Yadkin, 213 I. C. C. 343, subject to the 
lowest combination and the 50 and 70 per cent circuity limi- 
tations; also provided that where rates from the Pocahontas 
group and other West Virginia groups taking the same rates 
are made lower to more distant points than to intermediate 
points to maintain a relationship with rates from other basing 
groups, the relief shall not apply to any route where the rate 
so made is as shown in a column, not herein reproduced and 
the distance over the route exceeds that shown in another 
column, also not herein reproduced. Other recommendations 
follow: 


From other origin groups in the territory considered, hereinafter 
referred to as the sub-groups, from which rates have been maintained 
on the same basis as from the respective basing groups named above, 
rates the same as from such respective basing groups; provided, that 
the rates to higher-rated intermediate points shall not exceed rates con- 
structed on the basis set forth in the applications; and provided fur- 
ther, that this relief shall not apply to routes from the sub-groups in 
the respective territories which take rates the same as those from the 
above-named basing groups where the distance over the short tariff 
line or route from the basing group (1) is 150 miles or less in length 
and the line or route from the sub-group is more than 70 per cent 
longer than the short tariff route from the basing group, and (2) ex 
ceeds 150 miles and the line or route from the sub-group is more than 
50 per cent longer than the short tariff route from the basing group, 
except that where the distance over the short tariff line or route from 
the basing group exceeds 150 miles and the distance over the line or 
route from the sub-group does not exceed 255 miles relief will apply 
to such line or route even though it is more than 50 per cent longer 
than the short tariff route from the basing group. 
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March 13, 1937 


From other origin groups in the territory considered from which 
rates are differentially related to rates from the groups referred to in 
paragraphs 1 and 2, above, rates on the differential basis described in 
the applications; provided, that the rates to the higher-rated inter- 
mediate points do not exceed rates constructed on the basis set forth 
in the applications; and provided further, that the relief authorized 


shall be subject to the circuity provision set forth in paragraph 1 above. 

In complying with the circuity provision of the first paragraph 
above, the degree of circuity of the longer lines or routes from the 
respective origin groups to the respective destinations or destination 
groups may be determined by comparing the average distances from 
the origin group to the destination or destination group over the cir- 
eyitous routes with the average distance over the short tariff route 
from the same basing group to the same destination or destination 


group, or the distances over the respective routes from and to cen- 
trally located points in the basing or destination groups. 

In complying with the circuity provision set forth in the paragraph 
second above, the degree of circuity of routes from the sub-group as 
compared with the short tariff routes from the respective basing 
groups may be determined by comparing the average distance over 
the route or routes from the sub-group to the destination or destina- 


tion group or distances from and to centrally located points in such 
groups, With the average distance over the short tariff routes from the 
respective basing groups to the same destination or destination group 
or distances from and to centrally located points in the basing or des- 
tination groups as the case may be. 

All other and further relief sought by applications Nos. 15755, 
15756, 15757, 15842, and 16480 should be denied and all relief previously 
authorized by fourth section orders Nos. 10533 and 10668, as modified, 
or other outstanding orders, to the extent that it is in conflict with that 
authorized herein, should be rescinded. Application No. 16121 should 
be denied. 


PROPOSED REPORTS 
Cotton 


No. 27547, Moultrie Chamber of Commerce vs. Southern 
et al. By Examiner G. H. Mattingly. Dismissal proposed. 
Examiner says relation between any quantity interstate rates 
on cotton in compressed bales and any-quantity intrastate rates 
on cotton in uncompressed bales, from Moultrie and other 
points in Georgia to Savannah, Ga., is not shown on this record 
to be in violation of sections 2, 3 or 13 of the act, as alleged. He 
said the only issue was with respect to the relation between the 
interstate rates on compressed cotton and thé intrastate rates 
on uncompressed cotton under sections 2, 3 and 13. He said 
compressed cotton was much heavier a cubic foot than that 
which was uncompressed and could be and was shipped in 
much heavier carloads. For that and other reasons he said 
compressed and uncompressed cotton did not constitute like 
kinds of traffic within the meaning of the language used in 
section 2. He said further, with respect to section 3 that de- 
fendants held themselves out to transport compressed cotton 
for the same rate as that which was uncompressed when the 
movement was intrastate and that this was also true when 


the ee was interstate. He found no violation of sec- 
tion 15. 


Grain and Grain Products 


No. 26843, Allen & Wheeler Co. et al. vs. A. C. & Y. et al. 
By Examiner Morris H. Konigsberg. Dismissal proposed. Rates, 
grain and grain products, from western and central freight asso- 
ciation territories to destinations in Kentucky, West Virginia, 
Virginia and Tennessee not shown to be unreasonable or other- 
wise unlawful. The rates were alleged to be in violation of 
sections 1, 3 and 6. The Allen & Wheeler Co. was dismissed as a 
party complainant by order dated July 13, 1936. Complaint was 
also withdrawn, said the examiner, against the rates to points 
of destination on the Baltimore & Ohio and the Southern. From 
central territory to destinations in issue the examiner said joint 
one factor rates were published. From points of origin in west- 
ern trunk line territory, he said, the rates were composed of the 
local rates to either St. Louis, Mo., Peoria or Chicago, Ill., plus 
proportional or reshipping rates beyond. 


Crate Material 


No. 27484, Elberta Crate & Box Co. vs. A. C. L. et al. By 
Examiner Alfred G. Hagerty. Dismissal proposed. Rates 
charged, crate material, Brainbridge, Ga., to destinations in New 
York, excepting Margaretville, on short and branch lines rail- 
roads, not unreasonable. To Margaretville rates charged pro- 
posed to be found to have been unreasonable to the extent they 
exceeded the contemporaneously applicable lumber rates. Repara- 
ton proposed. Rates at present applicable, and those to be estab- 
lished for the future as a result of a proposed finding as to 
destinations on short and branch line railroads proposed to be 
found not unreasonable. 


Icing Empty Cars 
_ Land S. No. 4275, icing empty cars before moving to loading 
points. By Examiner H. W. Archer. Proposed tariff rule per- 
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mitting shippers, at carriers’ option, to ice empty refrigerator 
cars at point of detention and the transportation of such cars 
thence to loading origin without limitation of any kind, proposed 
to be found not justified, without prejudice, however. The ex- 
aminer suggested that the carriers should be authorized to pub- 
lish a rule properly giving the shipper the right to ice his car 
where the haul of such empty iced car from icing point to loading 
point did not exceed 80 miles. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 


MC 50527, Ralph Niggli, common carrier application. By 
Examiner D. C. Dillon. Served March 8. Operations for which 
applicant seeks certificate of public convenience and necessity 
found to be those of a private carrier. No authority necessary 
for such operations. Application denied. 

MC 50531, James Neville, contract carrier application. By 
joint board No. 73, composed of Andrew Olson of Illinois, Moie 
Cook of Indiana, and Harold J. Waples of Michigan. Served 
March 8. Application for permit authorizing operation as a 
contract carrier between certain points in Illinois, Indiana, and 
Michigan denied for want of prosecution. 

MC 50694, James J. Sheridan, contract carrier application. 
By joint board No. 149, composed of Andrew Olson of Illinois. 
Served March 8. Application for permit authorizing operation 
as a contract carrier in interstate commerce in Chicago, IIL, 
and between points in Illinois within 50 miles of Chicago, 
denied for want of prosecution, and operation ordered discon- 
tinued. 

MC 50867, Dick J. Wilkins, contract carrier application. 
By joint board No. 54, composed of Andrew Olson of Illinois 
and M. P. Conway of Iowa. Served March 8. Operation by 
applicant as a contract carrier of petroleum products from 
Clinton, Ia., to U. S. Lock No. 13, Ill., via Fulton, Ill., found to 
be consistent with the public interest and the policy declared 
in section 202 (a) of the motor carrier act. Permit granted. 

MC 76267, Merchants Motor Freight, Inc., common carrier 
application. By Examiner S. A. Aplin. Served March 8. Ap- 
plicant found entitled to continue operation as a common 
carrier of commodities generally, over specified routes, between 
Des Moines, Ia., and Kansas City and St. Louis, Mo., and 
Omaha, Neb., and from Des Moines to Moline and Rock Island, 
Ill., by reason of having been engaged in such operation on 
June 1, 1935, and continuously since that time. Certificate 
ordered issued and application in other respects denied. 

MC 50344, Sam Zeid, common carrier application. By 
Examiner D. C. Dillon. Served March 8. Public convenience 
and necessity found to require continuance of interstate opera- 
tion by applicant as a common carrier of new and used furni- 
ture, between Brooklyn, N. Y., and Woodridge, N. Y., or points 
in the vicinity thereof over a regular route between Brooklyn 
and Wurtsboro, N. Y., and irregular routes beyond Wurtsboro. 
Certificate granted. 

MC 50299, Hayden Brothers, common carrier application. 
By joint board No. 156, composed of Andrew Olson of Illinois 
and D. C. Moore of Kentucky. Served March 8. Application 
for a certificate as a common carrier of live stock and mer- 
chandise between Mayfield, Ky., and East St. Louis, IIl., over 
a specified route denied for want of prosecution. 

MC 50146, C. E. Carroll, common carrier application. By 
joint board No. 54, composed of Andrew Olson of Illinois and 
L. C. Donohoe of Iowa. Served March 8. Public convenience 
and necessity not shown to require operation by applicant as 
a common carrier of specified commodities between Frederika, 
Ia., and Chicago, Ill. Application for a certificate denied for 
want of prosecution. 


MC 35740, Charles Edward Youmans, common carrier ap- 
plication. By Examiner F. D. Binkley. Served March 8. Ap- 
plication for a certificate as a common carrier of commodities 
generally between points in Illinois, Indiana, Kentucky and 
Missouri, over specified routes, denied for want of prosecution, 
and operations ordered discontinued. 


MC 29711, Liberty Trucking Co., common carrier applica- 
tion. By joint board No. 13, composed of Andrew Olson of 
Illinois and A. R. McDonald of Wisconsin. Served March 8. 
Certificate of public convenience and necessity ordered issued 
to Thomas Maglio and Frank Cetrano, doing business as Liberty 
Trucking Co., to operate as a common carrier of agricultural 
products, vegetables, berries, fruit, groceries, and canned goods, 
in interstate commerce between Racine, Wis., and Chicago, IIL, 
by way of Kenosha, Wis., and between Kenosha and Chicago, 
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over U. S. Highway No. 41 and State Highways Nos. 42 and 
42-A. 

MC 15324, W. B. Keel, common carrier application. By 
joint board No. 77, composed of D. Leon Harp of Texas. Served 
March 8. Applicant found entitled to continue operation as a 
common carrier of commodities generally in interstate com- 
merce, over regular routes, between Houston and San Antonio, 
Tex., via Austin and San Marcos, Tex., over U. S. highways 290 
and 81; between Houston and Beaumont, Tex., over U. S. 
highway 90, and between Houston and Waco, Tex., over Texas 
highway 6, by reason of having been engaged in such operation 
on June 1, 1935, and continuously since that time, but not as to 
other routes. Certificate ordered issued. Certificate denied as to 
other operations covered by application, and such operations 
ordered discontinued. 

MC 5149, George Clikeman, common carrier application. 
By joint board No. 111, composed of Harry A. Barr of Illinois, 
Mike P. Conway of Iowa and Samuel Bryan of Wisconsin. 
Served March 8. Public convenience and necessity found not 
to require operation by applicant as a common carrier of live 
stock and merchandise over irregular routes between points in 
Illinois, Wisconsin and Iowa. Certificate denied. 


MC 33415, E. H. Hoffman Lines, Inc., common carrier 
application, embracing also MC 67587, E. H. Hoffman Lines, 
contract carrier application; MC 35491, E. H. Hoffman, dba St. 
Louis-Chicago Cartage Co., common carrier application; and 
MC 67588, E. H. Hoffman, dba St. Louis-Chicago Cartage Co., 
contract carrier application. By Examiner F. W. McM. Wood- 
row. Served March 8. Applicant, E. H. Hoffman Lines, Inc., 
dba E. H. Hoffman Lines, Inc., and the St. Louis-Chicago Cartage 
Co., found entitled to continue operation as a common carrier 
in interstate commerce of commodities generally, between cer- 
tain points in Missouri, Illinois, Indiana, and Iowa, over speci- 
fied routes, because it or its predecessor was engaged in such 
operation on June 1, 1935, and continuously since that time. 
Certificate ordered issued. Applicant required to cease and 
desist from operation as a contract carrier in interstate com- 
merce between the same points and over the same routes. 
Applications of E. H. Hoffman Lines, Inc., in MC 67587, and of 
E. H. Hoffman, dba St. Louis-Chicago Cartage Co., in MC 35491, 
dismissed on applicant’s request. Applicant, E. H. Hoffman, dba 
St Louis-Chicago Cartage Co., in MC 67588, found to have 
ceased operation on Aug. 12, 1935, and therefore to have failed 
to establish the right to operate as a contract carrier in inter- 
state commerce of commodities generally, except live stock 
and articles not suited to be transported by motor vehicle, 
over specified routes, under the “grandfather” clause provi- 
sion of section 209 (a) of the motor carrier act, 1935. Ap- 
plication denied. 


MC 84481, Wilson Storage & Transfer Co., contract carrier 
application. By joint board No. 158, composed of J. C. Winter 
of North Dakota, and Frank S. Pickart of South Dakota. 
Served March 5. Applicant found entitled to continue opera- 
tion as a contract carrier of lard, over specified route, from 
Fargo, N. D., to Huron, S. D., by reason of having been en- 
gaged in such operation on July 1, 1935, and continuously since 
that time. Permit ordered issued. 


MC 86138, Homer Larry Vining, contract carrier applica- 
tion. By joint board No. 131, composed of Walter R. McDonald 
of Georgia and John C. Coney of South Carolina. Served 
March 5. Operation by applicant as a contract carrier of 
petroleum products from August, Ga., to Pickens, S. C., found 
not consistent with the public interest or the policy declared 
in section 202(a) of the motor carrier act. Application denied. 

MC 50685, Frank Scott, contract carrier application. By 
Examiner B. E. Stillwell. Served March 5. Application for a 
permit authorizing continuance of operation as a contract car- 
rier between certain points in Illinois, Iowa, Minnesota and 
Missouri denied for want of prosecution. Operations ordered 
discontinued. 


MC 50624, Charles Reichenberg, common carrier applica- 
tion. By joint board No. 121, composed of Edwy L. Taylor of 
Connecticut and P. Stephen Stahlnecker of Pennsylvania. 
Served March 5. Application for certificate of public con- 
venience and necessity authorizing operation as a common car- 
rier of radiators, boiler outfits and coal over irregular routes 
between Utica, N. Y., and points in Connecticut, New York, 
and Pennsylvania, denied for want of prosecution and operation 
ordered discontinued. 


MC 50443, Roy N. Marlow, contract carrier application. 
By joint board No. 36, composed of Ernest E. Blincoe of Kan- 
sas, and John C. Highberger of Missouri. Served March 5. 
Operation by applicant as a contract carrier of petroleum prod- 
ucts, in bulk, over irregular routes between certain points in 
Kansas and points in Missouri, found not consistent with the 
public interest and with the policy declared in section 202(2) 
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of the motor carrier act. Permit denied and operations ordereq 
discontinued. Spe 

MC 50409, Harry Lee, common carrier application. By 
joint board 67, composed of Thomas L. Hanson of New Je 
and Russell Wolfe of Pennsylvania. Served March 5. Appi. 
cation for a certificate of public convenience and necessity ay. 
thorizing continuance of operation as a common carrier between 
points in New York, New Jersey and Pennsylvania, denied for 
want of prosecution. Discontinuance of operations ordered, 

MC 50391, Otis Howard, common carrier application. By 
joint board No. 67, composed of Thomas L. Hanson of New 
Jersey and Russell Wolfe of Pennsylvania. Served March 5, 
Application for a certificate of public convenience and necessity 
authorizing continuance of operation as a common Carrier be. 
tween points in New Jersey, New York, and Pennsylvania de. 
nied for want of prosecution. Discontinuance of operations or. 
dered. 

MC 50286, Highland Motor Transportation, common carrier 
application. By joint board No. 67, composed of Thomas L, 
Hanson of New Jersey and Russell Wolfe of Pennsylvania, 
Served March 5. Application for a certificate of public cop. 
venience and necessity authorizing continuance of operation as 
a common carrier between points in New York, New Jersey 
and Pennsylvania denied for want of prosecution. Discon- 
tinuance of operations ordered. 

MC 50281, Owen E. Heath, contract carrier application, 
By joint board 67, composed of Thomas L. Hanson of New 
Jersey and Russell Wolfe of Pennsylvania. Served March 5, 
Application for a permit authorizing continuance of operation 
as a contract carrier by motor vehicle of special commodities 
between certain points in New York, New Jersey and Pennsyl- 
vania denied for want of prosecution. Discontinuance of opera- 
tions ordered. 

MC 33757, Walter Wesarg, common carrier application, 
embracing also MC 68767, Walter Wesarg, contract carrier 
application. By Examiner B. E. Stillwell. Applications for a 
permit and certificate of public convenience and necessity au- 
thorizing continuance of operations as a contract and common 
carrier, respectively, in interstate commerce denied for want of 
prosecution. Operations ordered discontinued. 

MC 2042, Moore Transportation Co., common carrier appli- 
cation. By Examiner William A. Maidens. Served March 6. 
Applicant found entitled to continue operation as a common 
carrier of commodities generally in interstate commerce over 
specified routes between Dayton, O., and Chicago, IIl., by rea- 
son of having been so engaged on June 1, 1935, and continuously 
since that time. Certificate ordered issued. Applicant found 
entitled to continue operation as a common carrier of condensed 
milk, peanut butter, mustard, and groceries, in interstate com- 
merce over specified routes from Dayton, O., to Pittsburgh, Pa., 
by reason of having been so engaged on June 1, 1935, and 
continuously since that time. Certificate ordered issued. All 
other authority sought under the application denied. 


MC 50201, James E. Douglas, common carrier application. 
By joint board No. 73, composed of Andrew Olson of Illinois, 
Moie Cook of Indiana, and Harold J. Waples of Michigan. 
Served March 6. Public convenience and necessity found to 
require continuance of operations by applicant as a common 
carrier of commodities generally over specified routes between 
Saginaw, Mich., and Chicago, Ill., via Owosso, Mich., and to off- 
route point, Corunna, Mich. Public convenience and necessity 
found not to require other operations proposed by applicant. 
Certificate granted. 


MC 50377, Dominick Lagrosa, common carrier application. 
By Examiner D. C. Dillon. Served March 6. Public con- 
venience and necessity found to require the continuance of 
operation by applicant as a common carrier of household goods 
over irregular routes between Fair Lawn, N. J., and points in 
New York, Connecticut, and Pennsylvania. Certificate granted. 
In other respects application denied. 


MC 50488, Michigan Cab Co., Inc., common carrier appli- 
cation. By joint board No. 76, composed of Harold J. Waples 
of Michigan. Served March 6. Operation by applicant as @ 
common carrier of passengers and baggage between depots of 
the Grand Trunk Railroad, Michigan Central Railroad and 
Pennsylvania Railroad within the limits of Lansing, Kalamazoo 
and Battle Creek, Mich., found to be required by the present 
and future public convenience and necessity. Certificate granted. 

MC 50748, Hatton Motor Line, contract carrier application. 
By joint board No. 12, composed of Raymond Sparks of the 
District of Columbia, and H. Lester Hooker of Virginia. Served 
March 6. Application for permit as a contract carrier of lum- 
ber between Wellville, Va., and Washington, D. C., dismissed at 
request of applicants. ; : 

MC 551, Crutcher Brothers Co., common carrier applice. 
tion. By joint board No. 21, composed of Andrew Olson 0 
Illinois and Moie Cook of Indiana. Served March 10. Public 
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wnvenience and necessity found not to require operation by 
ihe Crutcher Bros. Co. as a common carrier of property be- 
ween Indianapolis, Ind., and Chicago, Ill. Certificate denied. 

MC 891, Gerard Motor Express, Inc., common carrier ap- 
plication. By joint board No. 21, composed of Andrew Olson 
of linois and Moie Cook of Indiana. Served March 10. 
applicant found entitled to continue operation as a common 
grrier of commodities generally between Chicago, Ill., and 
terre Haute, Ind., by reason of having been engaged in such 
gration on June 1, 1935, and continuously since that time. 
Certificate ordered issued. 

MC 50302, Inland Pacific Stages, common carrier applica- 
jon. By joint board No. 173, composed of Harry Holden of 
idaho, Joseph S. Snow of Utah, and M. J. Foley of Wyoming. 
served March 10. Public convenience and necessity found not 
9 require, and applicant found not qualified to carry on 
operations aS a common carrier of passengers, light express, 
mail and newspapers between (1) Salt Lake City, Utah, and 
Jackson, Wyo., and (2) Rock Springs, Wyo., and Pocatello, Ida. 
Certificate denied. 

MC 50395, C. L. Haney, contract carrier application. By 
joint board No. 43, composed of Malcom Erickson of Colorado 
and Floyd F. Shields of Kansas. Served March 10. Operation 
py applicant as a contract carrier of petroleum products over 
regular routes between points in Kansas and Colorado 
found not to be consistent with the public interest and with the 
policy declared in section 202 (a) of the motor carrier act, 1935. 
Permit denied. 

MC 50469, Earl Legg, contract carrier application. By 
Examiner A. S. Parker. Served March 10. Application for a 
prmit authorizing operation as a contract carrier between 
points in Colorado, Kansas, Missouri, Nebraska and Oklahoma 
denied for want of prosecution. Discontinuance of operation 
ordered. 

MC 50595, Joseph Pohl, contract carrier application. By 
joint board No. 135, composed of Andrew Olson of Illinois and 
John C. Highberger of Missouri. Served March 10. Continu- 
ance of operation as a contract carrier of bottled milk, bottled 
cream, and cheese, from Highland, Il., to St. Louis, Mo., over 
U. S. Highway 40, not shown to be consistent with the public 
interest. Permit denied and discontinuance of operation ordered. 

MC 59620, Dan E. Maher, common carrier application. By 
joint board No. 45, composed of A. F. Harvey of Oregon and 
W. D. Lane of Washington. Served March 10. Applicant found 
not to have been engaged as a common carrier of passengers 
between Portland, Ore., and Seattle, Wash., on June 1, 1935, 
nor continuously thereafter. Applicant found to have ceased 
operations as an anywhere-for-hire common carrier of persons 
between points in Oregon and Washington. Certificate denied 
and operations ordered discontinued. 


MC 2868, M. C. Foster, common carrier application. By 
joint board No. 46, composed of Andrew Olson of Illinois, Mike 
P. Conway of Iowa, and John C. Highberger of Missouri. 
Served March 11. Applicant found entitled to continue opera- 
tion as a common carrier of passengers, baggage of passengers, 
and transportation of light express and newspapers in the 
same vehicle with passengers, over routes described, between 
St. Louis, Mo., on the one hand, and Quincy, Ill., and Keokuk, 
la, on the other by reason of having been engaged in such op- 
eration on June 1, 1935, and continuously since that time. 
Certificate ordered issued. 


_. MC 50141, B. L. Blackman, contract carrier application. By 
joint board No. 53, composed of Andrew Olson of Illinois, Moie 
Cooke of Indiana, and Mike P. Conway of Iowa. Served March 11. 
Continuance of operation by applicant as a contract carrier of 
specified commodities between Seaton, Ill., and Whiting, Ind., 
Chicago, Ill., and Cedar Rapids, Des Moines and Waterloo, 
la, not shown to be consistent with the public interest by rea- 
son of applicant’s failure to appear and present evidence in 
Support of the application. Permit denied, and discontinuance 
of operations ordered. 

_. MC 50424, R. H. Maas, contract carrier application. By 
joint board No. 36, composed of Ernest E. Blincoe of Kansas, 
and John C. Highberger of Missouri. Served March 11. Con- 
Unuance of operation by applicant as a contract carrier of live 
stock, mill feeds and machinery over irregular routes between 
Alma, Kan., and vicinity, and Kansas City, Mo., found not con- 
sistent with the public interest and with the policy declared 
in section 202 (a) of the motor carrier act, 1935. Permit denied, 
and operations ordered discontinued. 

_. MC 50641, A. A. Rogers, contract carrier application. By 
joint board No. 36, composed of Homer Hoch of Kansas and 
A. J. Snedeker of Missouri. Served March 11. Continuance of 
operation by applicant as a contract carrier of gasoline, kero- 
‘ene, fuel oil, tractor fuel, and distillates from Augusta, Kan., 
to Boonville, Springfield and Tebbetts, Mo., over regular routes 
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found consistent with the public interest and with the policy 
declared in section 202 (a) of the motor carrier act, 1935. Per- 
mit granted. 

MC 50647, Kermit Roth, common carrier application. By 
Examiner D. C. Dillon. Served March 11. Public convenience 
and necessity found to require continuance of operation by 
applicant as a common carrier of fruits and vegetables from 
Molley and Le Roy, N. Y., to points in Pennsylvania, New 
Jersey, Connecticut, and Massachusetts, and of silos from 
Le Roy to points in Pennsylvania and New Jersey. Certificate 
granted. Application denied in all other respects. 

MC 50688, Carl D. Shafer, common carrier application. By 
Examiner D. C. Dillon. Served March 11. Operation by ap- 
plicant found to be that of a private carrier of coal by motor 
vehicle. No authority necessary for such operation. Applica- 
tion denied. 

MC 50896, Joseph Zambroski, common carrier application. 
By Examiner D. C. Dillon. Served March 11. Public conven- 
ience and necessity found to require continuance of operation 
by applicant as a common carrier of fruit, vegetables, and 
canned goods from Holley and Le Roy, N. Y., to points in 
Pennsylvania, New Jersey, Connecticut, and Massachusetts, 
and of fertilizer from Philadelphia, Pa., to points in Orleans 
and Genesee Counties, N. Y. Certificate granted. Application 
denied in all other respects. 

MC 50946, George Rolfsmeyer, common carrier applica- 
tion. By joint board No. 36, composed of Earnest E. Blincoe 
of Kansas, and John C. Highberger of Missouri. Served March 
11. Public convenience and necessity found not to require 
operation by applicant as a common carrier of commodities 
generally, between Alta Vista, Kan., and Kansas City, Mo., 
over irregular routes. Certificate denied, and operations ordered 
discontinued. 

MC 71548, Sam Baron, common carrier application. By 
joint board No. 67, composed of John A. Bernhard of New 
Jersey, and Russell Wolfe of Pennsylvania. Served March 11. 
Applicant found to have failed to establish the right to a cer- 
tificate as a common carrier of commodities generally between 
New York, N. Y., and Westchester County, N. Y., and points in 
northern New Jersey and the state of Pennsylvania, under the 

“srandfather” clause provisions of section 206 (a) of the motor 
carrier act, 1935. Certificate denied, and operations ordered 
discontinued. 


SOUTHWESTERN CASES 


The Commission, in No. 13535 et al., consolidated south- 
western cases, on further consideration in the proceedings, ex- 
cept Nos. 15217 and 15231, listed in the first paragraph in the 
margin of the first page of the report of April 5, 1927, 123 
I. C. C. 203, and on consideration of petitions filed Jan. 28 and 
Feb. 26 on behalf of defendants and respondents has issued 
the following order (not a report and order): 





It is ordered, That the order heretofore entered in said proceed- 
ings on April 5, 1927, as since amended, be, and it is hereby, further 
amended so as to permit publication of rates to, from, and between 
points embraced in said proceedings increased or reduced by a par- 
ticular number of cents per 100 pounds, witheut regard to the per- 
centage relations prescribed by said order for maintenance as between 
designated points or areas: Provided, That no rate so published shall 
exceed the maximum heretofore prescribed or approved in said pro- 
ceedings, and that the foregoing further amendment shall remain in 
force only for a period of 90 days from the date hereof: Provided fur- 
ther, That in the event rates published pursuant hereto and within said 
90-day period are permitted to become effective without suspension 
thereof, then as to such rates said further amendment shall thereupon 
become permanent. 

And it is further ordered, That the order heretofore entered in 
said proceedings on December 3, 1935, as since amended, prescribing 
maximum ocean-rail, rail-ocean, and rail-ocean-rail rates for applica- 
tion between points designated therein, which by its present terms will 
become effective on April 9, 1937, be, and it is hereby, further amended 
so that it shall become effective on June 22, 1937, instead. 





COMMISSION ORDERS 

Finance No. 11040, St. Louis Southwestern Railway Co. reorganiza- 
tion Railroad Credit Corporation and Southern Pacific Co. permitted 
to intervene. 

No. 27646, State Docks Commission et al. vs. G. M. & N. et al. 
Gulfport Port Commission, Arkansas Fuel Oil Co., and Board of Com- 
missioners, Lake Charles Harbor & Terminal District permitted to 
intervene. 

No. 10863, Charleston Ore Co. vs. Seaboard Air Line et al. Order 
of May 3, 1920, vacated and set aside so far as it requires the main- 
tenance of a rate not in excess of $1.50 a long ton, minimum weight 
60,000 pounds, on pyrites cinders, in carloads, from Wilmington, N. 
C., to Charleston, S. C. 

No. 27179, S. A. Gerrard Co. et al. vs. A. C. & Y. et al. Order 
entered on May 29, 1936, as subsequently modified to become effective 
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on April 8, further modified to become effective on July 7, on not less 
than 30 days’ notice instead of April 8. 

MC-F 176, Minneapolis & St. Louis Railroad Co. and co-receivers of 
the M. & St. L. purchase of operating rights and property of Burton 
Brown, dba, Leola Truck Line. Commerce Association of Aberdeen, 
S. D., permitted to intervene. 

MC-F 213, W. D. Cochran, dba, W. D. Cochran Freight Lines 
purchase of operating rights of Jerry E. Drum, dba, Jerry E. Drum 
Transfer. W. A. Steffke, dba, Steffke Freight Co. and Wesley Freight 
Co., permitted to intervene. 

Finance No. 11285, application of Central Pacific Railway Co. and 
Southern Pacific Co., lessee, for permission to abandon line between 
Tonopah Junction, Nev., and Benton, Calif. Petition of the United 
States Smelting, Refining and Mining Co., for rehearing, denied. 

Finance No. 10028, Chicago, Rock Island & Pacific Railway Co. 
reorganization. White & Black River Valley Railway Co. permitted 
to intervene. 

Finance No. 11531, Louisiana & Arkansas Railway Co. to acquire 
by purchase the properties of Rock Island, Arkansas & Louisiana 
Railroad Co. Frank O. Lowden, James E. Gorman and Joseph B. 
Fleming, trustees of the estates of the Chicago, Rock Island & Pacific 
Railway Co. and of the Rock Island Arkansas & Louisiana Railroad 
Co. permitted to intervene. 

MC C-23, Sub. No. 2, American Carloading Corporation vs. Kirk 
Trucking System, Inc., Morris H. Schwartz, trustee. Complaint dis- 
missed at the request of complainant. Order of Feb. 11, referring 
said proceeding to joint board No. 73 for hearing and for the recom- 
mendation of an appropriate order vacated. 

MC 3563, Charles T. Durand, extension of operations. Proceeding 
reopened for further hearing at a time and place to be fixed by the 
Commission. 

Finance No. 10028, Chicago, Rock Island & Pacific Railway Co. 
reorganization. State of Arkansas permitted to intervene. 

No. 15627, Southern Agricultural Chemical Corporation vs. 
C. & St. L. et al. Order of March 15 vacated and set aside. 

No. 17149, Holden Paper Co. vs. Erie. Order of January 22, 1927, 
modified by vacating the maintenance provision. 

No. 20039, National Mortar & Supply Co. vs. Ann Arbor et al. 
Petition of defendants for reopening, consolidation and rehearing with 
No. 27472, National Mortar & Supply Co. vs. Pennsylvania et al., de- 
nied. 

No. 26852, Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 
Petition of defendants for reconsideration, reargument and rehearing, 
denied. 

No. 27049, Southwestern Portland Cement Co. vs. A. T. & S. F. 
et al. Petition of complainant for reopening and reconsideration on 
the record as made, denied. 

No. 27100, Bergstrom Paper Co. vs. Akron & Barberton Belt et al., 
and a subnumber thereunder, Same vs. D. T. & I. et al. Petition of 
complainants for reconsideration on the present record, denied. 

No. 27169, Stearns Coal & Lumber Co., Inc., vs. A. & R. et al. 
Petition of complainant for reopening, reargument and reconsidera- 
tion, denied. 

No. 27251, Salant & Salant, Inc., vs. N. C. & St. L. et al. Petition 
of complainant for reargument and reconsideration by division 3 as 
to one of the matters determined, denied. 

MC-F 77, Keeshin Motor Express Co., Inc. (Ill.) lease of operating 
rights and property of Keeshin Motor Express, Inc. (Ind.), Bausman 
Motor Express, Inc. (Pa.), and others. Petition on behalf of certain 
western trunk line railroads, interveners, for reconsideration, denied. 

No. 27524, Mack Cook Grain Co. vs. St. L.-S. F. Complaint dis- 
missed at the request of complainant. 

No. 17859, Alamo Packing Co. et al. vs. A. T. & S. F. et al. Com- 
plainants being notified that in the absence of advice to the contrary 
on or before Feb. 15, 1937, it would be assumed that the complaint 
should be dismissed, and no advice having been received, complaint 
dismissed. 

Finance No. 11531, application of Louisiana & Arkansas Railway 
Co. to acquire by purchase the properties of Rock Island, Arkansas 
& Louisiana Railroad Co. Illinois Central and the Yazoo & Mississippi 
Valley Railroad Co. permitted to intervene. 


C. C. 


FINANCE APPLICATIONS 


Finance No. 11574, Baltimore & Ohio Railroad Co., asks authority 
to assume obligation and liability as guarantor in respect of equip- 
ment trust certificates, series L, totaling $7,500,000. The proceeds 
are to be used in the acquisition of 2,000 gondola cars and 2,000 
box cars, at an estimated aggregate cost of $10,033,357. The cer- 
tificates are to bear interest at the rate of 2% per cent per annum. 

Finance No. 11575. Maine Central Railroad Co. asks authority 
to acquire control of the Dexter & Newport Railroad Co. through 
purchase of its stock. The Dexter & Newport is operated by ap- 
plicant under a 999-year lease. Applicant has option to purchase 233 
shares of capital stock of D. & N. at $52.25 a share. It proposes to 
exercise this option and also to purchase from The SamOset Co. 
381 shares at approximately $38 a share, applicant owning the entire 
capital stock of the SamOset Co., the $38 representing actual cost 
to the SamOset. Applicant will thus acquire 614 shares out of a total 
of 1,220 shares. The D. & N. line extends from Dexter to Newport, 
Me., 13.94 miles. 

MC-F 242. Watson Bros. Transportation Co., Inc., Nebraska City, 
Neb., asks authority to purcahse properties of Harold F. Packer, 
dba, Royal Service Freight Lines. 

MC-F 243. Southern Pacific Transport Co., 
authority to purchase certificate and rights 
Seacoast Motor Line. 

MC-F 244. J. H. Robinson Truck Lines, Inc., Corpus Christi, Tex., 
asks authority to purchase certificates belonging to J. H. Robinson 
and Blue Goose Truck Lines. 


asks 
dba., 


Houston, Tex., 
of W. E. Davis, 
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MC-F 245. J. H. Robinson Truck Lines, Inc., Corpus Christi, Tex 
asks authority to purchase certificates of C. S. Goen, Roland Held, 
and Delta Rapid Transit Co., W. H. Perrin. 


MC-F 246. Safeway Lines, Inc., New York, N. Y., and Fray 
Martz Coach Co., ask authority to transfer certificates to Safeway 
Lines, Inc. { 


MC-F 247. Pacific Motor Trucking Co., San Francisco, Calif, 
authority to acquire control of Peoples Freight Lines, Inc., throug, 
ownership of its capital stock. 

MC-F 248. Southern Pacific Transport Co., Houston, Tex., ag, 
authority to purchase the certificate, rights, and equipment of R.A 
Hatch, dba, Hatch Truck Line. 

MC-F 249. Georgia Stages, Inc., Albany, Ga., 
purchase, all certificates of Coleman Motor Lines. 

MC-F 250. Miles & Sons Trucking Service, Merced, Calif., as, 
authority to substitute Miles & Sons Trucking Service as applican: 
for certificate issuable on application of C. E. Huls’ docket No. 92806, 

MC-F 251. Witte Transportation Co., St. Paul, Minn., asks gy. 
thority to purchase certain routes and equipment from Forest Han. 
son, dba, Hanson Motor Transport. 


asks authority 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 11553, Nashville, Chattanooga ¢ 
St. Louis Railway equipment trust certificates, granting authority to 
assume obligation and liability in respect of not exceeding $840, 
of Nashville, Chattanooga & St. Louis Railway equipment trust, serig 
C, 2% per cent serial equipment-trust certificates, to be issued by 
the United States Trust Company of New York, as trustees, and gold 
at 96.399 per cent of par and accrued dividends to a group comprisej 
of Salomon Brothers & Hutzler, Dick & Merle-Smith, and Stroud 
Company, in connection with the procurement of certain equipment, 
approved. 

Report and order in F. D. No. 11548, Chicago, Burlington ¢ 

Quincy Railroad Company securities, granting authority (1) to iggye 
$7,000,000 of serial collateral-trust notes, series A to J, and (2) $7,87%3- 
000 of general mortgage 4 per cent bonds, to be pledged as collateral 
security for said notes under a collateral-trust indenture; the notes 
to be sold at such price or prices that the average annual cost of 
the proceeds to the applicant will not exceed 2.32 per cent, and the 
proceeds to be applied to the cost of railroad cars and locomotives, 
approved. 
Report and order in F. D. No. 11554, Wabash Railway Company 
and its receivers assumption of obligation and liability, granting 
authority to assume obligation and liability as lessees and guarantors 
in respect of not exceeding $400,000 of first mortgage 3% per cent 
serial notes of the Wabash-Hannibal Bridge Company, approved. 

Supplemental report and order in F. D. No. 11446, Chicago, Rock 
Island & Pacific Railway Company trustees’ equipment-trust certificates, 
modifying order of January 22, 1937, so as to authorize the assumption 
of obligation and liability in respect of not exceeding $2,400,000 of 
Chicago, Rock Island & Pacific Railway equipment-trust certificates, 
series R, as described herein, to be issued by the First National Bank 
of Chicago, as trustee, and sold at 100.539 and accrued dividends in 
connection with the procurement of certain equipment, approved. 

Report and order in F. D. No. 11550, Duluth, Missabe & Northern 
Railway Company equipment-trust certificates, granting authority to 
assume obligation and liability in respect of not exceeding $3,780,000 
of Duluth, Missabe & Northern Railway equipment trust of 1937, 2% 
per cent serial equipment-trust certificates, to be issued by the Con- 
tinental Illinois National Bank & Trust Company of Chicago, as trustee, 
and sold at 101,056 and accrued dividends to the Prudential Insurance 
Company of America, in connection with the procurement of certain 
equipment, approved. 

Report and certificate in F. D. No. 11473, Erie Railroad Company 
abandonment, permitting abandonment by the Erie Railroad Com- 
pany of a line of railroad in Orange county, N. Y., approved. 

Report and certificate in F. D. No. 11450, Atchison, Topeka & 
Santa Fe Railway Company et al. abandonment, authorizing opera- 
tion, under trackage rights, (a) by the Atchison, Topeka & Santa Fe 
Railway Company over a line of railroad of the Denver & Rio Grande 
Western Railroad Company, and (b) by the trustees of the latter 
over a line of railroad of the former, all in Denver, Arapahoe, 
Douglas, El Paso, and Pueblo counties, Colo., approved. 

Report and order in F. D. No. 11552, Elgin, Joliet & Eastern Rail- 
way Co. Equipment-Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $2,250,000 of Elgin, 
Joliet & Eastern Railway equipment-trust of 1937, 214 per cent serial 
equipment-trust certificates, to be issued by the Northern Trust Co., 
as trustee, and sold at 100.702 and accrued dividends te the Prudential 
Insurance Company of America in connection with the procurement of 
certain equipment, approved. 

Report and order in F. D. No. 11557, Pittsburgh & West Virginia 
Railway Co. Equipment-Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $260,000 of Pitts- 
burgh & West Virginia Railway equipment-trust certificates, series of 
1937, to be issued by the Chase National Bank of the City of New York, 
as trustee, and sold at 94.77 per cent of par and accrued dividends to 
A. G. Becker & Co. of New York, N. Y., in connection with the procure 
ment of certain equipment, approved. 


M. & ST. L. CERTIFICATES 

The Commission, division 4, in Finance No. 11366, Minne- 
apolis & St. Louis Railroad Co. receivers’ certificates, has amend 
authority issued by it Oct. 19, 1936, authorizing the receivers 
of that carrier to issue not exceeding $1,008,000 of their certifi- 
cates so as to reduce the authorization to $1,007,250. This change 
was made necessary by the fact that the receivers paid off 
of a $5,000 certificate. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fifth Circuit.)—Appellate court 
will assume that trial court’s charge which was not objected 
9 and which was not in record correctly stated law. (Louisville 
& N. R. Co. vs. Williamson, 87 Fed. Rep. (2d) 34.) 

Regardless of any contract in good faith, if railroad had 
charged less than rate stipulated in filed tariff, or by rebate in 
any guise had brought about same result, it would have right 
and duty to sue to recover deficiency.—Ibid. 

Whether contract between shipper of cotton linters on 
export bill of lading and railroad whereby railroad agreed 
to absorb cost of ordinary compression if cotton were com- 
pressed to high density at point of shipment, was for benefit 
of railroad or was a disguised rebate so as to entitle railroad 
to recovery amount paid by it for such compression held, under 
evidence, for jury.—lIbid. 

Opinion of railroad’s local agent that contract providing 
that railroad would pay expense of ordinary compression of 
cotton if shipper would have it compressed to high density was 
for benefit of railroad and not merely a disguised rebate held 
not binding on jury.—Ibid. 





(Supreme Court of Errors of Connecticut.)—Regulation 
made by public utilities commission, must be promulgated by 
virtue of express provisions of law, or such as are by fair 
implication and intendment incident to and included in author- 
ity expressly conferred. (John J. McCarthy Co. vs. Alsop, 189 
Atl. Rep. 464.) 


Power conferred upon public utilities commission to decide 
question of financial responsibility of applicant for permit to 
operate as motor common carrier on individual merits, and to 
require that such responsibility be adequate, affords no au- 
thority to make general regulations governing subject (Gen. St. 
Supp. 1935, sec. 581c).—Ibid. 


Public utilities commission’s denial of application for 
permit to operate as intrastate motor common carrier for 
applicant’s failure to carry insurance with insurer licensed to 
do business in state held not in excess of authority, notwith- 
standing power to make such requirement is not granted to 
commission, since, under its power to require adequate finan- 
cial responsibility, commission could impose reasonable require- 
ments regarding insurance which it would accept in lieu of 
showing of such responsibility (Gen. St. Supp. 1935, secs. 575c- 
605¢).—Ibid. 

Public utilities commission’s requirements, regarding in- 
surance which it will accept in lieu of showing of adequate 
financial responsibility of applicant for permit to operate as 
motor common carrier, may include amount of insurance and 
financial stability of insurer, and that insurance be by policy 
issued by insurer authorized to do business in state (Gen. St. 
Supp. 1935, secs. 575c-605c).—Ibid. 


Reason for requirement that applicant for permit to op- 
erate as motor common carrier carry insurance with insurer 
authorized to do business in state is not fully satisfied by ap- 
pointment of agent for service of process in state, since safeguards 
in respect to insurer’s financial responsibility are afforded only 
by conditions under which foreign insurers are licensed to do 
business in state (Gen. St. 1930, secs. 4114, 4121, 4122, 4215; 
Gen. St. Supp. 1935, secs. 575c-605c, 581c, 598c.).—Ibid. 

Public utilities commission’s requirement that applicant for 
permit to operate as motor common carrier carry liability in- 
surance in company licensed to do business in state is mere 
declaration of general and uniform policy to be observed by 
commission in requiring financial responsibility of applicants 
who fail to establish such responsibility apart from any re- 
quirement of additional security, and in nature of rule of pro- 
cedure (Gen. St. Supp. 1935, secs. 575c-605c).—Ibid. 

“Due process of law’ means such an exertion of powers 
of government as settled maxims of the law permit and sanc- 
tion, and under such safeguards for protection of individual 
rights as those maxims prescribe for the class of cases to which 
the one in question belongs (Const. U. S. Amend. 14).—Ibid. 

“Due process of law” is intended to secure individual from 
arbitrary exercise of powers of government, unrestrained by 
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established principles of private rights and distributive justice 
(Const. U. S. Amend. 14).—Ibid. 

State has general right, under its police powers, to regu- 
late travel by public service motor vehicles upon its highways 
and to protect safety thereof, except so far as field is occupied 
by Congress as to interstate commerce, and large discretion is 
necessarily vested in Legislature as to what protection inter- 
ests of public security require.—Ibid. 

State, in regulating travel by public service motor vehicles 
upon its highways, may include requirement of financial re- 
sponsibility for payment of damages inflicted through negligent 
operation, and provision for insurance in responsible company, 
as substitute for established financial responsibility of opera- 
tor, is within scope of general statutory requirement of such 
responsibility.—Ibid. 

Statute requiring operator of motor common carrier to 
obtain permit from public utilities commission and order passed 
thereunder requiring applicant to carry liability insurance in 
company authorized to do business in state held not uncon- 
stitutional as denial of due process of law, where statute re- 
quires hearing and decision on question of financial responsi- 
bility on individual merits of applicant, and provides for appeal 
to superior court by any person aggrieved (Gen. St. Supp. 1935, 
secs. 575c-605c, 581c, 604c; Const. U. S. Amend. 14).—Ibid. 

Equal protection clause of Fourteenth Amendment to Fed- 
eral Constitution is calculated to secure to all persons similarly 
situated equal protection under the law in enjoyment of rights 
belonging to all such persons (Const. U. S. Amend. 14).—Ibid. 

Supreme Court of Errors would not consider whether 
statute was unconstitutional as violative of equal protection 
clause of Fourteenth Amendment to Federal Constitution be- 
cause of classification, in absence of facts, considerations, and 
arguments germane to justification of classifications attached, 
and where question reserved referred only to due process 
clause (Const. U. S. Amend. 14).—Ibid. 





(Supreme Court of Errors of Connecticut.)—State law 
dealing with state matters is valid, notwithstanding it may 
incidentally affect interstate commerce, unless law conflicts 
with some valid federal statute on subject. (University Over- 
land Express vs. Alsop, 189 Atl. Rep. 458.) 

State, in regulating use of highways for preservation and 
protection of safety of travel thereon, may include requirement 
that interstate as well as intrastate carriers shall furnish 
security, by way of insurance policies or provision of financial 
responsibility, for payment of compensation for injuries to 
persons and property from negligent operation of such carriers. 
—Ibid. 

State requirement that liability insurance, required to be 
obtained by motor vehicles, be by policy issued by insurer 
authorized to do business in state, is reasonable.—Ibid. 

State’s right to prescribe regulations which promote public 
safety upon its highways, with respect to motor vehicles op- 
erated thereon in interstate commerce, is conditioned upon 
absence of national legislation covering subject.—Ibid. 

State statute which deals with subject respecting which 
Congress has not spoken may be enforced by state until Con- 
gress does speak.—Ibid. 

State regulation in respect to branch of interstate com- 
merce, covering same ground generally lawfully prescribed 
by or under authority of Congress, will cease to have any 
force, whether formally abrogated or not, and regulations 
prescribed by or under authority of Congress will alone con- 
trol.—Ibid. 

Authority over interstate commerce cannot be divided, and 
regulations of Congress on subject are supreme.—lIbid. 

Whether existing state legislation is superseded by federal 
law depends, not upon whether state legislation is in conflict 
with details of federal law or supplemented, but upon whether 
state had any jurisdiction of subject over which Congress 
has exerted its exclusive control.—lIbid. 

Where state may exert authority until Congress acts, under 
assumption that Congress, by inaction, has tacitly authorized 
state to do so, action by Congress destroys possibility of such 
assumption, since such action, when exerted, covers whole field 
and renders state impotent to deal with subject over which it 
had no inherent, but only permissive, power.—Ibid. 

Enactment by Congress of Motor Carrier Act and promul- 
gation of regulations thereunder concerning insurance require- 
ments of interstate motor carriers held to supersede and render 
inoperative power and authority of state and public utilities 
commission to prescribe amount of insurance and to require 
insurance in company licensed to do business in state as condi- 
tion, precedent to granting of application for permit to operate 
in state as interstate motor carrier (Gen. St. Supp. 1935, secs. 
592c, 593c; Motor Carrier Act 1935, and sec. 215, 49 U. S.C. A., 
secs. 301-327, 315).—Ibid. 
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MIDWEST COAL CASES 


Readjustment of coal rates so as to restore differentials 
among Illinois producing territories in rates to destinations 
in Wisconsin is asked by complainants in a number of cases 
heard before Examiner Frank C. Weems at Chicago March 5 
and 6. The cases included in the group are: 


27491, Creamery Package Manufacturing Company vs. Alton et al. 

27544, West Kentucky Coal Bureau vs. I. C. et al. 

27549 and 27550, Fifth and Ninth District Coal Traffic Bureau vs. 
Alton et al. 

27555 and 27556, Consolidated Coal Company vs. Alton et al. 

27640, Blue Bird Coal Company et al. vs. C. and N. W. et al. 


In addition there are some seven subnumbers filed by the 
Illinois Coal Traffic Bureau. 

These complaints ask for a readjustment of rates on 
bituminous coal from mines in the Southern Illinois, Duquoin, 
Centralia, Danville and Peoria groups to Fort Atkinson, Lake 
Mills, Janesville, and other points in Wisconsin on the plea 
that the present rates are unreasonable. According to the 
testimony, the Commission’s order in Docket 27000, General 
Motors Corporation vs. Alton et al. (215 I. C. C., 225-228), 
ordered a reduction in the rate on coal from some seven mines 
specifically mentioned in the complaint, all in the southern 
Illinois group, to Janesville, from $2.75 to $2.40 a ton, effec- 
tive July 16, 1936. Since then, according to the testimony, 
more than 75 per cent of the coal moving into Janesville 
originated at the mines from which the reduced rate was 
applicable. 

The plea of complainant’s witnesses was that the reduc- 
tion should have been made applicable from the entire south- 
ern Illinois group and that the rates from the other groups 
should have been revised downward to preserve existing dif- 
ferentials. Uniform reductions of 35 cents a ton were asked 
for. Reparation on shipments moving after July 16, 1936, 
was also sought. 

Railroad witnesses took the position that the present rates 
were reasonable, that the upsetting of the differential structure 
was none of their doing and that they ought not be made to 
take a reduction in revenue from other producing points be- 
— they had followed the Commission’s instructions to the 
etter. 

Lake Michigan dock interests and the Western Pennsyl- 
vania Coal Traffic Bureau intervened in opposition to the 
requested reductions on the ground that accessibility of addi- 
tional mines to the Wisconsin destinations under reduced rates 
would subject them to further damaging competition. 

Another series of coal cases were called for hearing be- 
fore Examiner Weems March 8. They included: 


27574, Coal Trade Association of Indiana vs. A. W. and W. et al. 

27601 and Sub. No. 1, Illinois Coal Traffic Bureau vs. Alton et al. 

27625, West Kentucky Coal Bureau vs. L. and N. et al. 

27625 Sub. No. 1, Green River Valley Coal Company, Inc., vs. Ann 
Arbor et al. 


These cases involve rates on bituminous coal from pro- 
ducing points in Illinois, Indiana, and western Kentucky to 
destinations in Michigan. The allegation in each instance is 
that the existing rates violate section 1, with the exception 
of the subnumber under 27601, in which a section 3 violation 
is also alleged. 

Railroad attorneys made a plea for postponement be- 
cause, they said, they had not been able to get their evidence 
ready. Thereupon, attorneys for complainants said they should 
not be asked to put in their side of the case until the de- 
fendants were ready. The examiner postponed the hearing 
until April 19. 

Hearing in Docket 27490, Peabody Coal Company vs. C. 
and E. I. et al. was held before Examiner Weems in Chicago 
March 9. The hearing had been postponed from the day before 
because of the illness of J. B. Duggan, traffic manager, Pea- 
body Coal Company, the complainant’s only witness. Testi- 
fying at the hearing, Mr. Duggan said he wanted the rate on 
bituminous coal from the Peabody mine at Westville, IIl., in 
the Danville group to South Bend, Ind., reduced from $1.65 a 
ton to $1.45 a ton. He said the rates from other Illinois pro- 
ducing groups to South Bend were pretty generally on a basis 
of 10 cents a ton over the rates to the Chicago Switching Dis- 
trict for additional distances ranging up to 48 miles. The 
additional distance from Westville, South Bend over Chicago, 
he said, was only 30 miles. 

Objections were voiced by carrier witnesses, who insisted 
no question of relationship between the Illinois origin groups 
was involved, that there were short line routes over some rail- 
roads much longer than those adduced by Mr. Duggan, and that 
car mile and ton mile figures showed the existing rate to be 
reasonable. 
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The Indiana Coal Traffic Association intervened in Opposi. 
tion to the complaint, its witnesses asserting that there wag 
relationship between the rates to South Bend from Illing, 
mines, on the one hand, and from Indiana mines on the othe 
The latter, they said, were intrastate rates and, should #, 
existing relationship be broken by a reduction in the Danyj}; 
group-South Bend rate, it would be a long and difficult proges 
to restore it through intrastate rate litigation. 


SUPREME COURT ACTION 


The Supreme Court of the United States has denied , 
petition for a writ of certiorari to the Supreme Court 9 
Michigan in No. 728, Mount Clemens Sugar Co., petitioner 
vs. Grand Trunk Western Railroad Co., in which, according 
to petitioner, the question was: Whether an agreement ep. 
tered into between a carrier and a shipper for the rental o 
an engine and crew for transportation services providing for 
charges different from those stated in the carrier’s filed tariff: 
was illegal and void? 

The action was for the recovery of car demurrage charges 
for which the railroad obtained judgment. Petitioner, jt 
stated, filed a claim of set-off in the action for the recovery of 
money which it had paid to the railroad for transportation 
services at Mount Clemens, Mich., under certain engine hire 
agreements claimed to be illegal and void. The Supreme 
Court of Michigan held the agreements valid and denied pr. 
covery to petitioner. 

The railroad contended that, under decisions of the U. §, 
Supreme Court and of the Commission, the petitioner might 
not recover on its alleged right of set-off. 


ELKINS ACT FINE 
Acting Secretary Laird has issued the following: 


The Commission has been advised that on March 3, 1937, in the 
United States District Court for the Eastern District of Louisiana, at 
New Orleans. Al-Mo-Co Corporation pleaded nolo contendere to five 
counts of an’ indictment under the Elkins act and was fined $1,000 on 
each count, a total of $5,000. This indictment, which was returned on 
October 23, 1936, charged the defendant with the solicitation and ac- 
ceptance of concessions in respect to shipments of molasses billed as 
blackstrap. Representatives of the Commission’s Bureau of Inquiry 
investigated this matter and assisted the United States attorney at 
New Orleans in the disposition of the case. 








FALSE BILLING ALLEGED 


Acting Secretary Laird has issued 
ments: 


the following state- 


The Commission is advised that on March 2, a joint indictment in 
ten counts, charging solicitation and receiving of concessions, was re 
turned in federal court at Boston, Mass., against C. H. Graves & Sons 
Co., a corporation, and A. Stepansky, its general sales manager. The 
case involved the alleged false billing of mixed carload shipments of 
wine and brandy as wine by John McClure Estate, Inc., doing busi- 
ness as The Burbank Winery, at Burbank, Calif., which shipments 
were consigned to C. H. Graves & Sons Co., freight charges collect. 
The published tariff rates were substantially lower on a carload ship 
ment of wine transported from Burbank to Boston than on a mixed 
carload shipment of wine and brandy transported between the same 
points. The indictment charges defendants with having solicited and 
received concessions in respect of the transportation of these shipments 
from the railroads participating in the haul, in that defendants know- 
ingly paid the lower freight rate applicable to a carload shipment of 
wine when they knew each shipment to have contained both wine and 
brandy. The case was investigated by the Commission’s Bureau of 
Inquiry. 

The Commission is advised that on March 2, an indictment in ten 
counts was returned in federal court at Boston, Mass., against the Wil- 
mington Packing Co., a corporation, located at Woburn, Mass., for vi0- 
lations of section 10 (3) of the interstate commerce act. The indictment 
charges that the defendant falsely billed ten carload shipments of fish 
meal as fish scrap for fertilizer purposes, which were consigned to the 
Maritime Milling Co. at Buffalo, New York. Defendant prepaid the 
freight charges and it is alleged in the indictment that it accomplished 
by false billing an unlawful defeat of the published freight rates av- 
eraging $35.00 per shipment. The case was investigated by the Com- 
mission’s Bureau of Inquiry. 





MONON REORGANIZATION 


A petition has been filed in Finance No. 11294, Chicago, 
Indianapolis & Louisville Railway Co. reorganization, by Reese 
D. Alsop, P. Lyndon Dodge, Lemuel H. McHenry, Elmer W. 
Stout, and Westmore Willcox, to act as a protective committee 
of the holders of the company’s first and general mortgage 
bonds, due May 1, 1966. The committee has also asked for 
approval of a deposit agreement and for authority to solicit 
authorizations to represent, and to represent, the holders 
the bonds mentioned, and to act in the interest of the bond- 
holders. 
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C. AND 0. CHICAGO ENTRY 


The Chesapeake and Ohio, in finance No. 11584, has asked 
approval of the Commission of trackage arrangements whereby 
it enters Chicago. Specifically, it ask authority to operate 
wer tracks of the Nickel Plate between Erie Junction, Ind., 
and Seventy-Third Street, Chicago, and other tracks and facili- 
ties of the Nickel Plate in and near Chicago, including the 
track extending to connection with the Illinois Central near 
fighty-Third Street; over the Illinois Central between Illinois 
Central Junction and South Water Street freight house; and 
ger the Chicago and Western Indiana between point of con- 
nection with the Nickel Plate and point of connection with 
the Belt Railway of Chicago at Pullman Junction; and to 
abandon operation by applicant over the Chicago and Erie 
between Erie Junction, Ind., and the Indiana-Illinois state line, 
and over the Chicago and Western Indiana between the state 
line and Dearborn Station at Polk Street in Chicago. 


WAREHOUSING AT NEW YORK 


The Commission has postponed until June 15 the effective 
date of its order in Ex Parte No. 104, part 6, warehousing and 
storage of property at Port of New York, N. Y., on further 
consideration of the record and on request of U. S. District Judge 
Murray Hulbert, southern district of New York, and to meet 
the convenience of that court. 

This action follows the filing in the federal court for the 
southern district of New York of a petition by the Baltimore & 
Ohio and other carriers asking the court to enjoin’ the Com- 
mission’s order in this proceeding. The other plaintiffs are C. of 
N.J., D. L. & W., Erie, L. V., N. Y. C., and Pennsylvania. 

The railroad plaintiffs allege that the Commission’s order 
is without foundation in law and is based on an error of law, 
exceeds the regulatory powers of the Commission and is arbi- 
trary and capricious. The petitioners said that on Feb. 2, 
1937, in a further report on argument and reconsideration, the 
Commission found that the so-called “in transit” storage and 
the handling and insuring of property incidental thereto were 
in fact services for which tariff publication was necessary but 
that such charges violated sections 2, 3 and 6 of the interstate 
nec - Pace the Elkins act unless they returned to 
plaintiffs cost of services referred to in th iti 
World, Feb. 6, p. 258). ee ee ee 

_ Another petition to enjoin the order and enjoin defendant 
Erie Railroad Co. from reducing the annual rental paid for 
freight station facilities in Jersey City was filed in the federal 
court for the district of New Jersey by the Seaboard Terminal 
& Refrigeration Co., the defendants being the United States, the 
Erie, the Penhorn Creek Railroad Co., and the Erie Land & 
Improvement Cc. 





NEW YORK CENTRAL FINANCING 


The New York Central, in Finance No. 11577, has asked the 
Commission for authority to issue not exceeding $54,000,000 of 
its fifteen-year secured 3% per cent bonds under a mortgage to 
the Guaranty Trust Co. of New York, as trustee. The proposed 
bonds are to be dated, in the case of coupon bonds, May 1, 1937; 
are to mature May 1, 1952; interest payable semiannually: 
redeemable before maturity at the option of the railroad com- 
pany at any time as a whole, or in part, and from time to time 
inany part, on 45 days’ published notice. 

Redemptions, if and when made, are to be at the following 
percentages of the principal, plus accrued interest: To and in- 
cluding May 1, 1940, at 105 per cent; thereafter to and including 
May 1, 1949, at 102% per cent; and thereafter at 100 per cent. 

The principal of the proposed bonds is to be convertible at 
the option of a holder at any time to and including but not after 
April 30, 1937 (or in the case of any bond or bonds called for re- 
demption on or prior to April 30, 1947, then to and including, but 
not after the redemption date) into shares of the common capital 
stock at the conversion price of $60 a share, with adjustment of 
accrued interest and with provision for scrip in lieu of fractions 
of shares. The bonds, according to the application, are to be 
payable in lawful money of the United States. 

Authority is also asked to issue from time to time, such 
number of shares of the common stock as may be required for 
the conversion, together with such amount of non-voting non- 
dividend bearing stock scrip certificates for fractions of shares. 

, As collateral security for the proposed issue the company 
_ ‘s authority to pledge an equal aggregate amount of mortgage 
; nds to consist of $48,000,000 of consolidation mortgage 4 per 
_ bonds, series C, due February 1, 1998; and if additional 
— are required to effect such equality, New York Central & 
; - son River Railroad Co. 34% per cent mortgage bonds, due July 
, 1997, amounting to not more than $6,000,000. The issue of the 
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mortgage bonds and their pledge as part of the collateral for the 
applicant’s 10-year 6 per cent convertible secured bonds was 
authorized in Finance No. 10406, 199 I. C. C. 546. 

The object of the financing proposed is to provide for the 
redemption of an issue of $59,911,100 of 10-year 6 per cent 
secured notes and to provide for the conversion of the new 15-year 
bonds into common stock. The 10-year 6 per cent secured notes 
which are to be called about June 1 were issued with the 
privilege of conversion into common stock. 

Any of the proposed bonds that may not be taken by the hold- 
ers of the higher rated secured notes the applicant desires to 
offer for subscription by stockholders. The proceeds of the pro- 
posed bonds, the applicant said, would make available funds to 
pay in whole or in part on redemption the outstanding 10-year 6 
per cent convertible secured bonds which it is proposed to call 
for redemption on or about June 1. 

It is estimated by the railroad company that it will be called 
on to issue not less than $40,000,000 of the proposed 3% per cent 
bonds nor more than $54,000,000. The conversion will result in a 
very substantial saving in interest payments, the amount depend- 
ing on the net result of the conversion into stock permissible with 
regard to both the 6 per cent secured notes and the proposed 3% 
per cent bonds. 


STATEMENTS OF ISSUES 


Incidental to hearings on a number of coal cases in Chi- 
cago in the last week, there was considerable discussion among 
attending railroad and industrial traffic men and lawyers about 
the practice of the Commission in calling for verbal appear- 
ances and reading a prepared abstract of issues in complaints 
at the opening of formal hearings. Commissioner Porter was 
a casual visitor to the hearing room where Examiner Frank C. 
Weems was hearing a long list of cases, March 6, and com- 
mented on what seemed to him to be a waste of time for several 
of those present. Seven formal complaints and an equal num- 
ber of subcomplaints were joined for the hearing and there 
were a large number of interventions making the clarification 
of issues rather complicated. 

The general feeling among the litigants was that the open- 
ing of hearings with a succinct statement of issues was not a 
waste of time. Some of them pointed out that the result was 
exactly the opposite—that not infrequently there were objec- 
tions to the issues as stated that served to clarify them.- At 
the hearing where the question arose, it was stated, the dis- 
cussion of issues resulted in stipulations that cut the hearing 
time by a least a day. 

George M. Cummins, traffic commissioner, Davenport, Ia., 
Traffic Bureau, in a letter addressed to Commissioner Porter, 
gave it as his opinion that the cross examinations in the con- 
solidated cases were much shortened by the reading and 
discussion of issues which, apparently, had impressed the Com- 
missioner as a waste of time. He complimented the examiner 
on the way he had conducted the hearing. Jonas Waffle of the 
Indiana Coal Trade Association, Terre Haute, Ind., was another 
with whom the comissioner discussed the matter and who 
expressed the opinion that the opening statement of issues at 
hearings was an important factor in shortening the time re- 
quired to enter testimony. 








SUSPENDED TARIFFS 


In I. and S. No. 4315, the Commission has suspended from 
March 8 until October 8 schedules in supplements Nos. 18, 20 and 
21 to the joint tariff, Sperry’s I. C. C. No. 343 and Pope’s I. C. C. 
No. 108 (see Traffic World, Feb. 27, p. 431). The suspended 
schedules propose to establish reduced rates on freight, all kinds, 
in straight or mixed carloads, from Chicago, Ill., and St. 
Louis, Mo., to Birmingham, Ala., to meet motor-truck competi- 
tion. 

In I. and S. No. M-88, the Commission has suspended from 
March 10, until June 8 schedules in Public Service Interstate 
Transportation Co. tariff MP I. C. C. No. 1 and MC I. C. C. No. 
1. The suspended schedules propose to establish three-day 
round trip passenger fares between Philadelphia, Pa., and 
points in New Jersey. A typical rate is one of 25 cents be- 
tween Philadelphia, Pa., and Brooklyn, N. J. 

In I. and S. No. M-89, the Commission has suspended from 
March 10 until June 8 schedules in supplement No. 41 to joint 
tariff, Dempsey’s MF I. C. C. No. 7 and Waring’s MF I. C. C. 
No. 7. The suspended schedules propose to establish reduced 
rates on roofing, composition or prepared, from York, Pa., 
to points in South Carolina. The following is illustrative: 


Roofing, composition or prepared, from York, Pa., to Charleston, 
S. C., present rate less truckload, 89; proposed rate for min. wt. of 
10,000 lbs., 50. 


I. and S. No. M-92, the Commission has suspended from 
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March 12 until June 10, schedules in supplement 45 to Demp- 
sey’s MF-I. C. C. No. 3. The suspended schedules propose to 
establish reduced ratings on telephone and telegraph material 
between points in southern territory. 

In I. and S. No. M-90, the Commission has suspended from 
March 12 until June 10, schedules in supplement 45 to J. B. 
Dempsey’s MF-I. C. C. No. 3. The suspended schedules pro- 
pose to establish reduced ratings on cones, textile, paper, old 
used, to Chattanooga, Tenn. 

In I. and S. No. M-91, the Commission has suspended from 
March 11 until June 9, schedules in supplement No. 1 to Tariff 
MF-I. C. C. No. 1 of Jack Gorum dba Arkansas Traveler. The 
suspended schedules propose to establish reduced class and 
commodity rates from or to points in Ark., Ill., La., Kans., Mo., 
Miss. and Tenn. The following is illustrative: 


Packing house products from Kansas City, Mo., to Greenville, Miss., 
present rate for min. wt. 7,000 lIbs., 100; present rate for min. wt. 
11,500 Ibs., 58; proposed rate for any quantity, 75. 


D. & R. G. W. REORGANIZATION 


The Commission, by division 4, has ordered filed in Finance 
No. 11002, The Denver & Rio Grande Western Railroad Co. 
reorganization, a report of its Bureau of Valuation on its 
investigation of the elements of value of the properties of the 
Denver & Rio Grande Western, Denver & Salt Lake Western, 
Goshen Valley, Rio Grande Junction, Denver & Salt Lake and 
the Moffat Tunnel Improvement District. 








DROUGHT ORDER AMENDMENT 


The Commission, by Commissioner Aitchison, by amend- 
ment No. 9 to drought order No. 32, on petition of the Great 
Northern and other railroads has further amended that order 
so as to authorize the carriers to publish and charge reduced 
rates on hay, feed and other forages from points on their lines 
to points in the drought stricken areas mentioned in the amend- 
ment, in North Dakota. The authority to publish such rates 
is to expire March 31. 





L.A. & S. L. ABANDONMENT 


Examiner C. P. Howard, in a proposed report in Finance 
No. 10623, Los Angeles & Salt Lake Railroad Co. et al. aban- 
donment, has recommended that division 4 permit abandonment 
by the L. A. & S. L. of that part of its Frisco branch between 
Frisco and Newhouse, Utah, approximately 6 miles, and aban- 
donment of operation thereof by the Union Pacific, but that it 
deny permission to abandon that part of the branch between 
Frisco and milepost No. 1 at Milford, Utah, approximately 16 
miles, or to abandon operation thereof, without prejudice to 
renewal of the application as to the latter after the expiration 
of two years. 


A. V. |. REORGANIZATION 


In Finance No. 10078, Arkansas Valley Interurban Railway 
Co. reorganization, the Commission has docketed a plan of reor- 
ganization filed by the debtor in the district court of the United 
States for the district of Kansas, second division. Under the plan 
it is proposed to satisfy $320,700 of first mortgage bonds by issu- 
ance of preferred stock of the reorganized company on the basis 
of $1 par value of preferred and one share of class B common 
stock for each $2 of bond principal. To stockholders it is proposed 
to give one share of class A common stock without par value for 
two shares of present preferred stock, and certificates represent- 
ing new class B common stock without par value on the basis of 
one share for two shares of old common stock. The remaining 
creditors are to receive 50 per cent of the face of their claims. 


M. & 0. ABANDONMENT 


The Commission, division 4, in Finance No. 11136, Mobile 
& Ohio Railroad Co. receivers’ abandonment, has authorized 
the abandonment of the branch of that carrier extending from 
Mann to Dawes, Ala., a distance of 7.93 miles. There has been 
no passenger service on the line, according to the report, since 
1923. Satsuma orange trees in the vicinity of the railroad, 
according to the report, have repeatedly been frozen out. The 
applicants expressed doubt that the trees would be replanted. 
A pecan company, according to the report, suggested that in- 
asmuch as its development was undertaken because of the 
existence of the branch, it had the right to insist that the car- 
rier try to maintain the line. 

“That improvements have been made by others along a 
railroad, in expectation of continued operation,” says the re- 
port, “does not result in an implied obligation to operate.” 

The fact that donations in the aid of construction were 
accepted, the Commission said, was not of controlling impor- 
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tance in abandonment proceedings. 


The point about donatioy 
was made by the protestants. 





M. & ST. L. ABANDONMENTS 


Co-receivers of the Minneapolis & St. Louis Railroad q, 
in Finance Nos. 10907, 10910, and 10911, have asked the Cop, 
mission to reopen the proceedings and reconsider applicant’; 
requests to abandon and dismantle approximately 3.1 Mile: 
of railroad between Kalo Junction and Otho, Ia., and approx. 
mately 4.6 miles of railroad between Angus and Berkeley, }). 
approximately 16.1 miles between Newburg and Van Cleyw 
Ia., and to abandon service on approximately 6.6 miles hp. 
tween Corwith and St. Benedict, Ia. John C. DeMar, commen 
counsel for Iowa, has protested to the Commission againg 
reopening and reconsideration on the old records. 


FLOOD SERVICE ORDER 


The Commission, division 3, by service order No. 62, on 
account of flood conditions in the Mississippi River, has author. 
ized the Louisiana & Arkansas Railway and the Yazoo & Mis. 
sissippi Valley to forward traffic now in their possession or jp 
the course of transportation and routed through Natchez, Migs 
and the Louisiana & Arkansas and destined to or from stations 
on the Louisiana & Arkansas, between Natchez, Miss., ang 
Sibley, La., via the Yazoo & Mississippi Valley via Vicksburg, 
Miss., and Sibley, La., without regard to the routing thereof 
made by shippers or by carriers from which the traffic is re. 
ceived, or to the ownership of cars. All rules, regulations and 
practices with respect to car service are suspended and super. 
seded so far as conflicting with the directions made in the 
service order. 

Inasmuch as disregard of routing is deemed to be due to 
the carrier’s disability the rates applicable to traffic so for- 
warded via routes other than those designated by shippers, or 
by carriers from which the traffic is received, shall be the rates, 
says the order, which were applicable at the date of the ship- 
ment over the routes so designated, unless the rates applicable 
over such designated routes are higher, in which event the 
rates applicable over the route of movement will apply. 





GRAPEFRUIT RATE CUT 


The Growers’ and Shippers’ League of Florida, in a state- 
ment replying to that issued by the Association of American 
Railroads when it denied the request of Florida interests for 
emergency reductions in rates on grapefuit (see Traffic World. 
Feb. 20, p. 379), said that the Florida citrus industry could 
no longer rely on the railroads to provide rates adjusted to 
meet the needs of its expansion requirements. It said it was 
cooperating with the Florida Citrus Commission to remedy the 
situation by making available for adoption by the industry a 
practical working plan for more intensive use of other forms of 
transportation at rates, package estimated weights and load 
minima; also time schedules, frequency of service and other 
citrus transportation requirements that should be generally 
helpful and satisfactory to the industry. 

The League said the present basic Florida interstate rate 
structure had outlived its usefulness; that grapefruit and other 
citrus should be considered in a different category from hardy 
perishables and general merchandise freight in rail commodity 
rate structures; that the voluntary adoption of the industrys 
proposal would not have entailed the shouldering of any out-of- 
pocket expense by the carriers on the present crop from Filor- 
ida; that in point of good policy the railroads at least could 
have expressed a willingness or shown some inclination to C0 
operate with the traffic departments of the citrus industry In 
working out a satisfactory adjustment of rail rates for the 
future, and that the loss to the rails of most of the Florida 
citrus tonnage “was further evidence of what is believed to be 
the unprogressive, selfish and general misguided policies 0 
some of the railroad systems in their dealings with the In- 
dustry.” 





COTTONSEED PRODUCTS REPARATION 


Shippers who claim reparation under the Commission’s 
various orders in the Hoch-Smith cottonseed case, Docket 
17000, part 8, appeared before Examiner Frank C. Weems at 
Chicago, beginning March 10, to enter Rule 5 statements. 
the case of Armour and Company vs. A. T. and S..F. et al. 
Docket 22752 (206 I. C. C. 325-327), the Commission ordered 
such reparations on cottonseed and related products moving 
before the fixing of the rates in the Hoch-Smith case down to 
a basis of 110 per cent of the rates so fixed. 

Because the shipments on which such reparation was 
claimed dated back as far as 1922, it was impossible for the 
railroads to check many of the shipments, hence the hearing 
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and formal adjudication of the claims instead of the routine 
sing of Rule 5 statements usual in reparation cases. 

" For the purposes of the hearing, Docket 22752, Sub No. 1, 
swift and Company vs. A. T. and S. F. et al., was designated 
the title case, the Armour claims having been adjusted. In 
he original reparation order in 206 I. C. C. 325-327, the Com- 
mission said there were 80 subordinate formal cases affected. 
some of these, like the Armour case, had meanwhile been ad- 
iysted. Others, like the claims of the American Agricultural 
Chemical Company et al., in Docket 23463 Sub. No. 1, were 
abandoned because they did not represent sums of money large 
enough to justify the litigation. 

The rest all went into the record in Rule 5 statements at 
the Chicago hearing. They ranged in amount from a few dol- 
lars to the claims of the large packers as high as $30,000. Rail- 
road attorneys were present to watch the claims go in but 
most of the cross-questioning of witnesses who entered them 
was perfunctory. 


PICK-UP AND DELIVERY 
The Commission, in No. 27425, official territory pick-up 
and delivery service, has denied the petition of the Missouri 
Illinois Railroad Co. seeking reopening, reconsideration and 
modification of the order of Oct. 13, 1936, herein so as to waive 


the operation of the 45 cent minimum rate provision (see Traf- 
fie World, Feb. 27, p. 438). ° ’ 





TRANSSHIPMENT COAL RATES 


The elderly question as to the relationship of the rates on 
bituminous coal, for transshipment “outside the capes” to New 
England via Hampton Roads ports, on the one hand, and more 
notherly ports, particularly New York, on the other, raised in No 
26967, Pennsylvania Coal & Coke Corporation vs. Pennsylvania 
et al, has been submitted for decision, on arguments to the 
entire Commission. The complainant contended that the rates 
on southern coal forwarded through the Virginia ports were 
such as continually to narrow the market for Pennsylvania coal 
particularly from the Clearfield district to the same destination 
territory. The complaint was against the rates maintained by the 
Pennsylvania and other lines serving the Pennsylvania field which 
the — lines “9 refused further to reduce. 

rguments in the case were made by Charles E. i 
the complainant; by R. J. Beamish te the ae on 
mission ; M. Carter Hall for the Chesapeake & Ohio: E. J 
McVann, for the Property Owners’ Committee, shipping through 
the Virginia ports, and W. H. Day, for the New England Traffic 
League and the Boston Chamber of Commerce. 


SHIPPING PEACHES 


“Tree-ripened peaches—favored by consumers because of 
superior flavor—are a step nearer the big marketing centers 
because of modifications in the shipping basket which allows 
the fruit to be refrigerated more quickly,” says the U. S. 
Department of Agriculture. “Thus more mature peaches may 
be shipped. Modifications in the basket were suggested by the 
experimental work of E. D. Mallison, fruit marketing specialist 
of the Bureau of Plant Industry, U. S. Department of Agri- 
culture. 

“The basket is slatted or spaced for ventilation. The crown- 
shaped lid, also of open construction, allows air to pass through. 
Instead of a solid cushion between the lid and the fruit, Mallison 
devised a ring type, ventilated pad with a circular hole in the 
center. A slotted paper liner completes the ventilated basket. 

At Fort Valley, Ga., where Mallison conducted a series of 
temperature tests, peaches packed in the ventilated baskets 
with ring pads cooled off three times faster than those packed 
In the old style, unventilated basket with the standard pad. 

Precooling—now widely used in the commercial peach 

orchards of Georgia, the Carolinas, Virginia and Tennessee—is 
4 comparatively recent process by which fresh fruits and vege- 
tables are chilled immediately after loading into the refrigera- 
lor car. It was the first step in preserving ripe fruit for ship- 
ment. The new type basket favors more rapid and better re- 
sults from precooling. 
si Prior to precooling it was necessary to harvest peaches 
Ue still hard so that they would remain firm in transit. Some 
. the flavor was sacrificed for appearance. Proper packing 
plus cooling allows peaches to be both attractive and tasty. 
é The new container was given numerous field tests last 
= In long distance shipping the slatted sides, open crown, 
over, ring pad and perforated lining did not bruise the fruit, 
‘ven at the top of the basket any more than the basket com- 
mercially used. In all instances fruit cooled more rapidly. 

A typical example was a car of peaches loaded at an aver- 
age temperature of 83 degrees Fahrenheit, with a section each 
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of three different type baskets—tight, unventilated with stand- 
ard pad, ventilated with standard pad, and ventilated with the 
new ring pad. After the car was loaded it was cooled for two 
hours and 10 minutes. 

“Thermometers placed in fruit near the center of baskets 
of each type were checked immediately after precooling. 
Peaches in the tight, unventilated baskets with standard pads 
cooled only to 72.4 degrees. In the ventilated baskets with the 
standard pads the temperature dropped to 65.3 degrees. Peaches 
in the ventilated baskets with the ring pads cooled to 54.5, a 
drop of 28.5 degrees in the center of the basket. Other tests 
conducted throughout the 1936 peach season gave similar posi- 
tive results. 

“Many shippers used available supplies of the modified 
basket last season and an increasing number of growers are 
expected to follow the lead this season.” 


COAL LOADING REGULATION 


To prevent coal cars being used for storage purposes until 
April 1 when there will be a stoppage of operations in the 
bituminous coal fields if the coal operators and the miners 
fail to reach a new agreement on wages and working condi- 
tions, the car service division of the American Association of 
Railroads has notified all coal loading railroads, effective March 
8, that, to increase availability of car supply for coal loading it 
is directed that no cars shall be placed at mines when the num- 
ber of no-bills the mine is holding is equal to or in excess 
of the daily rated capacity of the mines. 

“This will mean,” says the National Coal Association in 
commenting on the action of the rail association, “that if a 
mine has a rating of fifty cars per day, that mine cannot 
receive additional empties if it is holding as many as fifty 
loads, but if it is holding less than fifty loads, it is entitled to 
its rated capacity but must at no time hold more than its 
rated capacity at the mine in no-bills. The railroads are being 
pressed hard to handle the coal that is being offered.” 

In the week ended Feb. 27 there were produced 11,058,000 
tons of bituminous coal, the largest single week’s production 
since early in 1930. 

Car service division officials said that while there was 
virtually no surplus of coal cars, there was no shortage and 
that those wanting coal were getting it. Piling up coal in cars 
with a view to waiting developments in connection with the 
coal wage negotiations, however, is opposed by the railroads. 





CHANGES IN DOCKET 

Hearing in MC-F 215, assigned for March 10, at Pittsburgh, Pa., 
was canceled and reassigned for March 30, at the Federal Building, 
Pittsburgh, Pa., before J. E. Davey. 

Hearing in MC-F 177, assigned for March 12, at St. Louis, Mo., 
was canceled and reassigned for April 2, at the Coronado Hotel, St. 
Louis, Mo., before joint board No. 135. 

Hearings in MC Nos. 18783, 18782, 47526, 53177, 45559, 69941, 84415, 
90166, 17076, 39798, 60676 and 68353, set for March 12, at Washington, 
D. C., before Examiner Maidens, were canceled. 

Hearing in MC-F 205, assigned for March 11, at Indianapolis, Ind., 
was canceled and reassigned for April 1, at the Deshler Wallick Hotel, 
Columbus, O., before Examiner Engelhart. 

Hearing in I. & S. 4298, assigned for March 11, at Houston, Tex., 
before Examiner Archer, was canceled. 

Hearing in I. & S. M-73, assigned for March 12, at Philadelphia, 
before Examiner Sullivan, was canceled. 

Hearing in MC 73172, set for March 12, at Houston, Tex., before 
joint board 170, was postponed to a date to be hereafter fixed. 

Hearing in MC-F 217 and MC-F 218, assigned for March 12, at St. 
Louis, Mo., was canceled and reassigned for April 2, at the Coronado 
Hotel, St. Louis, Mo., before Examiner Engelhart. 


Pa., 


PERFECT SHIPPING MONTH 


Plans for the observance of perfect shipping month in April 
are well under way. T. C. Burwell, vice-president and traffic 
manager, A. E. Staley Manufacturing Company, Decatur, IIl., 
has addressed a series of letters to members of the general com- 
mittee outlining the plans so far completed. One of these calls 
attention to the work of the publicity committee which has 
prepared and is sending out newspaper and trade publication 
releases and is preparing a booklet for circulation among ship- 
pers telling the purposes of the month, describing recommended 
methods of packing and loading to reduce loss and damage, and 
suggesting means by which shippers may check on the state in 
which their freight arrives at destinations. In another general 
letter to the management committee the suggestion is made 
that they contact manufacturers of shipping supplies with the 
suggestion that perfect shipping month be made the subject of 
advertising copy. 

Indicative of the shipper cooperation that is being accorded 
the movement is the work of the coal and coke committee of 
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the Midwest Shippers’ Advisory Board, which through F. A. 
Schleifer, its vice-chairman, has circularized 5,000 receivers of 
coal in the midwest with a letter explaining the objectives 
of perfect shipping month and asking their cooperation. W. Y. 
Wildman, traffic manager, Illinois Coal Traffic Bureau, chair- 
man of the committee, is preparing to send a similar circular 
letter to coal operators in the district. Mr. Burwell suggests 
that other organizations of shippers of bulk commodities may 
wish to cooperate in the same way. 

A suggestion that shipping and receiving department prac- 
tices be made the subjects of discussions at traffic study group 
meetings from now until the close of April has been made by 
R. A. Ellison, general chairman of the Ohio Valley Transporta- 
tion Advisory Board. Another suggestion, made by J. G. Bor- 
son, traffic manager, Edison Electric Appliance Company, Chi- 
cago, is that manufacturers who are not entirely satisfied with 
the arrival condition of their products offer a prize or some 
special inducement to customers for the best idea on packing or 
loading improvement. This, Mr. Borson, suggests, would arouse 
the interest of the receiver of goods in the question of damage 
prevention. 

J. H. Butler, traffic executive, Railway Express Agency, 
has pledged the cooperation of the express organization. There 
will be a vigorous drive among express employes to stimulate 
careful handling, he said, and that campaign will be backed up 
with special articles in the company’s magazine, The Express 
Messenger, and probably by a special publication issued for 
perfect shipping months. The express company is preparing a 
special placard for posting at express offices, terminals and 
garages. The subject of loss and damage prevention and per- 
fect shipping month will be featured at express employe meet- 
ings in April, Mr. Butler said, and inspection and exception 
sheets for April traffic will be reviewed by operating officials 
and gathered for further analysis. Such an analysis, Mr. Butler 
said, would probably help express officials to correct operating 
deficiencies and furnish valuable information for shippers. 


CLAIMS FOR DELAY IN TRANSIT 


The general committee of the freight claim division has 
adopted an amendment to paragraph 4 of article 5 of its 
principles and practices that has the effect of extending in- 
demnity against loss caused by declining market prices while 
shipments are delayed in transit to merchants at reconsigning 
points. The amendment was adopted at the request of the 
American Fruit and Vegetable Shippers’ Association and the 
Western Fruit Jobbers’ Association, both of which organiza- 
tions have adopted resolutions on the subject. Before March 3, 
when the amended rule went in effect, intermediate buyers and 
sellers of produce at points where shipments were not un- 
loaded and inspected had no recourse in cases of delayed ship- 
ments where that delay resulted in losses due to falling markets. 
Such claims were allowed only at points where the transporta- 
tion came to an end. 

The amended paragraph reads as follows: 


Carriers will not assume liability for alleged market decline at 
point from which diversion or reconsignment is made unless the prop- 
erty changes ownership at such diversion or reconsignment point and 
there is a proven loss based on the difference between the reasonable 
market value of the property at that point on date shipment should 
have arrived and the reasonable market value on date it did arrive; 
provided, that in no event shall payment exceed the actual loss sus- 
tained as shown by the original record of sale, or certified copy of same, 
one of which must be filed in support of the claim. 





N. Y. BOARD OF TRADE ACTION 


The Traffic World New York Bureau 


Because members of the New York Board of Trade, widely 
differ as to the Pettengill bill providing for the repeal of the 
long-and-short-haul clause of the interstate commerce act, the 
board of directors issued two reports on the bill at the monthly 
meeting March 10, thus throwing open the meeting for full 
discussion. 

Arguments for the bill were presented by Harry A. Wil- 
son, vice-chairman of the Trunk Line Association, speaking for 
the railroads; on the other side, arguments were advanced by 
James A. Farrell, chairman of the board of the National For- 
eign Trade Council and former head of the United States 
Steel Corporation, speaking for the water carriers. 

In the report of the board stating why the Pettengill bill 
should be enacted, it was stated that the board believed that 
the long-and-short-haul clause should be repealed, “first, be- 
cause it is very unfair and burdensome to rail carriers under 
present conditions” and, second, “that it now serves no use- 
ful or beneficial purpose at all.” 

The second report presenting arguments on the other side 
briefly stated that “the long-and-short-haul clause prohibits a 
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rail carrier from charging more to one person for a Portigy, 
of a certain transportation service than it charges to anothe, 
person for the entire transportation service. The carrier ma 
not sell a whole cake to one person for less than it ¢ nd 
another person for half the same cake.” It quoted Commis. 
sioner Eastman in support of its position. 

The board took no vote on the reports but sent the matty 
back to its executive committee for further consideration, 

The board adopted a resolution expressing its oppositiq, 
to legislation “which would materially increase the cost y 
maintenance and operation of the railroads of this country: 
It specified its opposition to the government track inspectig, 
bill, government signal inspection, hours of service limits, fy) 
crew bill, train length bill and six-hour day bill. 

“The gross revenues of the railroads and their net eam. 
ings show conclusively that the enactment of this legislation an 
the added expense involved would force the railroads into bank. 
ruptcy with disastrous results to the public and governmeny 
ownership would be inevitable if these bills become law,” thy 
committee on railroads reported. 


N. Y. SHIPPERS’ CONFERENCE 
The Traffic World New York Buren 


By a two to one vote, with a number of members not yot- 
ing, the Shippers’ Conference of Greater New York turned 
down a resolution offered at its monthly meeting March 10 
adoption of which would have reversed its previous stand jp 
opposition to regulation of water carriers as sought in pending 
bills in Congress. The Conference decided, after a lengthy 
and lively discussion that, as a matter of principle and con. 
sistency, as well as “wisdom,” it would stand on its previous 
attitude; it did not favor regulation of water carriers either 
by the Commission or any other government body. The pm- 
posed regulation would include the regulation of water rates, 

The resolution was offered by C. M. Smith, seconded by 
W. H. Brusche of the Merchants’ Association, asking the Con- 
ference to come out now in favor of water carrier regulation, 
especially with regard to S. 1400 now before Congress dealing 
with this subject, in view of the belief said to be shared by 
most of the water carriers that regulation was “inevitable,” 
as Mr. Brusche put it. 

Opponents of a reversal of the Conference’s previous posi- 
tion, led by Vice-Chairman R. A. Cooke, traffic manager of 
the American Publishers’ Association, replied that grounds of 
“expediency” should not persuade members to “strike their 
colors,” that there was no certainty of pending legislation pass- 
ing, and that, in any event, the organization should be con- 
sistent and stick to its principles. 


All the officers were reelected for another year as follows: 
Chairman, A. C. Welsh, traffic manager, Brooklyn Chamber 
of Commerce; vice-chairman, R. A. Cooke, American Publishers’ 
Association; second vice-chairman, George O. Griffith, traffic 
manager, Proprietary Agencies, Inc.; secretary-treasurer, R. H. 
Goebel, traffic manager, U. S. Rubber Manufacturers’ Asso- 
ciation; governors, Fred L. Pomeroy of New Jersey, and H. L. 
Fairfield, traffic manager of Hearst Publications. The report 
of the nominations committee was submitted by George F. 
Hichborn, chairman, traffic manager, U. S. Rubber Products 
Company. 

The conference reaffirmed its opposition to legislative rate- 
making and, by resolution, registered its opposition to H. R. 
2927. The bill, if enacted, would make rates from the south 
into the north, on a lower basis of mileage than applies within 
Official Territory, Mr. Brusche explained. He described the 
bill as coming under “political rate making.” : 

S. P. Hughes, reporting on pick-up and delivery service, 
said that, as the result of the efforts of his committee, the 
Long Island Railroad had agreed that, effective April 1, the 
pick-up and delivery service with the Rutland Railroad would 
be free—that is, the 6 cents previously charged a hundred 
pounds would not be imposed. He said he would ask other New 
England railroads to make the same ruling. He also announ 
that the New York and New Haven Line had agreed to add 41 
points to its free pick-up and delivery service and might add 
more if business justified it. 





RAIL WAGE STATISTICS 


Class I railways, excluding switching and terminal com 
panies, according to the Commission’s December statement (M- 
300) on wage statistics, reported 1,081,590 employes as of ye 
middle of December and total compensation for the month oF 
$162,030,918, as against 982,345 employes and compensation 0 
$140,072,076 in December, 1935. Employment in December, 
1936, was 10.10 per cent greater than in December, 1935. The 
greatest employment in any month in 1936 was in October, 
when the number was 1,108,970. 
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TWO DECADES OF TRANSPORTATION 


(Address by Dr. C. S. Duncan, economist of the Association of 
,merican Railroads, before the Pacific Railway Club at San Francisco, 
March 11.) 


There was once a wise man who made a very wise state- 
ment at a critical period in our history. He said, in substance, 
that if we could clearly know where we were and whither we 
were tending, we would better know what to do and how 

do it. 

“4 It is a physical fact, of course, that we can best appreciate 
the grade up which we are laboriously toiling or the grade 
down which we are rolling with quickening speed by looking 
pack along the track. This is the value of retrospect. This is 
the value of a comparison between then and now. Today is 
the product of our yesterdays and, while all of our problems 
grow out of the past, the ones that concern us are not of the 
past but of the present and the future. A clear understanding 
of these problems and perhaps a key to their solution will come 
from an understanding of why they are here. 


Your organization, I understand, is today celebrating its 
twentieth anniversary. I have, therefore, undertaken to address 
you on the general subject of “Two Decades of Transportation.” 
For those of you who have a silvering thatch, if any, I hope by 
a few swift phrases to revive old memories, reawaken old emo- 
tions of those days that are past. For the younger ones I can 
do no more than paint with a few broad strokes a dim and 
vague picture of things that were. 


Railroads and War 


1917! A year of war and war’s alarms! The underlying 
emotions, fanned constantly to a higher flame, are perhaps gone 
beyond recall. Possibly we can remember the mounting flow 
of traffic eastward, ever eastward; the little unpleasantness 
recently occurring on the Mexican border; the long, hard win- 
ter with heavy snows—except, of course, for ever-sunny Cali- 
fornia; the recent slides in the Panama Canal; ships taken from 
lake and coastwise trade for war purposes; and shot through 
it all those irritating, devastating, confusing, uncoordinated 
priority orders. On the Pittsburgh division of the Pennsylvania 
Railroad at one time 85 per cent of shipments had priority tags 
attached. All Philadelphia yards were filled with carloads of 
material for the Hog Island Development before connecting 
tracks had been built. 


Following the harassing months of a hard winter, the 
United States declared war against Germany on April 6. Five 
days later there occurred a momentous, historic, and dramatic 
meeting in the assembly room on the top floor of the Willard 
Hotel in Washington. More than seven hundred men were 
gathered there. They were the executives of the steam rail- 
roads of the country. It was a serious and sober group of 
responsible men. After a long discussion, this meeting unani- 
mously adopted an historic resolution. It has little literary 
merit but does carry still a bit of the living spirit of that day 
and will convey some impression of the problems which the 
railroads faced. I want to read it to you: 


Resolved that the railroads of the United States, acting through 
their chief executive officers here and now assembled, and stirred by a 
high sense of their opportunity to be of the greatest service to their 
country in the present national crisis, do hereby pledge themselves, with 
the government of the United States, with the governments of the sev- 
eral states, and with one another, that during the present war they 
will coordinate their operations in a continental system, merging during 
such period all their merely individual and competitive activities in the 
effort to produce a maximum of national transportation efficiency. To 
this end they hereby agree to create an organization which shall have 
general authority to formulate in detail and from time to time a policy 
of operation of all or any of the railroads, which policy when and as 
announced by such temporary organization, shall be accepted and earn- 
estly made effective by the several managements of the individual rail- 
road companies here represented. 


The organization referred to was the Railroads’ War Board, 
under which numerous committees were set up. With this 
unified direction, the carriers struggled against increasing odds. 
Beset by regulations, by laws enforcing competition, by orders 
emanating from too many masters, by a double responsibility 
of service to the civil population and the war-time needs, all 
pevlane have agreed that they gave a good account of them- 
Selves. 


Note an item or two. The great flood of traffic was east- 
ward but the northwest had to have coal and this movement 
cut directly across this stream. The Provost Marshal General 
designated 4,531 points from which railways were to carry 
troops to cantonments. Train schedules had to be arranged. 
On October 6 the War Board announced the carriage of 720,000 
and on December 6, 1,867,000 men. The longest movement was 
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from Yuma, Ariz., to Fort Reilly, Kan., 1,514 miles. Materials 
and food supplies had to go to these places also without any 
lessening of the ever increasing flow of war materials to the 
Atlantic seaboard. 

Then, on December 26, the President issued his proclama- 
tion taking possession of, to control, operate and utilize, ‘‘each 
and every system of transportation and appurtenances thereof.” 
The railroads began to be scrambled. 


Changes Begin 


Before passing on to set up another picture I would like 
to make the following comments with respect to the great 
transportation machine represented by the railroads of that 
day: 

1. The rail carriers were then, and had been for many years, con- 
sidered as natural monopolies in the field of transportation. 

2. With the legislation of 1906 and 1910 the regulatory bodies had 
authority and power to fix the revenues of these carriers. 

3. So tightly were the lines drawn that the railroads were forced 
in 1914 to appeal to the President of the United States, in the name of 
public interest, for more generous treatment to restore a credit basis 


in private money markets in order that they might secure the necessary 
funds for additions and betterments. 


4. Transportation shortages at the peaks of traffic were expected 
annual occurrences. 

5. In this weakened condition, with over 42,000 miles of road in 
receivership, the railroads had to face the war-time demands. 


6. Forces were already at work to change radically the entire 
scene: 

(a) Federal aid for the improvement of ‘‘post roads’’ became an 
adopted policy by the passage of the good roads act of 1916, and more 
than 3.5 billions of dollars have been poured out of that “‘horn of 
plenty,’’ the U. S. Treasury. 

(b) The National Waterways Commission made its final report in 
1912, recommending generous annual ‘appropriations out of the federal 
treasury for inland waterway improvements, and hundreds of millions 
of public money have been spent for this purpose. 


(c) The great Panama Canal had been opened for transportation 
service in 1913. 


(d) The airplane was daily demonstrating its effectiveness in war. 
(e) The National Defense Council was recommending the fullest 


possible use of every waterway and highway facility to supplement 
transport by rail. 

(f) Already distinction was being drawn between railroads and 
other transport agencies, so that the single wholly private enterprise— 
the railroads—relying alone upon Commission-determined revenues, 
were being set over against agencies relying for their great fixed in- 
vestment in roadway upon the public treasury. 


Then twenty years later! Twenty years during which gross 
expenditures by railroads for additions and _ betterments 
amounted to more than eight billions of dollars; during which 
construction expenditures on highways amounted to more than 
fourteen billions of dollars; during which expenditures for 
inland waterway improvement amounted to three-quarter bil- 
lions of dollars; during which mail subsidy and federal, state 
or municipal furnishing of landing fields, lighting of ways by 
beacons, weather and other service developed a nation-wide air 
service for mail, passengers and freight. Twenty years during 
which as much additional capital had been invested in transport 
facilities as for the railroads in the ninety preceding years 
while they were developing this great continent. 


Here are two decades during which we rose to great heights 
of business activity and fell to the desponding depths of de- 
pression; during which the nation was sent riding on rubber 
tires, rolling in machines becoming more marvelously ingenious 
and efficient year by year; during which pipe lines for oil and 
gas extended greatly their mileage and capacity, high-power 
electric lines displaced coal and steam; during which the rail- 
roads awakened, as it were, like a mighty giant, to greater 
speed, more efficiency in operation, new equipment, more com- 
fort, greater safety. 

Here are two decades, at the beginning of which there was 
one transport agency and only one to such an extent that trans- 
portation practically was synonymous with railroads, and at 
the end of which the railroads are only one of five national 
agencies, all with a place in the sun. For everyone there has 
been tremendous progress, amazing development due to the 
intelligence, skill and energy of men, management and ma- 
chines. 

The record of these two decades may be found in the dull 
pages of Commission and other reports, largely statistical. The 
figures have a smug finality about them. Only a lively imagina- 
tion can quicken them, give them life. There is always a great, 
thrilling, human story behind the Morse code of a statistical 
report. For, behind every figure is an economic fact and behind 
every economic fact stands the man, the human element, that 
gives purpose, direction, meaning and, indeed, justification for 
it all. Therefore, no statistical statement of reduction in oper- 
ating costs which has been achieved, of improved service every- 
where acclaimed, of greater safety and comfort admitted by all, 
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can tell the real story. My stumbling words are unequal to 
the task. 


Outlines Problems 


What I want to do in the briefest possible way is to state 
the problems with which these twenty years have brought us, 
as railroads, face to face: 


1. The revolutionary change overshadowing all others and from 
which most of them derive, is the obvious fact that railroads are not 
now, if indeed they ever were, natural transport monopolies. They are 
now one of five. Therefore, there is competition among themselves and 
with other agencies; competition growing keener all the time. That 
competition we must meet. I believe that we are ready to meet it on 
any fair basis but, of course, we should not be regulated as monopolies 
while our competitors go free or are lightly regulated. For, if competi- 
tion is to be fair, regulation must be fair. Every agency entering the 
field of public transport should shoulder all the responsibilities involved, 
including just and reasonable rates, dependable and adequate service, 
safe, honest and efficient management. Slowly, very slowly, we are 
marching that way. And, furthermore, with the monopoly concept 
should go also such artificial restrictions as are represented by the long- 
and-short-haul provision of section 4. I hope it will go at this session 
of Congress. 

2. Nor has this competition arisen, in my opinion, in a fair and 
just way. Of the five great transport agencies, two, and two only, have 
developed along the lines of private enterprise. They are pipe lines and 
railroads. The other three—waterways, highways, airways—have de- 
pended for their fixed investment in roadway upon government funds. 
Here is a vital difference. The credit of a private enterprise looks to 
earning capacity; the credit of a public enterprise looks to taxing 
power. A private investment pays interest and taxes; a public invest- 
ment pays neither. The fact is that private credit for fixed capital 
investment in improved waterways, improved highways, landing fields 
for airways is dead. It has been dead for waterways since the last toll 
was removed in 1882 and for highways since the turnpikes succumbed 
to railroad competition. These are elements of cost running directly 
and inescapably against railroads as a private enterprise which are not 
in the accounts of their competitors. Payments of this kind by them 
are indirect, if made at all. 


3. Government activity with respect to the development of these 
new agencies has not been consistent or coordinated. The Interstate 
Commerce Commission is for railroads a regulatory—that is, a restric- 
tive—agency. Its regulatory power over pipe lines has been rarely used. 
For waterways, highways, airways, the government has a promotional 
agency. There has never been a comprehensive, unified consideration 
of all these agencies. Each has been kept in an air-tight compartment. 
The result has been duplication and a surplus of facilities which avail- 
able traffic cannot sustain, and concentrated along the lines of heaviest 
traffic. Is it not clear that the wise, sensible, economic thing to have 
done was to begin development in that area beyond the rail head? This 
would have been true coordination. Here were and are the “‘post 
roads,’’ for instance, and not on the main state roads. 


4. Every transport agency has a responsibility to employes, to 
investors in the properties and the public served. For fifteen years 
there has been peace within railroad ranks. There has not always been 
agreement on all questions but honest differences of opinion are not 
always unwise. There has been machinery for settlement and there is 
developing a policy for conference that may have important and benefi- 
cent results. The investors have had a rather sorry time of it in later 
years. They have felt and they now feel the effect of competition with 
the government. This is the competition of earning power matched 
against taxing power. It is one of the outstanding inequities of today. 
But the future of the railroads, despite all that man, management, and 
machines may do, lies in the hands of the public, the shipping and 
traveling public. There still lingers in the public mind an inherited 
prejudice and distrust, a feeling that under all circumstances the great 
railroads can take care of themselves. Some sense a change here too. 
But how slowly, on what reiuctant feet, it comes. 


We have the basic, solid fact of increasingly good service, greater 
comfort, speed and safety. These things count for much. Beyond this, 
every employe is a messenger of good will or ill will in his contacts 
with the public. Millions spent to cultivate public friendliness can 
easily be nullified by actions during individual contacts. The foundation 
of a helpful public contact for railway men is, shall I say, an industrial 
patriotism resting squarely on a sincere belief in the economic sound- 
ness and efficiency of transport by rail. I tell you, for whatever it may 
be worth, that all my studies point unerringly to steel wheels on steel 
rails as the lowest cost form of transportation, manmade, known today. 

5. An element of confusion in the situation today is the problem 
of adjustment. Railroads were built to coordinate as far as possible 
with horse-drawn vehicles. Lines and stations were generally so built. 
Now there is the widely ranging motor vehicle. Upward of 20,000 local 
stations have been closed, for they are no longer needed. Thousands 
of miles of branch and thin traffic lines have been abandoned. In 1917 
single track mileage was 266,015 miles; today (1935) it is 254,347 miles— 
a contraction of 11,668 miles. Abandonments of rail lines should not be 
permitted to nibble back into important main line mileage before the 
relative usefulness of all forms of transportation to serve all needs has 
been determined. This adjustment requires a more realistic study of 
the situation than has yet been given. 

6. There is coordination. It differs, of course, from competition. 
In order to have competition there must be a choice of service, and to 
have a choice of service there must be duplication of facilities. But 
coordination means that all parts are working together in a common 
interest toward a common end. Thus we have now universal pick-up 
and delivery service, so that where railroad service ends, highway 
service begins. This is coordination. We have today local trains taken 
off and bus and truck operation substituted. This, also, is called co- 
ordination. Does it not stand to reason, however, that just so long as 
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there is a duplication of roadway, one paralleling the other, coordina. 
tion of service is a mere arbitrary thing? Some method must be found 
in all this confusing maze toward a reasonable, endurable, equitabje 
working relationship among all agencies. 


These are the problems that we face today—regulation, 
competition, subsidy, public support, adjustment of facilities 
coordination, an equitable and workable relationship between 
all agencies. They have developed in intensity during the pagt 
two decades. They face us today and tomorrow. 

At this time, just as two decades ago, the railroads are set 
out as the mainstay of inland transportation in this country, 
They carry the bulk of traffic and the great burden of respon. 
sibility for dependable and efficient service and yet they are 
but one of five active and energetic national agencies. What js 
to be done with these problems? Of course, the proper solution 
for them must be found. They are great, complex, imminent 
problems. Perhaps they are no less important than the prob. 
lems facing that serious and sober group of men who met in 
Washington April 11, 1917, “stirred by a high sense of their 
opportunity to be of the greatest service to their country” and 
decided to stand shoulder to shoulder, merging merely individ- 
ual and competitive activities “in the effort to produce a maxi- 
mum of national transportation efficiency.” We should, we can, 
do no less. 


RAILROAD INFORMATION 


The Association of American Railroads has 


issued the 
following: 


Approximately 200,000 refugees were carried to places of safety on 
rescue trains operated by the railroads during the recent floods on 
the Ohio and Mississippi Rivers. 

The railroads on February 1 had 36,036 new freight cars on order, 
the largest number for any corresponding date since 1926. 

The great quantity of water used by American railroads each year 
would fill a channel 300 yards wide and nine feet deep, extending 
from New York to San Francisco and return. 

The railroad and the Pullman Company now have 8,078 air-condi- 
tioned passenger cars in operation, an increase of more than 1,300 in 
the past nine months. 

The month of April will be observed as Perfect Shipping Month 
when shippers, consignees of freight, the railroads and express con- 
panies, through cooperative effort will seek to bring about improvements 
in methods of packing, loading and transporting freight in an effort 
to reduce loss and damage. The campaign is being sponsored by the 
Shippers’ Regional Advisory Boards of the Nation. 

Railroads of the United States have 421,000 miles of tracks includ- 
ing mainline, yards, and sidings. Of this amount 95 per cent are op- 
erated by Class I railroads. 


AUTO TRAFFIC MEN OPPOSE COMMISSION CHANGE 


At a meeting of traffic managers of members of the Auto- 
mobile Manufacturers’ Association at Detroit, Mich., March 11, 
the members endorsed a report made by J. S. Marvin, traffic 
manager of the association and chairman of the meeting, oppos- 
ing proposals to transfer the Commission to the Department of 
Commerce. “The Commission should continue to function as an 
independent branch of the government better to insure entire 
freedom of action in its decisions on transportation matters,” 
said Mr. Marvin. 

Reports to the meeting indicated that, despite the limited 
number of cars available fitted with automobile loading devices, 
an adequate car supply was being maintained at factories. 
Other matters considered at the meeting were the export rate 
on automobiles via New Orleans and proposed motor truck 
regulatory regulation in Canada. 


RAIL EMPLOYMENT 


The number of employes at the middle of February of Class I 
steam railways, excluding switching and terminal companies, ac- 
cording to a compilation made by the Commission’s Bureau of 
Statistics was 1,095,932, an increase of 6.15 per cent as compared 
with February, 1936, and 1.91 per cent as compared with January, 
1937. Executives, officials, and staff assistants numbered 12,223, 
an increase of 0.51 per cent over January and 2.31 over a year 
ago; professional, clerical, and general employes numbered 
173,474, an increase of .55 per cent over January and 5.83 per 
cent over a year ago; maintenance of way and structures em- 
ployes numbered 207,650, an increase of 6.99 per cent over Janu- 
ary and .64 per cent over a year ago; maintenance of equipment 
and stores employes totaled 315,014, an increase of 1.02 per cent 
over January and 9.47 per cent over a year ago; transportation 
(other than train, engine, and yard) numbered 133,069, an in- 
crease of 1.23 per cent over January and 7.24 per cent over a year 
ago; transportation (yardmasters, switchtenders, and hostlers) 
numbered 13,667, an increase of 2.12 per cent over January and 
5.86 per cent over a year ago; transportation (train and engine 
service) totaled 240,845, an increase of .36 per cent over January 
and 6.82 per cent over February, 1936. 
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March 13, 1937 


FOURTH SECTION AMENDMENT 


The House of Representatives had before it this week the 
“pro and con” of the issue with respect to proposed repeal of 
the long-and-short-haul clause of the fourth section of the inter- 
state commerce act in the majority and minority reports of the 
interstate and foreign commerce committee submitted by Rep- 
resentative Pettengill for the majority and Representative 
Bulwinkle for the minority, on H. R. 1668. Early action on 
the measure was to be sought by the proponents. 

The entire report—considerably longer than most com- 
mittee reports on bills—filled 42 pages of which the majority 
took 37 pages and the minority 4 pages, one of the pages being 
blank. When the bill was ordered favorably reported the vote 
was 15 to 8. Seven of the eight opposing members signed the 
minority report: Bulwinkle of North Carolina; Chapman of 
Kentucky; Cole of Maryland; Sadowski of Michigan; O’Connell 
of Montana; Boren of Oklahoma, and Holmes of Massachusetts. 

The majority report said the bill was in the exact form 
in which it passed the House at the last session of Congress 
by a vote of 215 to 41. The effect of the bill, it said, was to 
eliminate from paragraph (1) of section 4 so much thereof as 
related to the long-and-short-haul, and that the rest of the 
fourth section remained in full force. 


The effect of the last proviso in the bill, said the report, 
was to place on the rail carriers the burden of proof to justify 
a lower rate for the longer distance as reasonable, fair, non- 
preferential, nonprejudicial and nondiscriminatory as between 
persons, companies, firms, corporations, localities or any par- 
ticular description of traffic, in any respect whatsoever, as 
provided in sections 1, 2 and 3 of the interstate commerce act. 

“In other words,” said the majority report, ‘the fourth 
section, as now proposed to be amended, is to be construed in 
the light of other provisions of the interstate commerce act, 
all of which will continue to remain in full force and effect, 
for the purpose of protecting the legitimate interests of every- 
one concerned.” 

To make the foregoing assertion clear the majority set 
out paragraphs 4, 5 and 6 of section 1, parts of sections 2 and 
3, of section 4, and referred to section 6 governing the publica- 
tion of rates, to the power of suspension accorded in paragraph 
7 of section 15, to the minimum rate power and to section 500 
of the transportation act declaring it to be the policy of Con- 
gress to foster and preserve in full vigor both rail and water 
transportation. 

‘Tt will be seen, therefore,” said the majority, “in the light 
of other statutory provisions, that it is not the intention of the 
proposed change of section 4 to give the rail carriers freedom 
to act unfairly or unlawfully discriminatory with respect to 
shippers, localities, or any other carriers.” 

The committee asserted that the Commission, with the long- 
and-short-haul provisions repealed as proposed, would have 
complete power under other provisions of the law to prevent 
railroads from doing anything which Congress ever intended 
they should be prevented from doing. Commissioner East- 
man’s statement that, under H. R. 1668, the Commission could, 
so far as legal power was concerned, do substantially what 
was now being done, was quoted in support of that contention. 
Excerpts from the majority report follow: 


No Monopoly By Rail 


If the railroads at one time had, they no longer have a monopoly 
in the transportation field. Ships and trucks are in position to handle 
a large part of the traffic that formerly moved exclusively by rail. 
Since 1920 there has been a tremendous growth of competitive forms 
of transportation. The intercoastal steamship lines now concededly 
have a practical monopoly of all traffic transported between the sea- 
boards with the exception of perishables, and reach far inland on 
westbound traffic, frequently charging lower rates from ports on 
traffic originating at the interior than charged on traffic at or in the 
vicinity of the eastern ports. This has resulted from the long-and- 
short-haul provision of the fourth section, which evidently the Com- 
mission has interpreted to be the meaning of its provisions as a matter 
of congressional policy. (Foreign steamships are prevented by law 
from engaging in domestic traffic.) 

Principally through government expenditures providing and main- 
taining rights-of-way, large amounts of traffic have been diverted to 
competitive forms of transportation on inland waterways including 
rivers and canals. The government itself engages in a competitive 
barge operation on the Mississippi River. 

Since 1920 the competition of millions of trucks and busses through- 
out the country has developed, as has also the competition of pipe 
lines transporting petroleum, gasoline, and natural gas, supplanting 
a forms of fuel, including coal. Electric lines ship ‘‘coal by 

Mes ss 

There is no long-and-short-haul prohibition in effect on any other 
Competitive form of transportation and none is proposed in any pend- 
ng legislation in Congress respecting regulation of water carriers, 
trucks, and busses. It is conceded that a long-and-short-haul rule is 
impractical of general application to trucks but they are free to and 
do promptly adjust their rates to meet competition as they find it 
with railways and water carriers, subject only to limitations of the 
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motor carrier act which are similar to those of the railway part of 
the interstate commerce act with the longt-and-short-haul clause 
eliminated. Water carriers are free to and frequently do charge less 
for a longer haul than for a shorter intermediate haul. By establish- 
ing proportional rates from ports applicable on particular interior 
traffic lower than the rates from the ports proper or on traffic originat- 
ing at other interior points, even though the commodity may be 
identical, move in the same ship and to the same port, the practical 
effect is that water carriers charge less for one service than for another 
and this is no different in principle from the charging of a lower rate 
for a longer haul than for a shorter haul. It has been shown that by 
this method water carriers have been able to draw traffic from points 
far inland in competition with the all-rail routes while the railways 
under the administration of the present long-and-short-haul clause 
have virtually been eliminated from participation. Common fair- 
ness demands equality of treatment. The regulation of competitive 
forms of transportation would not remove the necessity of the elimi- 
nation of the long-and-short-haul clause from section 4 from the stand- 
points of the needs of interor producers, the railroads, and their em- 
ployes. The water lines would continue to fix the level of the rates 
between the ports and the necessity of meeting this competition from 
the standpoint of the general public interest would continue. 

Without being permitted to establish lower rates to the further dis- 
tant points where competition exists than to other points where com- 
petition does not exist, the railroads will be unable to fairly meet this 
competition. For otherwise, the relatively low competitive rates 
would have to be maintained, as clearly demonstrated by the record, 
not ony to points directly intermediate on the route but in connection 
with other points in territories competitively related to such inter- 
mediate points. As found in the first decision of the Interstate Com- 
merce Commission rendered by Judge Cooley, chairman, in 1887, to 
do this would be simply ruinous. 

A large proportion of the expenses of a railroad company is con- 
stant, and it is self-evident that if a railroad company is not participat- 
ing in traffic handled by competitive forms of transportation, its entire 
expenses must be liquidated by rates received from such business as it 
does move, and that if rates may be established permitting it to share 
in the business not otherwise obtainable, anything over and above the 
cost of transportation directly incident to the additional traffic is an 
advantage not only to the carrier but to the public in cheapening 
transportation as a whole. 

It is shown and is indisputable that the result of the administration 
of the long-and-short-haul prohibition of the fourth section has been 
that many thousands of industries in the interior of this country have 
either been dried up or have been wholly or partially eliminated from 
the markets on navigable waters or in the territory adjacent there- 
ee 

Economic Importance 


There is no comparison between the econcmic importance of the 
railroads of this country and the economic importance of domestic 
steamship lines engaged in intercoastal and other coastal and inland 
water operations. The property investment of class I railroads at 
the end of 1933 was $26,126,379,547. The record shows that in 1931 
the seven transcontinental railroads had an investment in road and 
equipment of $5,580,733,734. The investment in intercoastal steam- 
ship lines as stated by their representative at the hearing on Senate 
bill 563, May 29, 1930, was $85,000,000. If this amount is increased 
by 50 per cent the result is $127,500,000. Traffic originating at and 
destined to interior points is not sufficient to sustain these trans- 
continental railroads. Unless they are permitted to compete for other 
traffic, it is not seen how they can continue to adequately serve the 
public or be prepared to serve this country in times of national 
emergency unless they are to be taken over by the government and 
operated at the expense of the taxpayers. 

The record is replete with illustrations of efforts of these railroads 
to serve the needs of their patrons by meeting competition through 
applications under the provisions of the fourth section for relief from 
its long-and-short-haul prohibition since 1920. With some _ recent 
exceptions the ones of major importance have been denied, and where 
applications have been granted, in many instances such conditions 
have been attached as to render the relief granted of no benefit. 
Much delay and expense are involved in preparing and prosecuting 
such applications by carriers and shippers before the Commission. . 

In all instances, with the exception of where a departure from the 
long-and-short-haul prohibition of section 4 is involved, the railroads 
under the law have the right to initiate, publish, and file rates with 
the Interstate Commerce Commission without first obtaining its consent. 
There is no reason why this should not be done in all instances. All 
rates will be subject to the complete control of the Commission if this 
bill is enacted, against any violation of the provisions of the interstate 
commerce act. This latter is conceded by the Commission. 

The practical effect of the 1910 and 1920 long-and-short-haul amend- 
ments was to transfer from the railroads to the Commission managerial 
discretion in the initiation of rates when the long-and-short-haul prin- 
ciple was involved. The Commission does not exercise this managerial 
discretion in any other case. Under the terms of H. R. 1668, the rail- 
roads would have the right—the same right as is accorded motor and 
water carriers—of initiating rates by filing them with the Commission 
in exactly the same way as all other rates are filed, so that they may 
exercise their own judgment over traffic, but subject to review by the 
Commission under suspension on complaint proceedings and acting 
under other sections of the interstate commerce act not proposed to be 
changed. 

That the Commission in administering the 1920 amendment has 
gone far beyond its action in cases not involving the long-and-short- 
haul principle, and in fact is acting as the ‘‘traffic manager’’ of the 
railways in fourth-section cases under what it has construed to be the 
policy of Congress, is evident by many of its decisions following 1920. 

To use the Commission’s own language as appearing in its decision 
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in Transcontinental Cases of 1922, decided October 30, 1922 (shortly 
after the 1920 amendment to sec. 4), 74 I. C. C. 48, 70: 

‘“‘We think the amendment was the Congress’s way of saying that 
we should follow a less liberal policy in dealing with departures from 
the long-and-short-haul rule than had been followed in former years.”’ 

This less liberal policy, as construed by the Commission, resulted 
in a denial of relief to the Transcontinental railways and as a result 
thereof, they as well as many shippers dependent upon the railways 
were effectively eliminated from participation in the movement of 
westbound traffic from the east and middle west to the Pacific coast 
cities, this notwithstanding the fact that it meant an almost complete 
reversal of previous policy; a repudiation of its statement in 1917 
(46 I. C. C. 236) wherein it recognized the necessity for relief under 
normal conditions and invited the rail carriers to file an application for 
relief when the water competition returned (the ships having deserted 
the intercoastal trade during the World War); as well as a disregard 
of the fact that the rail rates proposed were admittedly much higher 
than the water rates; that they were no lower than necessary, and that 
they met all tests of the ‘‘reasonably compensatory”’ provisions of sec- 
tion 4. 


Contentions of Opponents 


Included in the opposition were intercoastal and coastwise steam- 
ship lines, interior water carriers, certain rate associations, a number 
of commercial organizations, and the Seamen’s Union. 

The present provisions of the interstate commerce act, as amended 
in 1920, and the powers of the Interstate Commerce Commission there- 
under are the only matters of present interest and not what may or 
may not have occurred under the provisions of some other law. 

The contentions of those opposing the bill may be briefly sum- 
marized as follows: 

1. The contention of the water carriers is that the repeal of the 
long-and-short-haul clause of the fourth section would enable their de- 
struction by the railroads. There can be no doubt that this would be 
impossible under the law. In the establishment of lower competitive 
rates to the more distant points the railroads cannot lawfully go lower 
than necessary to fairly meet competition and enable participation in 
traffic. If they should undertake to do so it is clear from decisions of 
the Interstate Commerce Commission and the courts that this would 
constitute a violation of section 3 as against intermediate points which 
could and doubtless would be prevented by the Commission under its 
suspension and minimum rate making power. The competitive rail 
rates prior to 1920, when railroads were permitted by the Interstate 
Commerce Commission to charge less for the longer than for the 
shorter haul, have been higher than the rates of the water lines wher- 
ever any superiority in rail service over water service has existed 
which has generally been the case. The transportation charges of water 
carriers can and will continue to be fixed by them. This bill will only 
afford the railroads a square deal and an opportunity to fairly compete. 

2. It is also the contention of the water carriers, as well as certain 
other opponents, that the proposed repeal would lead to rate wars 
between the rail and water carriers and ultimate destruction of the lat- 
ter. Under its suspension and investigation powers, as well as its power 
to fix minimum rates, the Commission can and does effectively put a 
stop to any rate war or participation therein by any rail carrier. The 
same is true of motor carriers. Regulation of water carriers comparable 
to that of rail and motor carriers would bring about the same result 
as concerns water lines. Evidence presented to this committee shows 
that where the water carriers have had a practical monopoly of certain 
traffic to the exclusion of the rail carriers, they have engaged, even in 
recent years, in ruthless rate wars and discriminatory practices among 
themselves and in which the railroads have had no part. The evidence 
also shows that where the railroads have had the right to participate 
in the transportation of competitive traffic on bases of rates fairly re- 
lated to the water or water-rail or water-motor charges, the practical 
effect has been to stabilize the rate situation and to permit the several 
forms to each obtain a fair share of the traffic. 


3. The water carriers claim that it is entirely reasonable to require 
rail carriers to file applications with the Commission and to prove their 
case before they are permitted to even file tariffs of rates to meet com- 
petition where a lond-and-short-haul question is involved. The water 
carriers have little or no interest in the rate to the intermediate point, 
but such applications and the time required to get decisions thereon 
as well as the denial of so many of the applications obviously act as a 
barrier to effective participation by the rail carriers in the movement 
of traffic to the port cities and adjacent localities. No legislation now 
exists and none is proposed under which a water carrier would be 
required to file an application and secure the approval of some regu- 
latory body before it could change its rate to the same port cities. 


4. It is alleged that water carriers and others who might possibly 
be adversely affected by rail rates established to competitive points 
lower than to intermediate points would experience great difficulty in 
learning about such rates in time to protest and secure suspension 
thereof. The evidence shows that practically all changes in rates, 
under a plan voluntarily worked out between the shipping public and 
the rail carriers, are given wide publicity and interested parties are, if 
desired, given an opportunity to be heard before the rates are pub- 
lished. Many thousands of changes in rates are annually made which 
do not involve any long-and-short-haul question although it is possible 
that some of them may be unreasonable, unjustly discriminatory, un- 
duly prejudicial, or otherwise in violation of the act, but advance ap- 
plications and approval are not required. Shippers who may possibly 
be adversely affected apparently experience no difficulty in learning of 
such changes and promptly acting to protect their interests. Under the 
Commission’s tariff rules, all changes in rates must carry designated 
symbols that definitely flag the particular change as a reduction, ad- 
vance, etc. There is no reason why the Commission could not require 
a rate to a farther distant point which is not observed as maximum 


The Traffic World 


Vol. LIX, No, y 


at an intermediate point to be accompanied by an appropriate symbol 
showing its character. 

5. The American trucking associations, as well as certain Other 
motor-truck organizations, oppose this bill. Motor carriers are now 
regulated but are not confronted with the necessity of filing applications 
with and securing permission from the Commission before they can file 
tariffs to meet the competition of either rail or water carriers, 
rates frequently are higher to intermediate points than to f 
distant points. The evidence shows that under the operation of 
present long-and-short-haul clause railroads in meeting competition of 
motor carriers are sometimes compelled to reduce rates to interm 
points on rail routes, which same points are farther distant points on 
motor routes or are served by different motor carriers, and this fre 
quently causes unnecessary sacrifices of revenues on the part of both 
rail and motor lines. No long-and-short-haul clause for the motor Car- 
riers is proposed in any pending legislation. We see no reason for any 
difference in treatment. 

6. It is claimed that the enactment of this bill would transfer the 
burden of proof from the railroads to the shippers in instances where g 
long-and-short-haul question is involved. In order to avoid any pogg. 
bility thereof, the committee in report H. R. 3273 (74th Cong,, 1g 
sess.) added thereto: 


“And provided further, That in any case before the Commission 
where there is brought in issue a lower rate or charge for the trang. 
portation of like kind of property, for a longer than for a shorter dis. 
tance over the same line or route in the same direction, the shorter he 
ing included within the longer distance, the burden of proof shall be 
upon the carrier to justify the rate or charge for the longer distance 
against any claim of a violation of sections 1, 2, and 3 of the Interstate 
Commerce Act.”’ 

This bill if enacted would permit the rail lines a privilege now 
freely granted water and motor carriers, to file their tariffs giving the 
30 days’ notice before the effective date as required by existing law, 1 
within that time, a protest is filed by any interested party and the 
Commission feels that the rates might be violative of the act it could 
exercise its right to suspend the operation of such rates pending investi- 
gation and to disallow same im proper cases. The Commission may 
suspend on its own volition without a protest. During the suspension 
period the rates would not be in effect. The following quotation from 
Commissioner Eastman’s dissenting opinion in Pick-Up and Delivery 
in Official Territory, decided October 13, 1936, 218 I. C. C. 441, 493 
is indicative of the Commission's policy in investigation and suspension 
cases: 

‘‘We have uniformly held that when a proposed change in railroad 
rates raises questions of sufficient moment to warrant suspension and 
investigation, the burden of proof is upon respondents to justify the 
change, regardless of whether it is upward or downward. 

In any event, the proviso now attached to the bill definitely places 
the burden of proof upon the carrier where a _ long-and-short-haul 
question is present, whether the issue arises in a suspension proceeding 
or in a subsequent formal complaint. 

7. The record definitely establishes the fact, contrary to some 
claims made by opponents of the bill, that any interested party has 
the right to file a protest and request for suspension, or to file a formal 
complaint under the several sections of the interstate commerce act, 
with the commission, and that many such protests, requests, and com- 
plaints have been filed by water carriers, motor carriers, persons, lo- 
calities, and so forth, and, further, that complaints involving rail rates 
have been prosecuted in the courts by the same parties. We cannot 
find any warrant in the claim that repeal of the long-and-short-haul 
clause as proposed would deprive any interested party of any lawful 
rights they now possess. 

8. It is alleged by some water carriers and other opponents that 
this bill if enacted would permit the rail lines to make rates to the 
farther distant points so low as to lose money and that such losses 
would have to be recouped by increasing the rates to intermediate non- 
competitive points. It is significant that no case was brought to our 
attention where this has ever happened... . 

9. It is claimed that if not restrained by the Commission acting 
under the present fourth section of the act, the railways would carry 
the competitive traffic on basis of so-called ‘‘out-of-pocket’’ rates, and 
that on other traffic would rest the burden of providing a fair return. 
We have examined this claim with care. The out-of-pocket cost is a 
rock-bottom cost of transporting a particular traffic below which a car- 
rier could not go without losing money. Anything produced above that 
cost is a contribution to general over-head and toward producing a re 
turn on invested capital. A carrier making a rate below a reasonable 
normal basis to a competitive point and below what is reasonably nec- 
essary to meet the competition actually confronting it, while maintain- 
ing higher rates at intermediate points would be guilty of unjust dis- 
crimination. It has been shown that the rates that have been proposed 
to the competitive points to meet competition beyond the control of the 
rail carriers have not only been higher than the water carrier charges 
but have been in excess, in most instances much in excess, of out-of 
pocket costs. This is proved by the Commission's decisions in the sev 
eral transcontinental cases. 

10. It is stated that to permit rail lines to maintain rates to further 
distant competitive points lower than to intermediate points is unfair 
and stifles industry at the latter. This would be true only if the com 
petition at the further distant point was within the control of the car- 
rier serving the intermediate point, or that the rates maintained to the 
further distant point were lower than reasonably necessary, or that 
they failed to produce revenue in excess of cost of handling that traffic, 
or that the rates to the intermediate points were unreasonable. Non- 
participation in the highly competitive traffic by the rail carriers oper 
ating through the intermediate point is not beneficial to the latter. The 
competition which the intermediate jobber of distributor faces with his 
competitor at the further distant point on the rail route (and which is 
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not a further distant point on the water route) is there whether the 
rail carrier participates or not. It is already there—created by the 
water carrier. It is not increased by rail participation. Furthermore, 
every interior jobbing or distributing point or locality is an actual or 
potential producing point which should have open to it the opportunity 
of marketing its products in the populous territory on or adjacent to 
navigable water. The record is replete with instances of this kind where 
ynder the administration of the present long-and-short-haul clause the 
rail carriers have been denied the right to make competitive rates nec- 
essary to SO market the products of interior producers, or intolerable 
delays have occurred in securing necessary relief. 


Position of Farmers 


11. It has been correctly stated that some farm organizations have 
opposed this bill, but on the other hand there are many agricultural 
organizations which have given long and careful consideration to this 
pill and now strongly urge its passage. The American Farm Bureau 


Federation, after progressively considering this long-and-short-haul 
rule over a period of years and at first viewing with some anxiety any 
proposal to change the present clause, finally reached the conclusion 


on February 5-6, 1937, 
enacted. 

As also indicative of the support for the bill by others interested 
in the movement of agriculture, the American Fruit & Vegetable Ship- 
pers’ Association in convention on January 14-16, 1937, unanimously ap- 
proved H. R. 1668. This is a voluntary organization, national in char- 
acter, composed of growers, shippers, and wholesale distributors of 
fresh fruits. It represents, directly and indirectly, about 70,000 to 75,- 
00 growers handling approximately 500,000 cars of fresh fruits and 
vegetables annually. 


that the present bill (H. R. 1668) should be 


The majority included in its report a long list of organiza- 
tions which supported the bill. 


Minority Report 


The minority report set forth the summary of Commis- 
sioner Eastman’s views opposing the bill (see Traffic World, 
Feb. 13, p. 333) and pointed out that he had appeared in behalf 
of the Commission in opposition to the measure. 

The minority said the views of the Commission as ex- 
pressed by Mr. Eastman should not be lightly disregarded. 
Further, it set forth a letter from Chairman Wiley, of the 
U. S. Maritime Commission, opposing the bill, in which the fol- 
lowing appeared: 


This commission is strongly opposed to the passage of this bill, 
which will permit rail carriers to reduce their-rates to and from the 
Pacific coast, without observing the present restrictions in the section 
and without securing the prior approval of the Interstate Commerce 
Commission. This will permit them to make reductions subject only to 
suspension prior to effectiveness under section 15 and to attack after 
effectiveness for violation of sections 1, 2, and 3 of the interstate com- 
merce act. It will be impossible for intercoastal steamship lines to 
await decision under section 1, 2, or 3 proceedings, because it will be 
necessary for them to meet the reduced rail rates #f they are to retain 
the traffic, and the net result will be a lessening of the revenues of both 
rail and water carriers, without materially increasing the amount of 
cargo transported. Such reductions will seriously endanger the earn- 
ings of the intercoastal steamship lines and hamper this Commission 
in its efforts to carry out the purposes of the shipping acts, one of 
which is to build up a merchant marine of the best equipped and most 
Suitable types of vessels to carry the greater portion of its commerce 
and serve as a naval or military auxiliary in time of war or national 
emergency. 


Continuing, the minority said: 


Surely the views of this commission should not be lightly disre- 
garded. 

In addition to these agencies of the federal government a number 
of public and private organizations also expressed their opposition to 
the enactment of H. R. 1668, chambers of commerce, trade organiza- 
tions, traffic associations, shippers, agricultural interests, water car- 
riers, and motor carriers. The opposition of these organizations, associa- 
tions, and individuals can likewise be seen in the hearings. 

It has been said that the enactment of this bill into law would 
greatly increase the number of railway employes. The evidence pre- 
sented to the committee does not justify this statement. The railroads 
carry approximately 1,500,000,000 tons of freight annually. The evidence 
in the hearings indicates that the 5,000,000 tons carried by the inter- 
coastal and inland river lines could be taken in cars and added to 
existing trains, without the employment of additional labor; in fact, 
it has been contended by those favoring the bill that by this means 
they could make out-of-pocket rates which would enable them to 
meet the low-cost water competition. It is an evident fact, therefore, 
that this method of handling additional freight would not require 
additional labor. 

: tn discussing this view of the proponents of the bili, Mr. Eastman 
aid: 

“And on that point, I may say parenthetically, you only get the 
very low out-of-pocket costs when traffic can be added without any 
Substantial increase in employment. It is when you have a train 
running with a crew and you can carry a little more traffic on that 
train that you get your very low out-of-pocket costs. Bear in mind, 
if you have to run another train to carry it and add to your empley- 
ment, then your out-of-pocket cost goes up immediately; and bear in 
mind that in this case the railroad employes have been given to under- 
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stand, and apparently believe, that if this bill goes through the added 
traffic which these railroads will gain is going to add materially to 
employment. In that case your out-of-pocket costs are not going to 
be on the very low basis. They are going to be something different 
and higher. On this question of employment, I may say also, that 
it is merely a question of transfer. What the railroads add to employ- 
ment is going to be lost by water lines or some other form of trans- 
portation. You do not add to the total of employment of the country, 
and, so far as I can see, one workingman is entitled to just as much 
consideration as another. I do not know why you should give any 
more consideration to the man working on a railroad than you should 
to the man working on a ship.”’ 

The reduced railway labor employment cannot be charged against 
the present law. The fourth section has had nothing to do with this 
condition. The economic depression, larger engines, and cars, longer 
trains, and railway management have been primarily responsible. 
Between 1932 and 1935 the tonnage carried by the railroads increased 
approximately 22 per cent and that at the same time there was a 
decrease of 37,332 employes. The enactment of H. R. 1668 into 
law will not increase the number of railroad employes; but, on the 
other hand, the out-of-pocket cost method of taking freight from 
competing agencies of transportation whether water carriers or trucks 
would throw many truck employes, seamen, inland river, and harbor 
workers out of employment. 

The long-and-short-haul clause of section 4, which this bill seeks 
to repeal, is one of the most important provisions of the interstate 
commerce act. It prohibits and declares unlawful the charging of 
higher rate to a lesser distant point than to a farther distant point 
over the same line or route in the same direction, unless authority to 
do so is first granted by the Interstate Commerce Commission. 

The present section 4 was originally designed to and has served as 
a protection against discrimination in rate making, operating to the 
disadvantage of intermediate points and territories not directly af- 
fected by competition. 

Under the law as it has been administered since 1910, the power 
to determine initially whether circumstances are such as to warrant 
a departure from the general prohibition of the long-and-short-haul 
clause, has been vested with the Interstate Cimmerce Commission, 
and the lawfulness and the propriety of that delegation of powed was 
approved by the Supreme Court of the United States in the Inter- 
mountain Rate Cases (234 U. S. 476). 

Enactment of this bill would strip the Commission of that initial 
power and return it to the carriers whose administration of it was 
found unsatisfactory, and affected shippers would be faced with the 
impossible burden of demonstrating that the competitive rates estab- 
lished pursuant to the authorities created by the amendment would 
be lower than the cost of service, if they are to have any hope of relief 
from the operation of the law. 

The rate-making policies which will result from this amendment, 
under which extremely low rates will be established at terminal or 
competitive points for the purpose of driving out competition, must 
of necessity result in higher than normal rates in the interior of the 
country, because that section must contribute that portion of the 
transportation burden which was ignored by the carriers in making 
the competitive rates, else bankruptcy would quickly result. 

Under the present law the Commission can and does grant relief 
from the prohibition of the long-and-short-haul clause upon a proper 
showing by the railroads and that power, which has been with the 
Commission since 1910, should be continued. 

The practice of making lower rates for longer than for shorter 
distances over the same line or route, in the very nature of things, 
creates discrimination. To allow the railroads to be the sole judges 
of the propriety of these competitive moves in a first instance and to 
put upon the shipper the burden of showing such discriminations to be 
undue and hence unlawful would throw rate making back to the 
unsatisfactory conditions which existed prior to 1887 and continued 
thence until 1910, when the long-and-short-haul clause was amended 
as heretofore pointed out. 

Discriminatory rate practices gave rise to the passage of the orig- 
inal act to regulate commerce in 1887 and protection against such prac- 
tices forms the keystone of that act and of all of its subsequent amend- 
ments. The long-and-short-haul clause is one of the most important 
provisions relating to discrimination which is contained in the act. It 
has been in effect for more than 50 years. These things considered, 
as well as the difficult if not impossible burden which will be placed 
upon shippérs adversely affected if they seek escape from discrimina- 
tions created, the results of its competing agencies of transportation, 
such as water carriers and motor trucks and their employes, and the 
absence of any offsetting benefits either to the railroads themselves 
or to their employes, the minority is against this bill. 


CLEVELAND CHAMBER OPPOSES MAKE-WORK BILLS 


Under instructions from its board of directors, the trans- 
portation committee of the Cleveland, O., Chamber of Com- 
merce has sent a letter to each member of the chamber urging 
opposition to six-hour day, train length limitation, full crew, 
and similar legislation. The letter says “the business interests 
of Cleveland are particularly affected by the efficiency and 
economy of railroad transportation,” which will be impaired 
if such legislation is adopted. “Our products are distributed 
nationally and most of our raw materials are shipped in by 
rail,” says the letter. ‘Anything which increases the costs or 
reduces the efficiency of rail transportation is a direct injury 
to the entire community. These bills threaten such injury.” 
The letter urges members of the chamber to express their 
views to Senator Wheeler, chairman of the senate interstate 
commerce committee, and to Ohio members of Congress. 
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INVESTIGATION OF RAILROADS 


The Traffic World Washington Bureau 


After four days of building up a detailed record of relation- 
ships between the Van Sweringens and J. P. Morgan & Company 
and other banking interests, Chairman Wheeler, of the Senate 
interstate commerce committee, adjourned the hearings in the 
investigation of railroads late March 5 for probably three or 
four weeks. In the meantime Senate approval of the committee’s 
request for additional money to carry on the investigation was 
expected. The committee has asked for $150,000 additional. 

A request that George Whitney, of the Morgan firm, furnish 
the committee with names of railroad presidents, directors and 
attorneys who had personally borrowed money from J. P. Mor- 
gan & Company was made by the chairman, the request being 
confined to officers or attorneys of railroads with whom the 
Morgan firm had done business. 

Chairman Wheeler said committee investigators had com- 
plained that they were not obtaining the cooperation they should 
from the Morgan firm in their search for information desired by 
the committee. This resulted in considerable discussion, Thomas 
W. Lamont saying Mr. Morgan had issued orders that there 
should be accorded the committee investigators all possible aid. 
The investigators, said the chairman, had suspicion that they 
were not getting everything they should get from the Morgan 
files because papers they found in files other than those of Mor- 
gan but which were memoranda of Morgan officers could not be 
found in the Morgan files. As to one letter, a copy of which was 
found elsewhere, Mr. Lamont said he personally had searched his 
records at his town and country houses but had not been able to 
find it. In any event, said he, the committee had obtained a copy 
of the letter and he had advised that it was a correct copy. 

Mr. Whitney said the committee had had its investigators in 
the Morgan offices since last April or May and that 450,000 docu- 
ments had been made available for their inspection. Chairman 
Wheeler said what was desired was that the Morgan firm should 
permit the committee’s investigators, with a representative of 
the firm present, to go through the Morgan files so that they 
could be satisfied they were getting whatever was available. 

The Morgan officers asserted the committee could have any 
document in the firm’s files. Chairman Wheeler said he did not 
wish to abuse the power of the committee and he would assure 
the Morgan firm that the committee’s representatives would not 
use anything in the files except information bearing on the sub- 
ject matter of the inquiry. The matter was left with the chair- 
man’s request that a plan be worked out between the firm and 
the investigators whereby the cause for complaint would be re- 
moved. Mr. Whitney said he would cooperate to that end. 

With Chairman Wheeler contending that the Morgan firm, 
because of the indebtedness of the Van Sweringens to it, con- 
trolled the Van Sweringen enterprises, and the Morgan members 
admitting the control that came from the fact that the Van 
Sweringens were in debt to them but insisting that they had never 
exercised managerial control of the Van Sweringen properties, 
the chairman proceeded to build up a record from which he drew 
conclusions in support of his view of the matter. 

Memoranda detailing discussions of the bankers as to how 
the Van Sweringen situation, created by the fall in market values 
of their securities, should be met were put in the record. These 
involved the Morgan firm and the Guaranty Company and the 
plan whereby finally the $40,000,000 loan was made to the Van 
Sweringens in an effort to save the situation and prevent a gen- 
eral collapse, this being the loan that was finally foreclosed by 
the bankers, the collateral therefor being bought by Midamerica 
Corporation for $3,121,000 and control obtained of the Van 
Sweringen enterprises in September, 1935. 

The Senate committee to audit and control expenses has 
acted favorably on the request of the Wheeler committee that 
has been investigating the railroads for $150,000. 


RAILROAD CAR BUILDERS 


Establishments engaged in the building and repair of rail- 
road cars in the United States reported a substantial increase 
in employment and a striking increase in production in 1935 
as compared with 1933, according to preliminary figures com- 
piled from returns of the biennial census of manufactures, re- 
leased by Director William L. Austin, Bureau of the Census, 
Department of Commerce. 

These establishments employed 21,481 wage earners in 
1935, an increase of 50.6 per cent over 14,266 reported for 1933, 
and their wages, $25,755,674, exceeded the 1933 figure, $14,- 
710,122, by 75.1 per cent. The total value of cars and other 
products made and receipts for repair work done in this indus- 
try in 1935 amounted to $100,542,275, which exceeded by 117.9 
per cent the corresponding value reported for 1933. In 1935, 
8,947 steam-railroad cars, valued at $25,308,413, were built, and 
the total receipts for repair work amounted to $58,563,299. 
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This industry, as constituted for manufactures census Dur 
poses, embraces establishments engaged in building, rebyjjg. 
ing, and repairing railroad cars, exclusive of repair Shops 
operated by railroad companies. 


RAIL FINANCIAL ITEMS 


Class I steam railways in 1936 had net income of $169. 
900,578 as against a deficit of $1,374,094 in 1935, and a ne 
income of $49,677,958 in December, 1936, as against $21,648 998 
in December, 1935, according to the Commission’s December 
statement (M-125) on selected income and balance sheet items 
of such railways. Detailed statistics in the statement follow: 


For the twelve months of 


Income Items 1936 1935 
1. Net railway operating income ......... $ 667,234,256* $ 499,001,617 
DE ND iin icasteuswecwaee es awan’ 169,852, 168* 171,211,606 
<ietnesiiepimecenias: ‘aimee 
3. I MN 6 a ee webu wis $ 837,086,424 $ 670,213.97 
4. Miscellaneous deductions from income . 21,212,371 19,162,113 
ee 
5. Income available for fixed charges ...$ 815,874,053 $ 651,051,119 
6. Fixed charges: 
6-01. Rent for leased roads ....... 134,272,151 135,063,069 
6-02. Interest deductions .......... 496,830,881 502,720,095 
6-03. Other deductions ........... 2,752,361 2,611,958 
6-04. Total fixed charges ......$ 633,855,393 $ 640,395,199 
a Income after fixed charges ....... 182,018,660 10,655,988 
DE IIE © ono nec00c0enecess 12,118,082 12,030,082 
9. ee NN ok cu ps uess pevecs $ 169,900,578 d$ 1,374,094t 
10. Depreciation (Way and structures and 

PED: Joc eckpedbeseweune nee ses 193,514,080 194,686,221 
BE TEE SOND GOMEE 4 occ occ cc cscccncss 30,247,029 18,901,542 
12. Dividend appropriations: 

12-01. On common stock .......... 142,270,112 108,234,443 
12-02. On preferred stock ......... 27,562,398 17,544,112 
Balance at end of December 
Selected Asset Items 1936 1935 
13. Investments in stocks, bonds, etc., other 

than those of affiliated companies (To- 

Ss EE <6acs once were denwn $ 681,022,849 $ 735,426,595 
DL: “ca necch heebuaeeea nbbsebe save amel $ 529,648,719 $ 408,581,546 
15. Demand loans and deposits ............ 6,670,342 4,716,467 
16. Time drafts and deposits .............. 43,820,840 26,044,585 
a OD ib Wick nesenw sen co'een ee 93,575,408 81,564,809 
18. Loans and bills receivable ............ 2,572,117 2,866,322 
19. Traffic and car-service balances receiv- 

eee eee ek sole say Uwe 76,411,312 59,852,169 
20. Net balance receivable from agents and 

ID > pi ion pts ab hts melee a ote wk hm 51,470,784 43,063,825 
21. Miscellaneous accounts receivable ..... 148,882,156 138,514,416 
22. Materials and supplies ................ 307,574,520 279,919,122 
23. Interest and dividends receivable ..... 22,612,686 28,372,607 
Se een er 1,572,259 2,188,704 
a 6,546,015 5,485,806 
26. Total current assets (items 14 

See cantowneeeseuncvent $1,291,357,158 $1,081,170,378 


Balance at end of December 
1936 1935 


172,689,429 $ 330,944,204 


Selected Liability Items 
27. Funded debt maturing within 6 months$$ 








28. Loans and bills payable ............ $ 211,890,168 $ 313,741,127 
29. Traffic and car-service balances payable 95,160,977 75,196,560 
30. Audited accounts and wages payable .. 228,167,318 213,399,038 
31. Miscellaneous accounts payable ....... 116,590,259 64, 285,578 
32. Interest matured unpaid .............. 559,443,744 441,378,895 
33. Dividends matured unpaid ............ 12,502,905, 13,747,520 
34. Funded debt matured unpaid ......... 475,215,803 370,708,470 
35. Unmatured dividends declared ........ 5,654,953 9,266,521 
36. Unmatured interest accrued ........... 91,809,350 90,641,600 
37. Unmatured rents accrued ............. 22,619,341 24,658,652 
38. Other current liabilities ............... 30,460,253 20,483,676 

39. Total current liabilities (items 
OED Siac nn es aeekno pion ae ‘$1,849,515,071 $1,637,507,637 

40. Tax liability (Account 771): 

40-01. U. S. Government taxes ...... $ 107,485,356 $ 36,129,185 

40-02. Other than U. S. Government 
DE. cee k cep nan Caen GOS bide awe 133,164,947 121,381,039 





*Net railway operating income was increased approximately %,- 
719,000 during last six months of 1936 and ‘‘Other income” reduced 
about the same amount as the result of a contract effective July 1, 19%, 
requiring Pacific Fruit Express Co. to reimburse the Southern Pacific 
Transportation System and the Union Pacific R. R. Co. for certain 
services which under the previous contract were furnished without 
charge. 

+The net income as reported includes charges of $2,041,398 for De 
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ember, 1936, and $18,253,153 for the twelve months of 1936 on account 
, accruals for excise taxes levied under the Social Security Act of 
5; also $11,028,700 for December, 1936, and $47,298,556 for the twelve 
nonths of 1936 under the requirements of an act approved August 29, 


9%, levying an excise tax upon carriers and an income tax upon their 
employes, and for other purposes. (Public No. 400, 74th Congress). 
The net income for the month of December and the twelve months 


ended with December, 1935, was reduced by $5,277,177 charged to op- 
wating expenses by the Illinois Central R. R. and the Yazoo & Missis- 
spp Valley R. R. on account of equipment repairs made in 1934. Re- 
versal of charges previously made for liability under the Railroad Re- 
jement Act of 1934 increased the net income for December, 1935, by 
73,549 and for the twelve months ended with December, 1935, by 
1] 03,287. 
6 this figure is $8,912,221 less than the net income shown in State- 
nent No. 33 in Statistics of Railways for 1935 due principally to the 
‘act that returns for the Southern Pacific Company and the Texas 
md New Orleans Railroad Company are included in Statement No. 33 
= an individual road basis and in this statement on a system basis. 
figures for 1935 and 1936 are comparable in this statement. 

d Deficit or other reverse items. 

Includes payments which will become due on account of principal 
{long-term debt (other than that in Account 764, Funded debt ma- 
red unpaid) within six months after close of month of report. 

{Includes obligations which mature not more than 2 years after 
date of issue. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 6 totaled 

734,127 cars—37,400, or 5.4 per cent, above the preceding week, 
which included Washington’s birthday holiday; 99,557, or 15.7 
yer cent, above the corresponding week last year, and 146,937, 
o 25 per cent, above the corresponding week in 1935. Mis- 
ellaneous loading totaled 304,837; merchandise, 170,872; coal, 
159,196; grain and products, 28,671; live stock, 11,448; forest 
products, 36,420; ore, 10,664; coke, 12,019. 
' Railroads the week ended Feb. 27 loaded 696,727 cars of 
revenue freight (see Traffic World, March 6), according to the 
Association of American Railroads. All districts, except the 
Northwestern and Southwestern, reported increases in the num- 
ber of cars loaded with revenue freight, compared with the 
srresponding week in 1936. All districts reported increases 
empared with the corresponding week in 1935. 

Loading of revenue freight in 1937 compared with the 
two previous years follows: 





1937 1936 1935 
nt 0 JOURS 2. cccccccccccoes 3,316,886 2,974,553 2,766,107 
rae Weneeeey 6 oo. ccccccccscess 675,026 621,686 591,327 
Wek of February 13 ......cccccces 691,618 631,095 581,669 
Week of February 20 ............... 714,884 586,487 553,165 
Week of February 27 ...........cee0. 696,727 672,869 604,331 
BNC oe Tee ee Akama daceeee wma 6,095,141 5,486,690 5,096,599 


Revenue freight loading by districts the week ended Feb. 
YN and for the corresponding period last year was reported as 
follows : 


Eastern district: Grain and grain products, 5,294 and 6,645; live 
stock, 1,268 and 1,050; coal, 29,516 and 37,820; coke, 3,053 and 2,965; 
forest products, 3,120 and 2,255; ore, 1,386 and 575; merchandise, L. C. 
L 37,993 and 40,519; miscellaneous, 74,619 and 58,500; total, 1937; 
15,249; 1936, 150,329; 1935, 140,480. 

Allegheny district: Grain and grain products, 3,121 and 4,133; live 
stock, 864 and 799; coal, 38,687 and 42,994; coke, 5,277 and 3,850; for- 
et products, 1,166 and 1,025; ore, 2,204 and 843; merchandise, L. C. L., 
7,700 and 27,897; miscellaneous, 68,297 and 51,274; total, 1937, 147,316; 
1936, 132,815; 1935, 119,238. 

Pocahontas district: Grain and grain products, 233 and 343; live 
stock, 52 and 59; coal, 41,785 and 39,823; coke, 486 and 667; forest 
products, 819 and 568; ore, 109 and 105; merchandise, L. C. L., 5,706 
and 5,415; miscellaneous, 6,902 and 6,169; total, 1937, 56,092; 1936, 
53,149; 1935, 45,460. 
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Southern district: Grain and grain products, 2,291 and 3,384; live 
stock, 903 and 877; coal, 22,815 and 20,605; coke, 674 and 600; forest 
products, 11,683 and 9,060; ore, 868 and 835; merchandise, L. C. L., 
28,500 and 28,342; miscellaneous, 42,818 and 37,898; total, 1937, 110,552; 
1936, 101,601; 1935, 94,756. 

Northwestern district: Grain and grain products, 6,022 and 8,944; 
live stock, 1,852 and 2,355; coal, 7,420 and 13,329; coke, 2,246 and 
1,778; forest products, 8,780 and 8,152; ore, 391 and 195; merchandise, 
L. C. L., 17,472 and 18,510; miscellaneous, 28,712 and 26,390; total, 
1937, 72,895; 1936, 79,653; 1935, 68,676. 

Central Western district: Grain and grain products, 7,438 and 9,012; 
live stock, 4,831 and 4,406; coal, 14,366 and 13,693; coke, 150 and 201; 
forest products, 5,351 and 4,549; ore, 5,136 and 3,092; merchandise, L. 
Cc. L., 23,652 and 24,097; miscellaneous, 38,166 and 38,400; total, 1937, 
99,090; 1936, 97,450; 1935, 86,524. 

Southwestern district: Grain and grain products, 3,373 and 4,196; 
live stock, 1,233 and 1,027; coal, 4,555 and 6,889; coke, 103 and 252; 
forest products, 4,760 and 4,257; ore, 589 and 228; merchandise, L. C. 
L., 12,108 and 12,971; miscellaneous, 28,812 and 28,052; total, 1937, 
55,533; 1936, 57,872; 1935, 49,197. 


L C. C. SEMI-CENTENNIAL 


The Commission has made public the program for the 
semi-centennial exercises of the Commission to be held April 
1 in the U. S. Departmental Auditorium as follows: 





‘ I. Morning session at 10 o’clock. 

Presiding: Joseph B. Eastman, commissioner. 

1. The employes of the Interstate Commerce Commission. George 
M. Crosland, assistant director, Bureau of Traffic, senior employe of 
the Commission. 

2. The practitioners before the Commission. Allan P. Matthew, 
president of the Association of Practitioners before the Interstate 
Commerce Commission. 

3. The State Commissions and the Interstate Commerce Commission. 
John E. Benton, general solicitor, National Association of Railroad 
and Utilities Commissioners. 

II. Afternoon session at 2 o'clock. 

Presiding: Frank McManamy, commissioner. 

1. The roots of the act to regulate commerce. 
commissioner. 

2. The act to regulate commerce before 1920. Patrick J. Farrell, 
former commissioner and chief counsel. 

3. The interstate commerce act since 1920. John J. Esch, former 
commissioner, and member of committee on interstate and foreign 
commerce of the House of Representatives for 18 years. 

III. Evening session at 8 o’clock. 

Presiding: Balthasar H. Meyer, commissioner. 

1. The interstate commerce act and the Interstate Commerce 
Commission from the standpoint of: 

(a) The committee on interstate and foreign commerce of the 
House of Representatives. Clarence F. Lea, present chairman of the 
committee, and a member for 16 years. 

(b) Sam Rayburn, present (House) floor leader, and for 24 years 
member and chairman of the interstate commerce committee. 

(c) The committee on interstate commerce of the United States 
Senate. Burton K. Wheeler, chairman, and for 13 years member of 
the committee. 

2. Reading of a message from the President of the United States. 


Clyde B. Aitchison, 


TRANSPORTATION LEGISLATION 


Chairman Lea, of the House committee on interstate and 
foreign commerce, has appointed subcommittees on H. R. 4341, 
relating to establishment of through routes, and H. R. 1638, 
limiting appointments to the Commission so that not more than 
one member would come from each Federal Land Bank dis- 
trict. Representative Maloney, of Louisiana, and Representa- 
tive Bulwinkle, of North Carolina, respectively, head the sub- 
committees. Mr. Bulwinkle also heads a subcommittee on H. R. 
222, providing for “seeing-eye” dogs for blind travelers. 

A subcommittee of the House committee on interstate and 
foreign commerce has reported favorably to the whole com- 
mittee, H. R. 185, the railroad inspection bill. 





Revenue Freight Car Loading—Week Ended Saturday, Feb. 27 


Grain and Live 
grain prod. stock Coal 
1937 27,772 11,003 159,144 
Total all roads ..........ecee. 1936 36,657 10,573 175,153 
| 1935 29,125 12,731 138,849 
Preceding week February 20 ..... 1937 29,852 11,669 156,634 
Per cent increase over .......... 1936 4.1 
Per cent decrease under ......... 1936 24.2 9.1 
Per cent increase over .......... 1935 14.6 
Per cent decrease under ......... 1935 4.6 13.6 
1937 265,066 113,085 1,387,552 
Cumulative 9 weeks to Feb. 27. 2 1936 271,595 105,256 1,493,476 
1935 228,666 120,199 1,262,455 
Per cent increase over .......... 1936 7.4 
T cent decrease under ......... 1936 2.4 7.1 
Per cent increase over .......... 1935 15.9 9.9 
Per cent decrease under ......... 1935 5.9 
ee 


Per cent to 15 year average 93.0. 


Forest Mdse. 
Coke products Ore L.C.L. Miscellaneous Total 
11,989 34,679 10,683 153,131 288,326 696,727 
10,313 29,866 5,873 157,751 246,683 672,869 
8,236 26,010 4,191 159,708 225,481 604,331 
12,116 37,111 10,921 166,476 290,105 714,884 
16.3 16.1 81.9 16.9 3.5 
2.9 
45.6 33.3 154.9 27.9 15.3 
4.1 
106,493 288,142 91,302 1,403,838 2,439,663 6,095,141 
90,999 238,380 50,797 1,294,618 1,941,569 5,486,690 
71,735 201,169 32,052 1,340,833 1,839,490 5,096,599 
17.0 20.9 719.7 8.4 25.7 1.1 
48.5 43.2 184.9 4.7 32.6 19.6 





























































































































































REVENUE TRAFFIC STATISTICS 
Revenue traffic statistics of Class I steam railways com- 
piled by the Commission’s Bureau of Statistics from reports rep- 
resenting 144 railways (switching and terminal companies not 
included) for December, 1936 and 1935, and 1936 and 1935, 


follow: 
December 
AGGREGATES 1936 1935 
*1. Miles of road operated at close of 
month, freight service ............. 235,042 235,780 
*2. Miles of road operated at close of 
month, passenger service ........... 178,834 . 
3. Number of revenue tons carried ...... 152,422,218 118,778,048 
4. Number of revenue tons carried one 
OS ree rr rt 31,042,772 23,706,363 
5. Freight revenue (whole dollars) ...... $298,919,690 $234, 367,228 
6. Number of revenue passengers carried: 
6-01. Commutation passengers ..... 20,676, 467 22,383,860 
6-02. All other passengers .......... 22,498,026 18,214,415 
Pn EL. © SLeRE Ue eee nheee ebbewss one 43,174,493 40,598,275 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers ...... 327,943,919 345,103,578 
7-02. All other passengers .......... 1,836,540,130 1,441,833,517 
TE: Of. 66cb eR Se he cGckiahéwstand 2,164,484,049 1,786,937,095 
8. Passenger revenue (whole dollars) : 
8-01. Commutation fares ........... $3,403,143 $3,833,772 
$02. All other fares ............... $35,858,020 $30,578,359 
te SS Se ee $39,261,163 $34,412,131 
*9. Passenger train-milest ............... 36,707,240 34,229,954 


*10. Passenger car-miles (excluding club, 

lounge, dining, observation, and % 

combination-passenger car-miles)§ .. 153,759,880 ° 
10 (a). Passenger car-miles and_ club, 

lounge, dining, observation, and all 

combination-passenger car-miles§$ ... 187,518,594 161,832,016 


AVERAGES 
FREIGHT TRAFFIC: 


11. Miles per revenue ton per road ... 203.7 199.6 
4 12. Revenue per ton-mile (cents) ..... 0.963c 0.989c 
: 13. Revenue per ton per road (dollars) $1.96 $1.97 
COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road ..... 15.9 15.4 
15-01. Revenue per passenger-mile (cents) 1.04¢ 1.11¢ 
16-01. Revenue per passenger per road 
SUID? ere ee Eh ce $0.16 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road ..... 81.6 79.2 
15-02. Revenue per passenger-mile (cents) 1.95¢ 2.12c 
16-02. Revenue per passenger per road 
I li I te $1.59 $1.68 
TOTAL PASSENGER TRAFFIC: 
14-03. Miles per passenger per road .... 50.1 44.0 
15-03. Revenue per passenger-mile (cents) 1.81¢ 1.93¢ 
16-03. Revenue per passenger per road 
DL. Gi aeot oh ok ce bbe wes ooo $0.91 $0.85 
17. Revenue passenger-miles per train- 
. DP cTtEksbhen asco nieeeaes benacy 59.0 52.2 
18. Revenue passenger-miles per car- 
MED. kWavakavedsebecnkusavanixcene 14.1 12.1 


Twelve Months 








AGGREGATES 1936 1935 

*1. Miles of road operated at close of 

month, freight service; ............ 235,495 236,371 
*2. Miles of road operated at close of 

month, passenger servicey .......... 179,605 ¢ 
3. Number of revenue tons carried ...... 1,708,841,039 1,413,963,679 
4. Number of revenue tons carried one 

mile (GhousamGs) ..........sescccee. 338,984,369 282,261,454 
5. Freight revenue (whole dollars) ......$3,305,353,243 $2,793,663,573 
6. Number of revenue passengers carried: 

6-01. Commutation passengers ..... 259,195,449 259,099, 386 

6-02. All other passengers .......... 230,960,161 186,321,044 

oo ee a een rer 490,155,610 445,420,430 
7. Number of revenue passengers carried 

one mile: 

7-01. Commutation passengers ...... 4,187,710,388 4,111,625, 705 

7-02. All other passengers .......... 18,228,350,273 14,365,155,869 

DL cock asee se ankoene eons eee 22,416,060,661 18,476,781,574 
8. Passenger revenue (whole dollars): 

8-01. Commutation fares ........... $44,186,344 $44,896,005 

eae $367,781,329 $312,572,253 

i Ea Cac Seee pus ox sed bw es $411,967,673 $357,468,258 
*9. Passenger train-milest ............... 404,730,303 388,864,374 


*10. Passenger car-miles (excluding club, 
lounge, dining, observation, and % 
combination-passenger car-miles)§ .. 1,650,155,968 e 
10 (a). Passenger car-miles and _ club, 
lounge, dining, observation, and all 
combination-passenger car-miles§ ... 2,043,365,308 1,805,681, 386 
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AVERAGES 
FREIGHT TRAFFIC: 


11. Miles per revenue ton per road ... 198.4 1996 
12. Revenue per ton-mile (cents) ..... 0.975¢ 0,994, 
13. Revenue per ton per road (dollars) $1.93 $1. 
COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road ..... 16.2 159 
15-01. Revenue per passenger-mile (cents) 1.06¢ Lx 
16-01. Revenue per passenger per road 
REE Si a ea ee $0.17 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road ..... 78.9 Ti 
15-02. Revenue per passenger-mile (cents) 2.02c 2.1% 
16-02. Revenue per passenger per road 
ED rg ott Seuss on on oe oink a $1.59 $1.68 
TOTAL PASSENGER TRAFFIC: 
14-03. Miles per passenger per road .... 45.7 415 
15-03. Revenue per passenger-mile (cents) 1.84¢ 1.9% 
16-03. Revenue per passenger per road 
NE xceuguuigeiausesse es cu $0.84 $0.3 
17. Revenue passenger-miles per train- 
- piers heen isn aah Sin cig pio ino 55.4 415 
18. Revenue passenger-miles per car- 
IR ae eae eee 13.6 112 


*New statistical item effective January 1, 1936. Where prior perigg 
figures are not shown, they are not available. 

7Represents an average of the mileage reported at the close of 
each month within the period. 

tTrain-mile figures for 1936 are not exactly comparable with those 
for 1935 because of a change in classification of mixed-train mileage. 
However, this change does not seriously affect comparisons because the 
passenger-train proportion of mixed-train mileage for the year 19% 
was only 1.62 per cent of total passenger-train mileage. 

§Owing to a change in classification, the passenger car-miles for 
1936 are not exactly comparable with those reported for 1935. Totals 
against item 10 (a) represent, as nearly as possible, the basis of com- 
pilation followed prior to revision of the classification and have been 
constructed for both years from car-mile data in published statements 
covering freight and passenger train performance. 





SHIPPER LIABILITY FOR CHARGES 


Representative Buck, of California, has introduced H. R. 
5399, a bill to amend the interstate commerce act by providing 
that. the shipper shall not be liable for charges in certain cases. 
The bill follows: 

That paragraph (2) of section 3 of the interstate commerce att, 
as amended, is amended by adding at the end thereof the following 
new sentence: “If a shipper or consignor causes notice to be given 
the delivering carrier to deliver freight transported by it only upon 
payment of all tariff rates and charges thereon and delivery is made 
without such payment, the shipper or consignor (irrespective of 
whether the shipper or consignor is also consignee) shall not be liable 
(as consignor or consignee, or otherwise liable) to the carrier for 
such tariff rates and charges.”’ 

COAL BY RAIL AND WATER 

The coal economics division of the U. S. Bureau of Mines 
has completed a table covering bituminous coal loaded for 
shipment on individual railroads and waterways, in 1935. The 
table is based on complete reports from all coal operators and 
includes railroad fuel. It shows the total tonnage of soft coal 
originating on each railroad and waterway in each state, and 
the total for the United States. For instance, the Chicago, Mil- 
waukee, St. Paul and Pacific loaded 3,847,500 tons of coal in 
Indiana, 582,720 tons in Iowa, 37,194 tons in Missouri, 772,781 
tons in Montana, 8,478 tons in North Dakota, 1,862 tons in 
South Dakota, and 6,125 tons in Washington. The total for 
the road amounted to 5,256,660 tons in 1935. Similar informa- 
tion is shown for 147 other railroads and for 8 waterways. | 

A small stock of the table has been mimeographed and will 
be furnished while the supply lasts without charge to sub- 
scribers and others receiving the monthly coal distribution re- 
port who have need for the data, says the division. 

COST OF RAIL FUEL : 

The cost of fuel and power charged to yard and train 
service of Class I steam railways, exclusive of switching and 
terminal companies, in 1936, was $252,821,482, according to 
statement No. M230 prepared by the Bureau of Statistics of 
the Commission. For December the cost was $24,429,054. 


LOCOMOTIVE BOILER INSPECTION 
The Senate has confirmed the appointment of Allyn C. Breed 
to be assistant chief inspector of locomotive boilers. 


HAWAII AND I. C. A. 

Delegate King, of Hawaii, has introduced H. R. 5463, 4 
bill to exclude intraterritorial transportation, traffic and service 
in the Territoy of Hawaii from the operation of the interstate 
commerce act. 
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March 13, 1937 


AIR CARRIER REGULATION 


The Traffic World Washington Bureau 


A subcommittee of the Senate interstate commerce com- 
mittee began hearings March 8 on Senator McCarran’s bill, 
s, 2, as revised by him, providing for regulation of air car- 
riers by the Commission. In explaining the measure, Senator 
McCarran emphasized that centralized control of the air carrier 
industy was desirable and pointed to the fact that now several 
government departments had jurisdiction over one phase or 
another of the industry. 

Colonel William Robertson, of the U. S. army, appeared 
in support of the measure. 

As chairman of the Commission’s legislative committee, 
Commissioner Eastman, in a letter responding to a request for 
comments from the Commission by Chairman Wheeler, said 
that the McCarran air bill, S. 21, provided for comprehensive 
regulation in the public interest of air transportation in inter- 
state commerce similar in scope to parts I and II of the inter- 
state commerce act governing, respectively, the regulation of 
railway and highway carriers. 

“Present federal regulation of aircraft is provided by three 
acts, the air commerce act, 1926, as amended; the air mail act, 
1934, as amended, and the foreign air mail act, 1929,” said Mr. 
Eastman in his letter which was included in the record of the 
hearings on the bill. “The first of these has to do with safety 
standards and aids to air navigation, and is administered by 
the Department of Commerce. The second has chiefly to do, 
directly or indirectly, with the carriage of air mail, and in that 
connection is administered partly by the Post Office Department 
and partly by this Commission. The third is administered by 
the Post Office Department. In various respects there is a 
somewhat confusing division of authority, and over certain 
important matters there is an entire absence of authority.” 

The commissioner pointed out that the Commission had 
commented on this situation in its recent annual report for the 
year ended Nov. 1, 1936. 

In general, said he, the Commission approved the general 
purpose and the general nature of the provisions of the Mc- 
Carran bill, subject to suggested changes. In his general dis- 
cussion of the air transportation problem, Mr. Eastman said: 


Recent developments have, we feel, 
legislation of this general character. 

Air transportation in the United States is growing very rapidly. 
During the period of more than two years in which the Commission 
has had limited jurisdiction over domestic air carriers, we have had an 
opportunity to observe this remarkable growth. In June, 1936, the 
scheduled air carriers of the United States transported 137.5 per 
cent more passengers than in June, 1934, while increases of 275 per 
cent in pounds of express, and of 166.2 per cent in pounds of mail, 
carried were recorded in the same period. The business of the industry, 
therefore, has nearly trebled in the last two years. It is intresting 
to note, also, in this connection that in 1936 the total commercial 
aircraft operations in the United States were considerably more than 


twice those of the scheduled air carriers alone, the figures being as 
follows: 


emphasized the need for 


Passengers carried by domestic scheduled airlines........... 1,020,297 
Passengers carried by domestic nonscheduled operators..... 1,027,280 
Miles flown—domestic scheduled................ccceeccecceees 63,777,221 
Miles flown—domestic nonscheduled.................c.ceceeeee 88,480,000 


These figures do not include privately-owned airplanes not op- 
erated for hire. During the same period, air carriers of the United 
States engaged in foreign air commerce carried 125,841 passengers and 
flew a total of 9,590,938 miles. 

American air transport now spans the Pacific, and plans for the 
inauguration of trans-Atlantic air service during the summer of 1937 
are being actively considered by air-transport companies both at home 
and abroad. These trans-oceanic services will materially increase the 
future business of the domestic lines. 

It has recently been announced that July 1, 1937, will probobly 
mark the inauguration of a tran-Canadian airway, for mail and pas- 
sengers, to operate in cooperation with the trans-Atlantic service which 
is to be established by the British government. The main line of this 
Service extending from Halifax to the British Columbia coast will 
connect with the United States lines. 


Need for Regulation 


Aside from the spectacular growth of the industry, certain other 
developments have occurred which indicate the need for governmental 
Supervision of air transportation. From inquiries to our Bureau of 
Air mail it appears that several individuals and firms are contemplating 
the institution of new air transport services. These interests seem to 
be concerned only with the transportation of passengers and express. 
The present air-mail laws apply only to those air transport operators 
holding mail contracts. New nonmail air carriers entering the com- 
petitive fieltl of passenger and express transportation thus would not 
be subject to any of the provisions of those laws, and serious com- 
petitive situations might arise from their operations. 

Recently there has been a sharp reduction in passenger fares by 
at least three scheduled air transport companies in a competitive race 
for more business, and another company has inaugurated an air freight 
Service at rates substantially lower than air express rates. 
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It appears, therefore, that without some governmental supervision 
over rates, fares, charges and practices for the transportation by 
air of both persons and porperty, as well as mail, a situation may 
be created which will endanger the stability of commercial air trans- 
port in the United States. At present our jurisdiction over rates is 
limited to establishing fair and reasonable rates of compensation for 
the transportation of air mail under contracts between the post office 
department and the carriers. The air mail act specifically directs that 
in making determinations of such rates we shall take into consideration 
the revenues and profits from all sources. While passenger and ex- 
press revenues, therefore, are now important factors considered in 
fixing mail-pay rates, there is no regulatory control over the rates 
from which such revenues are derived, and nothing to prevent de- 
structive competition in such rates, possibly at the expense of the 
government. 

The history of the development of commercial air transpertation 
in the United States indicates that its inception was primarily for 
consideration of national defense. Insufficiently organized productive 
capacity in the manufacture of aircraft, together with a scarcity of 
trained personnel, experienced during the World War, were two im- 
portant reasons why civil aeronautical development appeared not only 
desirable but necessary. 

The large land area of the United States and the economic 
necessity for rapid communication and travel are factors which will 
assist the federal government in any program designed to foster com- 
mercial air transport development as an adjunct to national defense. 
Orderly planning is essential to the success of any such program. 
Unregulated and destructive competition might easily endanger and 
retard progress in such development. 


In reply to Senator Truman, chairman of the subcommittee 
in charge of the bill, Senator McCarran said the fundamental 
principles of the bill were the same as S. 3420, which was favor- 
ably reported August 15, 1936, in the Seventy-fourth Congress, 
by the Senate interstate commerce committee. 

David L. Behncke, president, and Edward G. Hamilton, 
executive representative, Air Line Pilots’ Association, approved 
the McCarran proposals in principle. They objected to pro- 
posed repeal of section 13 of the air mail act of 1934 providing 
for minimum rates of pay and maximum flying hours for pilots. 

Commissioner Eastman appeared before the subcommittee, 
his testimony being along the line of his letter on the McCarran 
bill. 

The bill met with opposition from the Department of Com- 
merce and the Post Office Department. 

For the Commerce Department Dennis Milligan, attorney 
in the solicitor’s office, said that while it was in accord with 
the aim eventually to consolidate the activities of the federal 
agencies dealing with transportation, the department was “pres- 
ently unable to give its approval to the enactment of the legis- 
lation proposed in S. 2, as amended.” Objection was made 
by the department to provisions affecting the present authority 
of the Secretary of Commerce under the provisions of the air 
commerce act, particularly as they related to jurisdiction over 
overseas and foreign air commerce; and issuance of certificates 
of public convenience and necessity, as well as other provisions. 

Karl A. Crowley, solicitor for the Post Office Department, 
in advising the subcommittee of opposition of the depart- 
ment to the bill, said the department felt such legislation as 
proposed was not wise at this time nor necessary. It was pro- 
posed, said he, to transfer all the normal functions of the 
department with respect to air mail to the Commission—func- 
tions the department felt should be left with it. He reviewed 
the air mail situation as it had been developed under the 
Roosevelt administration. 


AIR TRAFFIC 


Air lines operated by American companies (domestic and 
foreign extensions) carried 1,147,969 passengers and 8,350,010 
pounds of express in the calendar year 1936, according to the 
Bureau of Air Commerce, Department of Commerce. 

Of the total number of passengers carried in 1936 there 
were 1,020,931 who traveled on the domestic air lines and 
127,038 who flew on extensions to foreign countries. 

In 1935 the American-operated air lines carried 860,761 
passengers and 5,511,737 pounds of express. 

Miles flown by all scheduled operators in 1936 were 73,- 
303,836 as compared with 63,540,233 flown in 1935. Passenger 
miles flown in 1936 were 491,744,053 and for 1935 this figure was 
360,569,431. A passenger mile is the equivalent of one passenger 
flown one mile. 

There were 380 airplanes in operation on the scheduled 
air lines at the end of the year, and these aircraft consumed 
37,057,069 gallons of gasoline and 871,663 gallons of oil in 1936. 
The air lines furnished employment for 9,972 persons (as of 
December 31) classified as follows: 690 pilots, 543 copilots, 
2,864 mechanics and ground crew men, 1,764 other hangar and 
field personnel, 3,721 operations and office personnel, 287 
hostesses and 103 stewards. ; 

The foregoing statistics apply to all American-operated air 
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lines—those within the United States as well as those extending 
from this nation to other countries. 

On the domestic lines only, miles flown totaled 63,777,226; 
passengers carried were 1,020,931; passenger miles flown, 435,- 
740,253; and express carried, 6,958,777 pounds. 

The domestic lines had 106,774 flights scheduled, of which 
100,335 were started. There were 4,702 extra sections flown, 
and the total number of trips completed was 100,420. Of all 
trips started, the air lines completed 95,6 per cent. 

The average speed for all the domestic air lines at the end 
of the year was 151 miles per hour, and the average length of 
a passenger’s trip was 427 miles. Of seats which were available, 
both foreign and domestic, 72.24 per cent were used. 

Detailed results of the survey of air line operations in 1936 
and 1935 follow: 


DOMESTIC 
1935 1936 
NN etek ood Wet L ane eivln wk eae eee 55,380,353 63,777,226 
OE <<... uscasteee seb beuenw ae 746,946 1,020,931 
PES, SEIOS BOWE on... cccccvcvvcccccus 313,905,508 435,740,253* 
Passenger seat miles flown ................ 572,546,530 680,708,230 
Express carried (pounds) ................. 3,822,397 6,958,777 
Express pound miles flown ................. 2,179,604, 285 3,721,618,113 
FOREIGN 
SEERA OS EE TT AEE EN 8,159,880 9,526,610 
ES et ee 113,815 127,038 
ee OE OD soso dive ckveeeewcsivnne 46,663,923 56,003,800 
Passenger seat miles flown ................ t 
Express carried (pounds) .................. 1,689,340 1,391,233 
Express pound miles flown ................ 7 t 
DOMESTIC AND FOREIGN 
NEE RIS eee ee 63,540,233 73,303,836 
ea cas eauibee eakeis 860,761 1,147,969 
SO SNE) 4 i's so bn bw ine'e wine cu's 360,569,431 491,744,053* 
Passenger seat miles flown ................ 572,546,530 680,708,230 
Express carried (pounds ..........ssseee. 5,511,737 8,350,010 
Express pound miles flown .............. . .2,179,604,285 3,721,618,113 





*Increase over previously published figures due to supplemental re- 
port from one operator. 
7Not available. 


Scheduled air lines operating in continental United States 
carried 46,012 passengers in January, 1937, according to reports 
to the Bureau of Air Commerce, Department of Commerce, 
from the 19 companies operating in that month. 

The domestic scheduled air lines flew 4,198,584 miles, 
carried 554,030 pounds of express, and flew 21,378,754 pas- 
senger miles during January. (A passenger mile is the equiva- 
lent of one passenger flown one mile.) 

A comparison with January, 1936, is shown in the follow- 
ing : 

Jan., 1936 
Ee eer rrr 19 23 
EE ES Se ene 19 23 


66k pea ckn bap wiweesoe ee 46,012 44,061 
Express carried (pounds) ................. 554,030 354,301 
Express pound miles flown ............... 320,442,556 195,295,810 
ee ee reba ka den eae ees 4,198,584 4,245,199 
Ee ee re 21,378,754 18,982,807 
Passenger seat miles flown ............... 47,406,423 43,221,984 
og a 45.10 43.92 


ACCIDENTS ON AIR LINES 


The scheduled air lines of the United States flew 1,420,741 
miles each accident and 15,118,023 passenger miles each pas- 
senger fatality in the last half of 1936, according to the Bureau 
of Air Commerce, Department of Commerce. 

There were 5 fatal accidents in which 19 passengers, 5 
pilots, 5 copilots and 3 crew members lost their lives. 


These statistics cover operations of all lines operated by 
companies in the United States, including domestic air lines 
and extensions to foreign nations. The domestic air lines, in 
this period, had 26 accidents, flying 1,334,570 miles per accident. 
The foreign air lines had 2 accidents, in which one pilot was 
fatally injured, and flew 2,540,969 miles each accident. 

Causes of accidents on the domestic and foreign extension 
air lines were as follows: Personnel errors, 37.50 per cent; 
power plant failures, 3.57 per cent; airplane failures, 25 per 
cent; weather, 10.71 per cent; airport and terrain, 14.29 per 
cent; other causes, 3.57 per cent; undetermined and doubtful, 
5.36 per cent. 

Accidents also are classified by nature in Bureau of Air 
Commerce reports. The 28 accidents occurring on the air lines 
in the period July-December, 1936, included: Collisions in full 
flight with objects other than aircraft, 5; forced landings, 2; 
landing accidents, 10; taxying accidents, 10; and undetermined 
and doubtful, 1. 
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Persons involved in the 28 accidents numbered 220, jp. 
cluding passengers, pilots, copilots and crew. Of these, 175 
suffered no injuries. Twelve suffered minor injuries, 1 wags 
severely injured and 32 were fatally injured. 


AIR MAIL TO ORIENT 


Transpacific air mail service will, on April 21, be extendeg 
from Manila, Philippine Islands, to Macao, Portuguese Territg 
(near the China coast) and to Hongkong, where connections 
will be made with airline services in China and airline gery. 
ices to Australia and intermediate points and to India and inter. 
mediate points, says the Post Office Department. 


MOTOR ORDERS EFFECTIVE 


The following proposed motor orders have become effec. 
tive as of the date shown: 

MC 50191, Ray Danner, contract carrier application, as 
of March 2; MC 50202, R. L. Drake and G. C. Drake, common 
carrier application, as of March 1; MC 50221, Erickson & 
Miller, contract carrier application, as of March 2; MC 50229 
Eskridge & Bell, common carrier application, as of March 1: 
MC 50379, Eldemore E. Lanoue, contract carrier application, 
as of March 2; MC 50460, John L. McGory, common carrier 
application, as of March 2; MC 50472, Avery Earl Jones, com- 
mon carrier application, as of March 1; MC 50503, Jess Morgan, 
contract carrier aplication, as of March 2; MC 50669, Lisandro 
Micheli, common carrier application, as of March 2; MC 50713, 
E. Pulec, contract carrier application, as of March 2; MC 50779, 
Frederick Mandile, common carrier application, as of March 2: 
MC 50865, W. R. Whitman, contract carrier application, as of 
March 1; MC 71432, M. G. Shelton, motor carrier application, 
as of Feb. 25; MC 86359, John W. Carr, contract carrier appli- 
cation, as of March 2. 

Order in MC 50138, Cecil Gilbert Byford, contract carrier 
application, has become effective as of February 12. 

Order in MC 50051, Morris & Uhrich, contract carrier ap- 
plication, has become effective as of February 19. 

Order in MC 84424, Sam Baron, contract carrier applica- 
tion, has become effective as of February 12, 1937. 


MC 60107, Hibbing Van & Transfer Co., common carrier 
application, as of March 3; MC 50975, Max Zemmit, common 
carrier application, as of March 2; MC 50703, R. A. Greene, 
common carrier application, as of March 3; MC 50535, Lemuel 
O. Morris, contract carrier application, as of March 3; MC 
90525, John Conover Nichols, contract carrier application, as of 
March 3; MC 50502, Robert G. Moore, contract carrier applica- 
tion, as of March 3; MC 50212, Joseph Darrigo, common car- 
rier application, as of March 3; and MC 3463, Futrell Brothers, 
common carrier application, as of March 3. 


TRUCK RATE AGREEMENT 


Because a stipulation that the complaint would be satisfied 
joint board No. 13, composed of Andrew Olson of Illinois and 
Samuel Bryan of Wisconsin, has recommended that the Com- 
mission dismiss MC C-22, Central States Motor Freight Bureau, 
Inc., vs. Checker Express Co. According to the board’s report 
after a part of the complainant’s evidence had been presented 
the parties entered into a stipulation by which the Checker 
Express Co. agreed to satisfy the complaint. 

The Central States Motor Freight Bureau, Inc., assailed the 
rates, rules, charges and regulations published in defendant’s 
tariff MF I. C. C. No. 1, applicable to the transportation of freight 
between Chicago, Ill., and Milwaukee, Wis., as unjust, unreason- 
able, and unremunerative in violation of section 202 (a) and 
section 216 (b) (d) of the motor carrier act. Reasonable rates, 
rules, regulations and practices, the report said, were sought for 
the future. 

A number of complaints against rates, rules and regulations 
of motor carriers have been filed by the Central States Motor 
Freight Bureau. This one will be disposed of in accordance with 
the agreement made at the hearing, if the Commission adopts 
the proposed report of joint board No. 13. The report was served 
March 10. 


MOTOR SERVICE AUTHORIZED 

The Commission, by division 5, has issued a certificate in 
MC 59610, application of William T. Cudhea, Nashua, N. H.,, 
dba W. T. Cudhea, trucking, effective April 5. ' 

The Commission, by division 5, has issued a certificate in 
MC 4392, application of H. Howe, El Paso, Tex., dba El Paso 
Arizona Motor Freight Lines, effective April 5. : 

The Commission has issued a permit in MC 626, application 
of Phillip M. Erickson, Minneapolis, Minn., and MC 34172, 
application of O. T. Nelson, Colorado Springs, Colo., to be- 
come effective April 10. 
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CONTRACT CARRIER CHARGES 


The Traffic World Washington Bureau 


About all the uncertainties and confusions that are felt 
among those concerned with the motor act were brought for- 
ward in the arguments made March 11 and the following day 
in respect of the Commission’s order in Ex Parte MC 9Q, in the 
matter of the filing of contracts by contract carriers by motor 
yehicle. On one point there was a large measure of agreement. 
It was that unless and until there was a more distinct defini- 
tion of what constituted a contract carrier not much progress 
could be made in the matter of providing for the making public 
of the charges of contract carriers. 

Under the order of the Commission, now standing to be 
effective April 15, schedules showing the minimum charges of 
contract carriers are to be superseded by the filing of contracts 
showing charges. In a number of instances those addressing 
the Commission on the subject definitely denied its power 
to require contract carriers to file contracts, open to public 
inspection, showing their charges. Assignments of time for 
arguments were made to the following: 

John S. Burchmore, N. I. T. League; Charles E. Cotterill, 

Motor Carrier Conference; H. S. Shertz, Furniture Warehouse- 
men’s Association; G. H. Dilla, Motor Carriers Traffic Bureau; 
R. M. Davitt, A. W. Heckman, Merchants Truckmen’s Bureau; 
E. E. Ebert, Motor Carriers Conference of New Jersey; T. F. 
Behler, Association of Truck Owners; W. S. Weeks, Calco 
Chemical Co.; A. S. Knowlton, Trunk Line Law Committee; 
H. E. Mangum, Levine Co.; Alexander Markowitz, Freedman 
Motor Service; Irving C. Fox, United Parcel Service; T. D. 
Pratt, L. J. Walsh, New York State Truck Association; R. E. 
Quirk, United States Truck Lines; R. D. Chase, Boston Wool 
Trade Association; H. F. Mowbray, Baron, Inc.; P. E. Blanch- 
ard, Armour & Co.; J. M. Scanlon, Interstate Contract Car- 
rers Association; K. F. Clardy, Truckaway Corp., et al.; R. K. 
Keas, Alton Dist. Manufacturers Association; E. E. Murphy, 
Brink’s, Inc.; H. E. Reinhard, Motor Truck Club of Massa- 
chusetts:; R. H. Cahouet, Motor Truck Bureau of Massachusetts; 
Farl Girard, Chicago-Milwaukee Motor Carriers; F. C. Heffer- 
ren, Central States Motor Freight Bureau; D. C. Rogers, Mis- 
souri Commission; Joseph Adelezzi, En. Motor Freight Bureau; 
Roland Rice, Wisconsin Highway Carriers Conference; J. A. 
O’Brien, Middlesex Trans. Co.; W. H. Wagner, Interior Iowa 
Packers ‘ 
Mr. Burchmore, for the National Industrial Traffic League, 
said the League’s opposition was to the publicity of the con- 
tracts and the requirement that the charges filed be adhered 
to for thirty days. He said that he and his associates repre- 
sented carriers and shippers and that there was a feeling that 
the order was beyond the jurisdiction of the Commission. But 
he said there was great diversity of sentiment on the subject. 
In fact, he said, there might be said to be a unanimity of dis- 
agreement as to what constituted a contract carrier. 

Commissioner Eastman asked whether the order requiring 
the filing of contracts would give the Commission information 
as to what were and what were not contract carriers. Mr. 
Burchmore said yes to that proposition, but added that the 
price, publicity of contracts, was too great for the public to 
pay. He suggested that the Commission could get information 
as to contracts in confidence as it did from railroads. In answer 
to a suggestion that the Commission did not get information in 
that way from the railroads Mr. Burchmore said that he had 
asked for railroad contracts and had been refused on the ground 
that the information was had in confidence. 


Mr. Cotterill spoke in favor of the order. Commissioner 
Caskie wanted to know whether the order did not require the 
filing of the actual charge and not the minimum charge. Mr. 
Cotterill said that he had had a metaphysical discussion as to 
the minimum and the actual charge. Mr. Caskie assumed that 
Mr. Cotterill had admitted that the order required the filing 
of the maximum charge and wanted to know where authority 
was found in the law for requiring the filing of the maximum 
charge. Mr. Cotterill said he did not find it in the language of 
the statute but added that he could see no difference between 
the maximum and the minimum charge when “you say the 
contract shall be filed.” He added that there was no such 
thing as a contract fixing a minimum charge. 

The condition to be got rid of he said was that produced 
by the filing, by one company, of a minimum schedule offering 
to haul, at 5 cents a hundred pounds in less than truck loads, 
from any point to any other point shown in the tariffs. 

Commissioner Eastman suggested that that condition could 
be cured by the Commission’s holding a hearing and issuing 
an order saying that the minimum charges should be not less 
than so and so. 
aa 2£ you_require the filing of contracts,” said Mr. Cotterill, 
the ‘jig will be up’ for 95 per cent of the so-called contract 
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carriers of that sort. They will be shown to be common and 
not contract carriers using their freedom from the publication 
of actual rates to cut under common carriers.” 


Mr. Shertz said there was a diversity of views on the sub- 
ject among those he was serving and therefore he said he was 
presenting merely his personal views. Commissioner Mahaffie 
asked him if he was not going to take a position with respect 
to the order. Mr. Shertz said he was in sympathy with the 
Commission’s objective, that of compelling so-called contract 
carriers to assume common carrier status by reason of that 
they were doing. He suggested that the difficulty was caused 
by the lack of information in the Bureau of Motor Carriers as 
to what carriers were doing. Therefore, he submitted forms 
of a questionnaire to be sent out by it, which, when answered, 
would enable the Commission to make a proper classification. 
Saying that he wanted to stay out of the question of the legality 
of the order of the Commission Mr. Shertz asked whether there 
would not be just as much confusion if the contracts were filed 
as there was when the schedules were filed? Obtaining of the 
contracts, he said, would not help the Commission one iota in 
making a classification of carriers. He indicated that in his 
opinion the Commission had not the power to require the filing 
of contracts. 

Mr. Dilla said the contract carriers he represented had no 
objection to the filing of contracts for the benefit of the Com- 
mission but that they did strenuously object to having charges 
made known to their competitors, thus affording them an op- 
portunity to cut their charges. 

Commissioner Caskie asked Mr. Dilla if the shipper gen- 
erally did not select the contract carrier offering the lowest 
rate. Mr. Dilla said that while the rate was of some weight in 
the matter, service was a greater consideration. He said that 
often the contract carrier afforded a service that got the goods 
to destination before they got out of the warehouse of a com- 
mon carrier. 

Mr. Davitt, of the Merchants Truckmen’s Bureau of New 
York, said the requirement of the filing of contracts would be 
intolerably burdensome. He said it was difficult for a contract 
carrier to make a dollar today and that they felt that they 
couldn’t make a dollar at all if they were required to file their 
contracts. He said his clients had been unable to find in the 
motor carrier act any authority for the order under discussion. 

Mr. Weeks objected strenuously he said to having contracts 
made public. He said it put him in mind of what happened at 
West Point where he went to school. Two or three men he 
said had violated their passes and the whole school was put in 
Coventry on that account. 

Edgar Watkins, Jr., to whom Mr. Cotterill yielded time, 
endorsed what the latter had said, in behalf of the Southern 
Motor Carriers Rate Conference. 

Mr. Ebert said the Commission had discretion to require 
the filing of schedules or contracts but no discretion as to 
whether the charges filed be minimum, maximum or actual. 

Mr. Knowlton favored the order. The minimum charge, 
he said, was only unilateral while the contract was bilateral. 
The idea of secrecy in the matter of charges, he said, was re- 
pugnant to the act and defeated the purpose of the law. 

Mr. Rogers said the Missouri commission believed the Com- 
mission should require the filing of contracts. A reading of 
the motor carrier act, he said, left no doubt of the authority 
of the Commission to require the filing of contracts. The 
phrase, “minimum charges,” he said, was inconsistent with the 
definition of a contract carrier, who, he said, transported under 
a special and individual agreement. He said the Commission’s 
order was legal. 

Mr. Mangum said he believed the order was contrary to 
the spirit of the motor carrier act and went beyond the au- 
therity of the Commission. It was just as much the duty of 
this Commission, said he, to protect inherent advantages of the 
contract carrier as those of common carrier. 


PENNSYLVANIA TRUCK CONTROL 


A conditional approval of unification of some of its motor 
adjuncts by the Pennsylvania has been given by the Commis- 
sion, division 5, in MC-F 3, Pennsylvania Truck Lines, Inc.. 
acquisition of control of the Barker Motor Freight, Inc., and 
MC-F 13, Barker Motor Freight, Inc., purchase of property and 
certificates of D. P. and Floyd Barker, doing business as Barker 
Motor Freight Lines. This is a supplemental report. 

In the prior report the Commission considered the proposed 
puchase by the Barker Motor Freight, Inc., of the property and 
operating rights of D. P. and Floyd Barker, doing business as 
Barker Motor Freight Lines; and acquisition by the Pennsyl- 
vania Truck Lines, Inc., of control of the Barker Motor Freight, 
Inc., by purchase of capital stock. An order of approval and 
authorization was deferred pending acceptance of conditions 
therein specified. 

The conditions were principally occasioned, said this report, 
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by three facts, namely: (1) Pennsylvania Truck Lines, Inc., is 
a part of a group of companies controlled by the American Con- 
tract and Trust Co., a wholly-owned subsidiary of the Pennsyl- 
vania Railroad Co.; (2) the railroad would acquire too extensive 
operating rights if the transaction were approved; and (3) under 
the provisions of section 213(a) (1) of the motor carrier act, 
the Commission might, under such terms and conditions as it 
found just and reasonable, approve a transaction of the present 
character only if it found “that the transaction proposed would 
promote the public interest by enabling . .. (the railroad) to 
use service by motor vehicle to public advantage in its opera- 
tions and will not unduly restrain competition.” 

Therefore, instead of issuing an order approving and per- 
mitting the acquisitions, the Commission laid down conditions 
to be observed before it would give its approval. The first was 
that the Pennsylvania acquire, subject to Commission approval, 
from the American Contract and Trust Co., all interest which 
the latter owned in the Pennsylvania Truck Lines, Inc. The 
second was that the service to be rendered by the Barker Motor 
Freight, Inc., in the event it received permission from the 
Commission on pending applications, be confined to service 
auxiliary and supplementary to that performed by the railroad 
company in its rail operations and in territory parallel and 
adjacent to its rail lines. The third was that the Barker Motor 
Freight, Inc., submit, based on claims made in its pending 
application under the “grandfather” clause, a statement of the 
routes and description of the territory over and within which it 
proposed to establish and operate such auxiliary and supple- 
mentary service; and also submit a statement of the arrange- 
ments proposed for divestment by it of all alleged operating 
rights in connection with remaining claims embraced in the 
“grandfather” application. 

Acting under these conditions the Pennsylvania and its 
subsidiaries made a transfer of $267,666.64 to bring about the 
changes required by the Commission. 

The Commission found that these transactions were in com- 
pliance with its conditions and would promote the public in- 
terest by enabling the Pennsylvania railroad to use service by 
motor vehicle. But that finding was subject to further condi- 
tions as follows: 


(1) That operations under the authority herein granted shall be 
confined between the points and over the routes described in the ap- 
pendix; (2) that the authority herein granted shall not be construed to 
include the right of rendering service to, or the interchanging of traf- 
fic at, any point other than a station on The Pennsyleania Railroad 
Co.; (3) that in the event abandonment is not intended, applicants shall 
advise us prior to otherwise acting under any of the authority herein 
granted, and not later than 30 days from the date of this report, how 
divestment is intended to be accomplished of their interest in such 
claims under the ‘‘grandfather’’ application of D. P. and Floyd Barker 
as may not be reflected in the routes shown in the appendix; and (4) 
that before recording the acquisitions upon their books, applicants shall 
submit the related journal entries, in duplicate, to our Bureau of 
Motor Carriers for approval. 

These findings are not to be understood as restricting the right 
of the Pennsylvania to use motor facilities in the manner and to the 
extent contemplated by part I in pick-up and delivery service in official 
territory of the interstate commerce act, or as prohibiting service to, 
or the interchange of traffic at, points not on the Pennsylvania’s own 
line but on a rail route respecting which it has trackage or similar 
rights, provided the latter include the privilege of serving intermediate 
stations. 


MOTOR INSURANCE 


The Commission, in Ex Parte MC 5, security for the pro- 
tection of the public as provided in the motor carrier act, and 
of rules and regulations governing the filing and approval of 
surety bonds, policies of insurance, etc., has denied the petition 
of the Virginia Highway Users’ Association, Inc., for reopening 
and further consideration of its petition of January 21, for modi- 
fication of Rule VIII governing renewals or extensions of in- 
surance policies of companies not legally authorized to transact 
business in each state in which the insured motor carrier 
operates. 

Similar action has been taken in the same proceeding as 
to the petition of the American Trucking Associations, Inc., filed 
January 10, also relating to Rule VIII. 


Cc. F. A. TRUCK RATES 


Plans are going forward for a series of meetings of motor 
truck operators, under the guidance of the Central States Motor 
Freight Tariff Bureau, preliminary to compiling five regional 
commodity rate tariffs in which, under the agreements reached 
at the meeting in Chicago March 4 (see Traffic World, March 6, 
p. 493), all of the truck commodity rates for application in 
Central Territory will be published. An effort is to be made 
to get full attendance at these meetings so that all operators 
may express their views and desires fully. Meetings will be- 
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gin March 22 and will be held at Madison, Wis.; Chicago: 
Indianapolis, Ind.; Louisville, Ky.; St. Louis, Mo.; Cincinngg 
Columbus and Cleveland, O., and Detroit, Mich., with a no 
sible additional meeting either at Buffalo, N. Y., or Pittsb 
Pa. The dates of the meetings at these points and other detgj, 
remain to be worked out. 

The Commission, by division 5, has issued its sixth supple 
mental order in I. and S. No. M-78, classes and commoditie, 
in central territory, suspending until May 20 tariffs carryj 
reductions in rates effective March 7. The additional tariffs gys. 
pended in this supplemental order are as follows: C. M. Myer 
supplement 1 to MF I. C. C. 60; supplement 1 to MF I. C. C. No, 
61; and supplement 1 to MF I. C. C. No. 62; Anthony E. Sicilia’; 
supplement No. 1 to MF I. C. C. No. 41; and Harry M. Slater 
supplement No. 1 to MF I. C. C. No. 140 (see Traffic Worlg 
March 6, p. 493). 





MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 53981, Diver & Shedron, contract carrier application 
and extension of operations; MC 53982, Diver & Shedron, com. 
mon carrier application; MC 50325, Charles M. Finch, common 
carrier application; MC F-69, Pacific Freight Lines purchase 
of property and operating rights of Los Angeles & Newport 
Freight Line; MC F-63, Santa Fe Transportation Co. purchase 
of operating rights of Kent Truck & Rigging Co.; MC 50984 
Waid Explosives Sales Co., contract carrier application; MC 
50710, Harvey R. Lehman, contract carrier application; MC 
50687, Sewell Oil Co., common carrier application; MC 50174 
Rollie Clemence, contract carrier application; MC 50636, Ervin 
Roberts, common carrier application; MC 23390, Carl Monroe 
Cain, broker application. 

The Commission, by division 5, has stayed until its further 
order the recommended order made in MC-F 71, E. T. & W. 
N. C. Motor Transportation Co. lease and option to purchase 
operating rights and property of Imperial Transportation Co., 
Inc. 

MC 30273, application of Carolina Transfer & Storage Co, 
Inc., Charlotte, N. C. 

MC 51520, Henry Carew Wylie, broker application. 


MOTOR TARIFF POSTING 


Because carriers by motor vehicle have failed to post and 
keep their tariffs, schedules of minimum charges or copies of 
contracts posted for public inspection as required by the act, 
the Commission, by Acting Secretary Laird, has issued the 
following notice to all motor carriers subject to sections 217 
and 218 of the motor carrier act, 1935: 


Numerous complaints have been made that motor carriers do not 
post and keep their tariffs, schedules of minimum charges, or copies 
of contracts stating rates and charges open to public inspection as re 
quired by sections 217 and 218 of the motor carrier act, 1935, and the 
Commission's regulations issued under the authority of those sections. 

It is unlawful to withhold posting a publication until its published 
effective date. 

Each such publication must be posted at each point required by 
Rule 6 of the tariff circular in time to give the notice required by the 
law. For example, if a carrier files a tariff or supplement thereto with 
the Commission, which tariff or supplement is to take effect on thirty 
days’ notice, copy of that tariff or supplement must be posted and 
kept open to public inspection at least thirty days prior to the effective 
date. The publications referred to above should be placed in the custody 
of an authorized employe of the carrier who must keep them in a com- 
plete and readily accessible form so that anyone (competitors, ship- 
pers and others) may examine them without assigning any reason for 
so doing. 

Carriers whose tariffs are issued by tariff publishing agents or by 
other carriers must see to it that they are furnished copies of such 
tariffs and all supplements thereto in time to permit the posting thereof 
in accordance with the requirements of the law. 

Carriers failing to comply with the requirements of the motor car- 
rier act, 1935, and the Commission's regulations as to posting and 
keeping their publications open to public inspection will be subject 
to prosecution. 





SANTA FE TRAIL STAGES 


On condition that the Santa Fe railway further simplify 
its motor transport structure, the Commission, division 5, in 
MC-F 34, Santa Fe Trail Stages, Inc., acquisition of control of 
Rio Grande Stages, Inc., has authorized the Santa Fe Trail 
Stages, Inc., to acquire control of Rio Grande Stages, Inc., by 
purchase of capital stock for $75,000. Santa Fe Trail Stages 
controlled by the railway company. 7 

The applicant, according to the Commission’s report, 38 
controlled through ownership of its entire stock by the oat 
Fe Trail Transportation Co. The latter is controlled throug 
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gwnership of 54 per cent of its stock by the General Improve- 
ment Co., a holding company wholly owned by the railway 
sompany. 

The finding that acquisition in the manner indicated would 
pe in the public interest is subject to the express condition that, 
subject to the Commission’s approval, such steps will promptly 
be taken as are legally possible and necessary, (a) to merge 
properties and operating rights of Rio Grande Stages, Inc., and 
Santa Fe Trail Stages, Inc., into the Santa Fe Trail Transpor- 
tation Co.; (b) to dissolve Rio Grande Stages, Inc., and Santa 
Fe Trail Stages, Inc.; and (c) to effect acquisition by the Atchi- 
son, Topeka & Santa Fe Railway Co. from the General Im- 
provement Co. of all interest which the latter owns in the Santa 
Fe Trail Transportation Co. 





MOTOR ACT AND STREET RAILWAYS 


Senator Truman, of Missouri, has introduced S. 1811, a bill 
io limit the applicability of the motor carrier act with respect 
to street railway systems. 





TRUCK ASSAULT ON TRUCK RATES 


The Central States Motor Freight Bureau, Inc., Chicago. 
in MC-C 36, Central States Motor Freight Bureau, Inc., vs. 
Lency Clairmont Transfer, Escanaba, Mich., has filed a com- 
plaint of many allegations against the rates, rules and regula- 
tions filed with the Commission by the defendant, alleging that 
the charges resulting from the tariff publication assailed destroy 
uniformity in rates and charges among motor carriers, are 
productive of demoralizing conditions in the trucking industry 
and create discriminations in violation of section 216(d) of 
the motor carrier act. The complainant asks the Commission 
to cancel the defendant’s MF-I. C. C. No. 1 and require rates, 
minmum weights, packing requirements, rules, regulations and 
practices the regulatory body may deem reasonable and just. 

Rates, rules, regulations and practices assailed apply in a 
territory composed of Illinois, Wisconsin and Michigan. 

The complaint alleges, among other things, that the rates 
assailed are diametrically opposed to the policy stated in sec- 
tion 202(a) of the motor carrier act; that the commodity de- 
scriptions in the tariff fail to specify packing requirement; that 
the provision “governed by National Motor Freight Classifica- 
tion,” appearing in the tariff, is indefinite in that there is no 
distinction made for the application of the “east,” “south” or 
“west” ratings and that a provision to the effect that the car- 
rier “reserves the right to request the shipper to procure in- 
surance for carrier’s account upon cargo haul” is of doubtful 
propriety. 


SIZE AND WEIGHT OF VEHICLES 


Editor The Traffic World: 

It is unfortunate that there still are people in this world 
who will jump to conclusions and express an opinion in writing 
on a subject about which they know very little, if anything. 

An alarming situation would be prevalent if one gave 
serious consideration to the opinion of a “rate expert.” The 
writer has been engaged in traffic work a good many years and 
during that time has found that the best definition of a rate 
expert is: “A man who knows a very little about a great deal, 
and keeps on knowing less and less about more and more, 
until finally he knows practically nothing about everything.” 


The writer has read the decision referred to and, in con- 
versation with a number of attorneys, the opinions they ad- 
vanced were very complimentary to the court. It has been 
pointed out that the facts in the opinion are well founded and 
have great merit. It was evident that a great deal of thought 
and deliberation had been given in order so clearly and justi- 
flably to base an opinion, particularly on such facts and con- 
clusions of law. 

It seems so unfair to criticize certificated carriers for bent 
fenders, minor damages, landing in ditches and even major 
accidents. The certificated carrier has the liability of keeping 
his equipment insured. Any insurance company official will 
tell you very promptly that it does not want and will not write 
bad risks. To avoid being placed in this category, every effort 
ls made by certificated carriers to keep accidents down to a 
minimum; every reasonable safety device is used on equipment; 
a truck is not allowed to go on the highways until it is in- 
spected. The driver is also carefully observed so that there 
will be no driver who had not had sufficient sleep, or who may 
have had a drink, who will get to carry out arun. As a further 
measure of safety, there is located on drivers’ routes checking 
stations, and here a driver has to submit to an inspection of 
himself and his truck. If either is not up to the required stand- 
oe the inspectors have authority to tie up the truck and/or 

er. 


As a matter of information, may we submit the following 
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taken from an authentic record: The writer’s company operated 
over 4 million miles in 1936 and had only 6 accidents—3 were 
less than $100 property damage, 2 over $100 property damage, 
and 1 in which personal injury was involved—total claims for 
1936 less than $2,500. This kind of safety record is typical of 
other certificated carriers. Why? Because we educate our em- 
ployes in safety and take precautions to see that they practice 
what they are taught. 

Subsidizing the highways? If this were only true! It may 
be of interest to the public to know that the special taxes as- 
sessed against trucks in 1935 amounted to $329,900,000. Each 
one and one-half-ton truck and trailer unit which qualifies in 
Florida pays to the state $240.50 before it ever turns a wheel. This 
is for tags only. Every mile that it travels it pays to the state 
a wheel tax of one cent per mile and, mind you, all that the 
law allows them to haul is a pay-load of 12,000 pounds, and 
a gross load of 22,000 pounds. In addition, there is a tax of 
seven cents per gallon paid to the state and one cent a gallon 
paid to the federal government for every gallon of gasoline 
used. 

Subsidizing the highways? If what the trucker now has 
to pay is termed subsidizing, then let us hope that we will be 
allowed to continue to subsidize. 

This is a very broad subject—much could be written on it. 
It is hoped that these few remarks will serve some good pur- 
pose. The writer could not let go unchallenged the remarks 
under the subject, “Sizes and Weights of Motor Vehicles” in 
The Traffic World, February 13. 

It is said by an old Chinese philosopher: “Do not listen to 
unsubstantiated words; when the head is intelligent, let the 
mouth utter only carefully considered counsel.” 

J. C. Steadman, General Traffic Manager, 
K. & L. Transportation Company, Inc. 

Jacksonville, Fla., March 8, 1937. 


A CRAZY WORLD 


Editor The Traffic World: 

Do you know that “A Crazy World” editorial was not bad? 
But where have you been all these years? 

The sit-down strikes may be strange, but they are not new. 
Did you see the press pictures from Michigan showing the 
pretty strike ladies with their fur coats and the big clubs and 
the American flag? Too bad that the background showed the 
broken windows. Rather bad composition, wasn’t it—or was 
it? Anyway, it was very patriotic. 

You should have been over in western Pennsylvania in 
1922. That was not a sit-down—you couldn’t have “sit” while 
you were beating them up or blowing them up, so you 
“marched,” but you always were there with the good old flag 
—very patriotic. 

Looks like the patriots are getting ready to do their stuff 
again this summer. I am wondering if the boss patriot will 
have another invitation to come to Washington to be wined and 
dined before the operators are invited to come and surrender. 
Wonder if that little operator down near Josephine will have 
the keg of ginger ale on the tipple so the constables would 
come around each night to wet their whistles—the cotton 
mouths were on the side hill, and there was a nice big search 
light, and the two sons knew how to use the shooting irons— 
so the patriots kept away from that place. 

Then there was the little wagon mine a couple of miles 
from Black Lick—at the station the stuff wasn’t even black— 
but when you got down under the apple orchard you found that 
it was coal. Wonder if that Free Methodist will be down among 
the tree roots getting out his four or five tons a day until the 
patriots blew up the entry or the cover let go—he was at peace 
with his Creator and if anything happened there was no ex- 
pense for a funeral. 

Wonder if the patriots will barricade the road down near 
Echo—they had the nicest flag draped over the center of the 
barricade. 

If you think the world is crazy now what will you think 
when the craft unions in the railroad service will be found, 
some fine morning, to have been taken over by the C. I. O.? 
Will that be a grand day for the patriots, and the shades of 
the I. W. W., and will Sammy Gompers turn over—and will I 
oversleep on that morning? I am hoping I do. 

Yours for bigger and better flags, 

Josiah D. Greene, Traffic Manager. 

Albany, N. Y., March 11, 1937. 





CONSOLIDATED CLASSIFICATION DOCKET 


In the March 13 Traffic Bulletin is printed Docket No. 69, 
of the Consolidated Classification Committee, for hearings of 
the Official, Southern, and Western Classification committees 
at Atlanta, Ga., April 7; New York, April 13; and Chicago, 
April 20. 
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COPELAND ON MERCHANT MARINE 


Asserting that the merchant marine act of 1936 ‘must 
succeed” Senator Copeland, chairman of the Senate commerce 
committee, in an address March 12 before the Boston Chamber 
of Commerce, entitled, “Shall It Be Life or Death for the 
American Merchant Marine?” in part, said: 


It grieves me to say, as I must in candor, that in my opinion the 
prospects for the sort of an American merchant marine we need are 
at lower ebb than they have been since the period preceding the World 
War. At that time a scant dozen American ships were engaged in for- 
eign trade. Although our foreign trade provides employment for over 
14 million persens and an adequate American merchant marine is vital 
to this trade, the apparent indifference of our people as to its fate is 
truly alarming. Even our government seems little concerned. ‘‘More 
important matters’’ constantly take precedence, and, in many cases, 
even our shipping laws are not enforced. 

The present situation is one of chaos. In the last session of Con- 
gress much merchant marine legislation of major importance was 
passed. But, so far, this legislation has not been given a trial, or even 
a chance to see what can be done under it. 

It was not until March 9 that the President submitted to the Sen- 
ate for confirmation, the names of five permanent members of the Mari- 
time Commission. Over eight months have elapsed since the passage 
of the merchant marine act, 1936, and here at last we have the names 
of the Commission. 

There is no doubt whatever that the gentlemen who made up the 
temporary Commission which carried on under a recess appointment, 
sincerely did their best to carry out the functions to which they had 
been called. But, likewise, there can be no doubt that the belief that 
their tenure was temporary, created an almost impossible handicap, 
both to them and to the industry as a whole. It is natural that they 
hesitated to adopt permanent policies, or to undertake a really per- 
manent organization to carry them into effect, when they must have 
realized that others would probably have the duty of eventuating these 
policies. The eight or nine lost months have placed us just that much 
further behind our competitors. 

For years no new ships have been built, or even started, for our 
overseas trade, and yet all informed persons know that our merchant 
marine is largely obsolescent. New ships built by foreign competitors 
are fast taking away the business which rightly belongs to the opera- 
tors of American ships. 


Labor Troubles 


The recent strike on the West Coast has run into losses amounting 
literally to hundreds of millions of dollars. Some of the shipping com- 
panies affected are in severe financial straits, and the business of many 
citizens ashore, persons and comporations depending on shipping for 
transportation, are close to ruin. All this has resulted from a disas- 
trous conflict, which, so far as I can see, has accomplished practically 
nothing of a constructive nature. The agreements between ship opera- 
tors and the seamen which resulted from the strike, have already been 
violated. Although those agreements call for a continuance of work 
pending arbitration, minor strikes in violation of them have already 
occurred. Much of the business lost by shipping concerns and pro- 
ducers will not be regained for years. 

Perhaps you don’t like to hear me say these things. But I know 
full well the citizens of Boston never hesitated to face issues, whether 
of tea or of traffic. 

In Congress itself there are wide differences of opinion regarding 
the question of ship subsidy. In the opinion of some, the ship subsidy 
act is far too restrictive and does much, not to establish but actually 
to destroy the parity of cost in construction and operation contem- 
plated. Restrictions intended to correct evils of the past are so broad 
in some respects as to prohibit perfectly legitimate enterprise. 

Others appear to feel that the act represents the height of liberality 
on the government’s part. By placing the ship owner on terms some- 
where near approaching equality with his foreign competitor, it 
makes this group believe we have been most generous. 

The ship owners are in little more accord with each other than 
they were in the days when the subsidy bills were furiously debated 
and fought over with blood and tears. I state my own convictions 
in saying this. 

The seamen are divided into factions which battle each other 
bitterly. In consequence, the ship operator is often placed in a 
position where agreement with one faction results in trouble and 
delay caused by the other faction. 

The ship owners and seamen have not yet learned the lesson which 
has been so beneficial to the railroads and railroad labor. The latter, 
formerly antagonistic groups, appear to have learned that their 
destinies are inseparable. They have come to realize that the future 
of each is dependent on the good will and patronage of the public. 
What injures one injures both, as well as all other concerned. But 
in the maritime industry, operators and labor are still at each other’s 
throats. So far as I can see, constant strife and difference of opinion 
can result only in the complete destruction of the industry and its 
business passing into foreign hands. 


America is not building one single passenger ship. So far as I can 
discern, there is no immediate prospect of any such construction. 

The only encouragement I have had for some time lies in the fact 
that an application was made to my committee for a copy of our 
pending rules of ship construction. After the Morro Castle disaster we 
organized two techincal committees, one on personnel, and the other 
on construction of ships with passenger and crew safety as the end 
in view. Under Admiral Rock and Captain Joyce we have worked out 
regulations for the building of safe ships. 

One of the architects of the new British ship, sister to the Queen 
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Mary, wrote me, saying he had learned of our work which he believed 
would provide for the safest ships ever built. He begged for an ag. 
vance copy of our report. 

Well, it’s something to be able to tell the world how to constryg 
ships! But I wish we might ourselves be building some such veggej. 
for our own American merchant marine. 


Communism 


There is another and a sinister influence at work to destroy what 
is left of our merchant marine. I am not one to cry ‘‘communist” 
whenever there is an honest difference of opinion over economic qugs. 
tions. Neither do I believe the present chaotic condition of the jp. 
dustry is due entirely to the machinations of our foreign competitors. 
many of whom look upon our overseas trade as properly theirs. I do 
not accuse the present representatives of the various seamen factions 
as being in the employ of Moscow. But I do know that so much 
subversive propaganda has been issued to seamen by communistic 
and un-American organizations that the whole issue is beclouded 
In the files of my committee are publications of such organizations, 
aimed, not alone at the continuous discharge books, the ‘‘Copelang 
Fink Books,’’ but also advocating strikes, and instructing their dis. 
ciples how to carry on disruptive acts in violation of agreements 
made by their leaders. 


This record book had been advocated by organized seamen since 
1923; every convention held by the International Seamen’s Union 
since that date has ratified the action of their leaders in demanding 
it. They have desired, and I believe a vast majority still desire, the 
government to issue the book, provided there are no entries which 
can be used for blacklisting purposes. They recognize the many 
advantages which the honest seaman derives from such a book. It 
is in the interest of safety at sea. Surely it is in the public’s interest, 
In spite of the fact that the law has never been given a chance to 
show the many benefits to crew and passenger, the leaders of certain 
insurgent groups threaten a strike against the United States govern. 
ment, next May first, with a public burning of the books... . 


Additional Legislation 


I have laid before you some of the ills that threaten the very life 
of the American merchant marine. Now I shall attempt to prescribe 
a course of treatment which, in my opinion, will result in much bene 
fit to the patient and perhaps his cure! 


The permanent Maritime Commission should be vested, through 
additional legislation, with complete responsibility for the welfare and 
development of shipping. Many of the powers now exercised, often 
in a conflicting manner, by other governmental departments, should 
be transferred to the commission. Both because the validity of cer- 
tain parts of the national labor relations act are in question, and 
because the principles of the railway labor act have proved effective 
in dealing with railway labor troubles, specific maritime labor legisla- 
tion, along these lines, should be considered. Whatever the legal fate 
of the national labor relations act, there is no doubt in my mind that 
labor legislation applied to the maritime industry would be valid, not 
only because of the public interest involved, but also because of our 
constitutional right to regulate commerce with foreign nations, and 
among the several states. Any labor law should, of couse, provide 
for collective bargaining, but the time has come to give consideration 
to the principle of collective responsibility. Collective bargaining 
without collective responsibility means little after all. 


The Maritime Commission shoud proceed to formulate and lay 
down definite shipping policies. Adjustment of the ocean mail con- 
tracts should proceed as soon as possible, so that arrangements can 
be made for replacement of our obsolete vessels. Without ships there 
can be no merchant marine, There can be no construction without 
financial aid from some source. The first essential to maritime prog- 
ress is that the United States must have a sound, definite, and per- 
manent policy of assistance to the merchant marine. 


It is realized that any elaborate program of construction might 
have the effect of skyrocketing the cost of building ships. I under- 
stand, of course, that much of this fluctuation in cost is beyond the 
shipyard’s control. But, so far as is humanly possible, it must be 
kept within reason. It has been estimated that an annual replace- 
ment program amounting to 433,000 tons in our foreign trade fleet 
alone will be necessary for the prompt modernization of that fleet. 
This should be our aim, but there is no hope of its realization unless 
there is all along the line the closest cooperation in the solution of 
the many problems which must be solved if our fleet is to be modern- 
ized at reasonable cost. 





MERCHANT SHIP CADETS 


The Maritime Commission is conducting a study to deter-- 


mine whether the cadet system on ships operating on ocean 
mail routes inaugurated under the ocean mail contracts which 
expire on June 30, should be continued on the vessels subsi- 
dized by the government under the new merchant marine act, 
says the commission, adding: 


Under the ocean mail contracts ships are required to carry one to 
six cadets depending on their tonnage. These cadets are all youths 
under 21 years who receive instruction in the various phases of sea 
training. They are paid a minimum of thirty dollars a month. About 
200 are now employed on ocean mail contract ships. 

As a part of its study of the cadet system, the Maritime Commis- 
sion in a letter to steamship companies holding ocean mail contracts 
invited the expression of their views as to whether the plan contributes 
to the development of the American merchant marine and whether or 
not provision should be made by the commission for its continuation. 
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MARITIME COMMISSION APPOINTMENTS 


The Traffic World Washington Bureau 


President Roosevelt March 9 sent to the Senate nomina- 

tions for the five places on the U. S. Maritime Commission, 
s follows: 
. Joseph P. Kennedy, of New York, formerly chairman of 
the Securities and Exchange Commission, who is to be desig- 
nated chairman, for a term of two years from September 26, 
1936. 

Thomas M. Woodward, consumers’ counsel in the bitumi- 
nous Coal Commission and former member of the advisory 
committee of the Shipping Board Bureau of the Department 
of Commerce and vice-president of the Merchant Fleet Cor- 
poration, for a term of three years from September 26, 1936, 
in place of Rear Admiral Montgomery Taylor. 

Rear Admiral H. A. Wiley, retired, present chairman of 
the Commission, for a term of four years from September 26, 
1936, to which he was appointed last September. 

Edward C. Moran, Jr., of Rockland, Me., Democratic mem- 
per of the seventy-third and seventy-fourth congresses, for a 
term of five years. 

Rear Admiral Emory S. Land, U. S. Navy, retired, for a 
term of six years. Admiral Land has been chief of the Bureau 
of Construction and Repair of the Navy Department. 

Of the three recess appointees to the commission, the 
President retained only Admiral Wiley. Admiral Taylor and 
George Landick, Jr., who came from the procurement division 
of the Treasury, were omitted from the list of nominations. 

President Roosevelt sent a letter to Chairman Copeland, 
of the Senate commerce committee, advising him that Mr. Ken- 
nedy had stated that he was the holder of eleven hundred 
shares of stock of Todd Ship Yards, Inc., but that the solicitor 
general had ruled that this would not bar him from accepting 
the appointment. The President said it was Mr. Kennedy’s 
purpose to dispose of the stock before qualifying for office. 

Mr. Kennedy, who served as the first chairman of the 

Securities and Exchange Commission, has the reputation of 
being a good organizer. His financial experience, it is under- 
stood, in the opinion of the President, as well, qualifies him 
to undertake administration of the ship subsidy provisions of 
the merchant marine act, 1936, which involve the negotiation of 
subsidy contracts under which the government will pay out 
millions of dollars. He served on the Securities and Exchange 
Commission from July 2, 1934, to September, 1935, when he 
retired at his own request. He wrote a book urging the reelec- 
tion of President Roosevelt. 
_ _The new chairman-designate of the commission was born 
in Boston, Sept. 6, 1888. He was graduated from Harvard in 
1912. He became a bank examiner for the state of Massachu- 
setts. Later he was president of the Columbia Trust Company 
of Boston, 1914-1917. He was assistant general manager of 
the Bethlehem Shipbuilding Corporation, Fore River Plant, 
1917-1919. He was president and chairman of the board of 
directors of Film Booking Offices of America, 1926-1929. He 
was president and chairman of the board of directors of Keith, 
Albee, Orpheum Theatres Corporation, 1928-1929. He was 
president and chairman of the board of directors of Pathe Ex- 
change, Inc., 1929-1930. 


In view of the fact that the President appointed Mr. Ken- 
nedy for the shortest of the five terms—two years from last 
September—there was speculation that probably Mr. Kennedy’s 
task on the Maritime Commission would be simliar to that on 
the Securities and Exchange Commission—get it “going,” and 


that he would not remain as a member more than the term 
designated. 


Mr. Woodward, formerly on the examiner’s staff of the 
Interstate Commerce Commission, came into the limelight in 
the Ex Parte 115 proceedings recently as consumers’ counsel 
in the Bituminous Coal Commission, opposing the railroads’ 
petition for permission to increase rates on coal. He is a native 
of Philadelphia, Pa., and is understood to have had the support 
of Senator Guffey, of Pennsylvania, with whom he collaborated 
on ship subsidy legislation, for appointment to the Maritime 
Commission. He is a graduate of Princeton and Pennsylvania 
universities and has resided in Washington since 1918, having 
practiced law in Philadelphia prior to that time. He left the 
staff of the Commission several years ago to engage in the 
Private practice of law. Later he served as deputy adminis- 
trator of the Agricultural Adjustment Administration. When 
the President transferred the functions of the Shipping Board 
‘o the Department of Commerce in 1933, Mr. Woodward was 
appointed a member of an advisory committee of three of the 
hipping Board Bureau of the Department of Commerce, and 
Was elected a vice-president of the Merchant Fleet Corporation. 
ter he became consumers’ counsel in the Bituminous Coal 
Commission. The late Senator Schall, of Minnesota, said that 
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Mr. Woodward was requested to resign from the Shipping Board 
Bureau because he protested against “scuttling’” the Leviathan, 
the reference being to the Department of Commerce agreement 
permitting the United States Lines to lay up the Leviathan 
and build a new ship (see Traffic World, Oct. 26, 1935, p. 733). 
Woodward, said Senator Schall, was guilty of trying to pro- 
tect American shipping interests against the British and their 
American Tory agents. 

Mr. Moran was born at Rockland, Me., Dec. 29, 1894. He 
was graduated in 1914 from Bowdoin. College. He engaged in 
the insurance business. He was the Democratic candidate for 
governor of Maine in 1928 and 1930. He is a world war veteran. 
He was elected to the Seventy-third Congress and reelected 
to the Seventy-fourth Congress. He took an active part in 
the consideration of the Bland ship subsidy bill in the House in 
June, 1935, opposing many of its provisions and offering many 
amendments. At that time in debate in the House he said: 


In conclusion, it is my sober and considered opinion that the Bland 
bill could not have been more beneficial to the private operators than 
if they had written the bill themselves. When lobbyists like Ira 
Campbell (general counsel of the American Steamship Owners’ As- 
sociation) are permitted to make suggestions as to what is to go into 
the bill, it is no wonder we have such a bill before us. For the sake 
of the American people, whose interest is entrusted in our hands, let 
us vote down this bill, and thereby serve notice upon this ship-op- 
erator crowd that they cannot influence the American Congress to rob 
the American people. 


The Bland bill was passed by the House and sent to the 
Senate. Approximately a year later Congress passed the much- 
revised merchant marine bill which became the merchant 
marine act, 1936, on approval by the President June 29, 1936. 
Representative Moran approved the revised measure. He said 
the amendments to the Bland bill he had urged were in the 
revised bill. He said he believed it was the best merchant 
marine bill that had been presented to either House of Congress. 
He pointed out that the bill contained the amendment he had 
offered providing for minimum wages and minimum manning 
scales. He said he fully understood certain shipping interests 
opposed the bill—he had seen their lobbyists “running around 
here.” 

Rear Admiral Land was born at Canon City, Colo., in 
1879. He was graduated from the Naval Academy in 1902. In 
1932 he became chief of the Navy’s bureau of construction and 
repair. 

e In his letter to Chairman Copeland with reference to Mr. 
Kennedy’s holding of Todd Ship Yards stock, the President 
said Mr. Kennedy had written him that “there is one thing you 
should know about my holdings of securities that might affect 
my appointment under section 201 (b) of the act (merchant 
marine act, 1936).” In that connection, said the White House, 
Mr. Kennedy wrote the President as follows: 


I am the holder of record of eleven hundred shares of Todd Ship 
Yards, Incorporated, whose business primarily is ship repairs. This 
stock has been in my family approximately twenty years. It pays $2 
a year and sells at approximately $55 a share. The assets of the Todd 
Corporation are approximately between twenty and twenty-five million 
dollars and there are approximately 220 odd thousand shares of stock, 
so that my holdings are less than % of 1%. However, I feel that you 
and the Senate should know of my ownership of this block before any 
steps are taken for my appointment. 

If this does not bar me as a member I shall be pleased to serve. 


The part of the act in question reads as follows: 


No person shall hold office as a member of the Commission who, 
within three years prior to his appointment, shall have been employed 
by, or have had any pecuniary interest in, any carrier by water or 
substantial pecuniary interest in any other person who derives a sub- 
stantial portion of his revenues from any business associated with 
ships or shipping. Each member shall devote his full time to the duties 
of his office. It shall be unlawful for any member, officer, or employe of 
the Commission to be in the employ of any other person, firm, or cor- 
poration, or to have any pecuniary interest in, or hold any official re- 
lationship with, any carrier by water, shipbuilder, contractor or other 
person, firm, association or corporation with whom the corporation 
may have business relations. 


The President said in his letter to Chairman Copeland 
that he had referred the question involved to Stanley Reed, 
solicitor general, March 3, at the time Acting Attorney General, 
and that Mr. Reed had advised “. . is my opinion that Mr. 
Kennedy is eligible to appointment as a member of the Com- 
mission and may be designated by you as chairman.” 

Mr. Kennedy called on the President after his nomination 
had been sent to the Senate. His nomination brought favor- 
able comment from Secretary Roper, of the Department of 
Commerce, and Chairman Copeland, of the commerce commit- 
tee of the Senate, which will pass initially on the nominations. 
Action on the nominations was not expected until next week. 

Secretary Roper said it was fortunate the President had 
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been able to get one of the outstanding business men in the 
country to head the commission. He said Mr. Kennedy’s busi- 
ness experience guaranteed the business approach to one of 
the major business adventures of the government. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the pro- 
visions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 





2730-A-3. between Agwilines, Inc., Lykes Coastwise Lines, Inc., 
Mooremack Gulf Lines, Inc., and the other lines comprising the mem- 
bership of the North Atlantic/New Orleans Conference extending from 
March 9 to May 9, 1937, agreement of the parties covering the employ- 
ment of a counsellor for the purpose of aiding the parties in creating 
and maintaining proper revenue policies. 

5665 between Ocean Shipping Co., Ltd., Border Line Transportation 
Co., Frank Waterhouse & Co. of Canada, Ltd., and Luckenbach Steam- 
ship Company, Inc., providing for the transportation of cargo under 
through bills of lading from China, Japan, Hongkong, and Manchuria 
to United States Atlantic Coast ports, with transhipment at Vancouver, 
B. C., and Seattle, Wash. 

5698 between Luckenbach Gulf Steamship Company, Inc., and N. V. 
Stoomvaart Maatschappy ‘‘Nederland’”’ and N. V. Rotterdamsche Lloyd 
(Pacific-Java-Bengal Line) providing for the transportation of cargo 
under through bills of lading from United States Gulf ports to the 
Dutch East Indies, with transhipment at Los Angeles Harbor, San Fran- 
cisco, Portland, or Seattle. 

5706 between Refrigerated Steamship Line, Inc., and A. B. Svenska 
Amerika Linien (Swedish American Line) providing for the transporta- 
tion of citrus fruit under through bills of lading from Jacksonville, 
Tampa, and Fort Pierce to Gothenburg, with transhipment at New York 
and to Malmo, Norrkoping, and Stockholm, with transhipment at New 
York and Gothenburg. 

5707 between Luckenbach Steamship Company, Inc., and States 
Steamship Company providing for the transportation of cargo under 
through bills of lading from United States Atlantic Coast ports to 
Japan, Korea, Formosa, Siberia, Manchuria, China, Hongkong, Indo- 
China, and the Philippine Islands, with transhipment at Los Angeles 
Harbor, San Francisco, Seattle, or Portland. 

5720 between Luckenbach Steamship Company, Inc., and A. F. 
Klaveness & Co. A/S (Klaveness Line) providing for the transportation 
of cargo under through bills of lading from United States Atlantic 
Coast ports to China, Hongkong, and the Philippine Islands, with tran- 
shipment at Los Angeles Harbor, San Francisco, Seattle, or Portland. 

5721 between Luckenbach Gulf Steamship Company, Inc., and A. F. 
Klaveness & Co. A/S providing for the transportation of cargo under 
through bills of lading from United States Gulf ports to China, Hong- 
kong, and the Philippine Islands, with transhipment at Los Angeles 
Harbor, San Francisco, Seattle, or Portland. 


Agreements Cancelled 

1156, as amended, between Luckenbach Steamship Company, Inc., 
and Compagnie Generale de Navigation a Vapeur (Fabre Line) provid- 
ing for the transportation of canned goods, canned fish, and dried fruit 
under through bills of lading from United States Pacific Coast ports to 
Portugal and Mediterranean ports, with transhipment at New York. 

4344 between Wills Navigation Company and Luckenbach Steamship 
Company, Inc., providing for the transportation of shingles under 
through bills of lading from specified British Columbia ports to United 
States Atlantic ports, with transhipment at Seattle. 

4732 between Canadian Government Merchant Marine, Ltd. (Cana- 
dian National Steamships), and Agwilines, Inc. (Clyde-Mallory Lines), 
providing for the transportation of cargo under through bills of lading 
from ports in Australia and New Zealand to New Orleans, Galveston, 
and Jacksonville, with transhipment at New York. 

1201 between Hamburg-American Line, North German Lloyd, United 
States Lines, Yankee Line, Canadian Pacific Steamships, Ltd., and Inter- 
Continental Transport Services, Ltd., and Arnold Bernstein Line in re- 
spect to the transportation of unboxed automobiles from United States 
and Canadian North Atlantic ports to German ports. 

5417 between Lykes Bros. Steamship Company, Inc., and Bull In- 
sular Line, Inc., providing for the transportation of cargo under through 
bills of lading from United States Gulf ports to ports in the Virgin 
Islands, with transhipment at San Juan, Puerto Rico. 

5418 between The New York and Porto Rico Steamship Company 
and Bull Insular Line, Inc., providing for the transportation of cargo 
under through bills of lading from New Orleans, Mobile, and Tampa 
to ports in the Virgin Islands, with transhipment at San Juan, Puerto 
Rico. 

5433 between Waterman Steamship Corporation and Bull Insular 
Line, Inc., providing for the transportation of cargo under through bills 
of lading from United States ports of Waterman Steamship Corporation 
—Puerto Rican Division—to ports in the Virgin Islands, with tranship- 
ment at San Juan, Puerto Rico. 

3111 between Los Angeles Steamship Company and Nelson Steam- 
ship Company (Sidney M. Hauptman, Trustee) providing for the trans- 
portation of cargo under through bills of lading from United States 
Pacific Coast ports to United States Atlantic Coast ports, with tran- 
shipment at Los Angeles Harbor. 

3122 between Nelson Steamship Company (Sidney M. Hauptman, 
Trustee) and Los Angeles Steamship Company providing for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic Coast ports to United States Pacific Coast ports, with tranship- 
ment at Los Angeles Harbor. 

4131 between Los Angeles Steamship Company and Nelson Steam- 
ship Company (Sidney M. Hauptman, Trustee) providing for the trans- 
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portation of cargo under through bills of lading between Los Angeles 
Harbor and Seattle and Tacoma, with transhipment at San Francigey 

3239 between Los Angeles-Long Beach Despatch Line and Sudden ¢ 
Christenson (Arrow Line) providing for the transportation of Cargo 
under through bills of lading between United States Pacific Coast Ports 
and United States Atlantic Coast ports, with transhipment at San Frap. 
cisco or Los Angeles Harbor. 

3377 between Shepard Steamship Company and Los Angeles Steam. 
ship Company providing for the transportation of cargo under thro; 
bills of lading between United States Atlantic Coast ports and Sap 
Diego, Calif., with transhipment at Los Angeles Harbor or San Frap. 
cisco. 

3966 between Los Angeles Steamship Company and American. 
Hawaiian Steamship Company providing for the transportation of car 
under through bills of lading between Los Angeles Harbor and Uniteg 
States North Pacific Coast ports, with transhipment at San Francigep, 

2945 between Pacific-Atlantic Steamship Company (Quaker Line) 
and Los Angeles-Long Beach Despatch Line providing for the transgpor. 
tation of cargo under through bills of lading between United States 
Pacific Coast ports and United States Atlantic Coast ports, with trap. 
shipment at San Francisco or Los Angeles Harbor. 

5010 between Ocean Shipping Co., Ltd., Border Line Transportation 
Co., Frank Waterhouse & Co. of Canada, Ltd., and Luckenbach Steam. 
ship Company, Inc., which has been superseded by 5665. 

5572 between Refrigerated Steamship Line, Inc., and A. B. Svenska 
Amerika Linien (Swedish American Line), which has been superseded 
by 5706. 


1555 between Luckenbach Gulf Steamship Company, Inc., ang 
Pacific-Java-Bengal Line, which has been superseded by 5698. 


3847 between Luckenbach Steamship Company, Inc., and States 
Steamship Company, which has been superseded by 5707. 


1792 between Luckenbach Steamship Company, Inc., and Klaveness 
Line, which has been superseded by 5720. 

1793 between Luckenbach Gulf Steamship Company, Inc., and 
Klaveness Line, which has been superseded by 5721. 


Agreements Cancelled in Part 


The participation of Williams Steamship Corporation in agreements 
4784 with American-Hawaiian Steamship Company and Nelson Steam- 
ship Company (Sidney M. Hauptman, Trustee) providing for the trans- 
portation of cargo under through bills of lading between United States 
Atlantic Coast ports and United States Pacific Coast ports, with tran- 
shipment at San Francisco; 4786 with American-Hawaiian Steamship 
Company and Shaver Forwarding Company providing for the transpor- 
tation of cargo under through bills of lading between United States 
Atlantic Coast ports and Vancouver, Wash., with transhipment at Port- 
land; 4787 with American-Hawaiian Steamship Company and The 
Harkins Transportation Company providing for the transportation of 
cargo under through bills of lading from United States Atlantic Coast 
ports to Astoria, Ore., and Longview, Wash., with transhipment at 
Portland; 4788 with The Harkins Transportation Company and Amer- 
ican-Hawaiian Steamship Company providing for the transportation of 
cargo under through bills of lading from Astoria, Ore., and Longview, 
Wash., to United States Atlantic Coast ports, with transhipment at 
Portland; 4797 with American-Hawaiian Steamship Company and Puget 
Sound Navigation Company, Border Line Transportation Company, 
Puget Sound Freight Lines, and Skagit River Navigation and Trading 
Company providing for the transportation of cargo under through bills 
of lading between United States Atlantic Coast ports and United States 
Puget Sound ports, with transhipment at Seattle, Tacoma, or Port 
Townsend, Wash.; 4798 with American-Hawaiian Steamship Company 
and Roamer Tug and Lighterage Company providing for the transpor- 
tation of cargo under through bills of lading between United States 
Atlantic Coast ports and Vancouver, Wash., with transhipment at Port- 
land; 4812 with American-Hawaiian Steamship Company and Crowley 
Launch & Tugboat Company (Pioneer Line) providing for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic Coast ports to Mare Island, with transhipment at San Fran- 
cisco; 5001 with American-Hawaiian Steamship Company and Coast 
Steamship Company (1922), Limited, providing for the transportation 
of cargo under through bills of lading from United States Atlantic 
Coast ports to Vancouver and Victoria, British Columbia, with tranship- 
ment at Seattle or Tacoma; 5002 with America-Hawaiian Steamship 
Company and The Border Line Transportation Company providing for 
the transportation of cargo under through bills of lading from United 
States Atlantic Coast ports to Vancouver and Victoria, British Colum- 
bia, with transhipment at Seattle or Tacoma; 5003 with American- 
Hawaiian Steamship Company and Frank Waterhouse & Company of 
Canada, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Atlantic Coast ports to Vancouver 
and Victoria, British Columbia, with transhipment at Seattle or Ta- 
coma; 5032 with American-Hawaiian Steamship Company and Canadian 
Pacific Railway Company providing for the transportation of cargo 
under through bills of lading from United States Atlantic Coast ports 
to Vancouver and Victoria, British Columbia, with transhipment at 
Seattle; 5076 with American-Hawaiian Steamship Company and Crowley 
Launch & Tugboat Company (Pioneer Line) providing for the trans- 
portation of cargo under through bills of lading between United States 
Atlantic Coast ports and Oakland, Alameda, and Richmond, with tran- 
shipment at San Francisco; and 5190 with American-Hawaiian Steam- 
ship Company and Hammond Shipping Co., Ltd. (Christenson-Hammond 
Line), providing for the transportation of cargo under through bills of 
lading between United States Atlantic Coast ports and United States 
Pacific Coast ports, with transhipment at San Francisco or Los Angeles 
Harbor, cancelled. 


Traffic formerly routed via Williams Line under above mentioned 
agreements will be handled by American-Hawaiian Steamship Company, 
itself a party to each of the agreements. 


yarch 13, 
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SEAMEN’S DISCHARGE BOOKS 


A compromise bill to meet the situation growing out of pro- 
ests of seamen against being required to carry continuous dis- 
sarge books showing a record of their employment was placed 
fore the House committee on merchant marine and fisheries 
ier it had been worked out in conferences attended by repre- 
gntatives of the seamen and officials of the Department of Labor 
nd Department of Commerce. The Copeland sea personnel act, 
sgssed by Congress at its last session, requires seamen to have 
‘ye discharge books. 

Under the proposed compromise seamen would have the 
noice of carrying a discharge book or a certificate of identifica- 
jon, both of which would be issued by the Department of Com- 
nerce. The certificates would not carry a record of employment 
»sdo the discharge books. Seamen object to the discharge book 
mm the ground that the recording of their previous employment 
ables ship owners to blacklist men. 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 5405, a bill embody- 
ing the compromise agreement on seamen’s discharge book pro- 
jsions of the Copeland act. 

Chairman Bland later introduced H. R. 5487, a revision of 
4, R. 5405, after the former had been considered by his com- 
mittee. 

The House committee on merchant marine and fisheries 
‘vorably reported the Bland bill, H. R. 5487, with amendments, 
the House for passage. In its report the committee said: 


The purpose of the proposed bill is to meet conditions arising by 
eason of the enactment of section 3 of Public No. 808, Seventy-fourth 
congress, approved June 25, 1936. That law required a book to be 
known as a continuous discharge book to be carried by every sea- 
man upon a merchant vessel of the United States of the burden of 


0 gross tons or upward, except vessels employed exclusively in 
wade on the navigable rivers of the United States. Public No. 808 
so excepted fishing and whaling vessels and yachts. 

Continuous discharge books have been issued to the extent of 


spproximately 58,000 in the various ports of the United States. How- 
ever, many thousands of seamen and various organizations have pro- 
tested the use of these books, claiming that the information contained 


n these books may be used in blacklisting seamen who might under- 
take, or have undertaken, through strikes or any other ways to im- 
prove their conditions or to correct grievances, or who have sailed 


n ships suffering casualties for which they individually are in no- 
wise responsible, or in other ways and for other causes. The con- 
flicting views have aroused passion, intensified misunderstandings, 
ecasioned stagnation in marine transportation through certain ports, 
encouraged strikes, interrupted service, and resulted in a general 
embarrassment of certain services in marine transportation. Many 
bjections which have been urged to company books and service rec- 


rds in the past have been considered as applicable to the discharge 
bok authorized in Public No. 808. Your committee has been con- 
fronted with a problem for which a solution has become imperative. 


They have been met with a condition that needed correction. They 
present the proposed bill as a practical answer to the objections 


raised without losing the benefits sought to be obtained by the original 
bill, 


A resolution was introduced for the repeal of section 3 of Public 
#8, but as that act had served to repeal existing law, it was necessary 
lo consider legislation which would secure the primary objectives con- 
lemplated by the original legislation and which would meet the 
bjections urged to the existing law whether these objections were 
well founded or not. Your committee held hearings for many days and 
heard many witnesses. The situation was so serious that your com- 
mittee sought a basis of agreement which would secure the original 
purpose of the law to promote safety at sea which would be free 
from the objections urged against section 3 of Public 808, and which 
would meet the conflicting views and sentiment of the witnesses and 
rganizations represented at the hearing. 


The principal objective to section 3 of Public 808 was to promote 
safety at sea by abolishing the old discharges granted seamen which 
formed the basis of employment on the sea. These old discharges 
nad no adequate identifying features, and in many instances had been 
lorged, bartered, altered, and sold. Many thousands of the continuous 
lischarge books which were authorized by section 3 of Public 808, 
seventy-fourth Congress, and which were substituted for the old 
seaarge certificates have been accepted. These had to be protected. 
ny thousands of seamen, fearful of the discharge books, had re- 
‘used them, and if they were to return to work, some alternative 
method of identification became necessary. 


Accordingly, a plan has been worked out by your committee where- 
ty the option is given the seaman either to accept the continuous 
lischarge book or the certificate of identification, the book or cer- 
lifleate to be retained by the seaman to whom it is furnished, and 


bo contain the signature of the seaman to whom it is furnished, a 
slatement of his nationality, his age, personal description, photograph, 
thumb print and home address. 


The report pointed out that the bill contained expressed 
Provision that no character or ability rating be entered in 
tither the book or the certificate of discharge and that the 
fecords in Washington shall not be open to public inspection. 
The House passed the Bland bill amending the Copeland 
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sea personnel act as to discharge books, as it was reported 
from the committee. 

Judge Caffey, in New York (see Traffic World, March 6, 
p. 500), has dismissed the application of seamen seeking a 
permanent injunction to restrain the shipping commissioner 
from enforcing the Copeland act to compel seamen to carry 
continuous discharge books as a condition to obtaining em- 
ployment on ships. The temporary injunction was dissolved. 
The Secretary of Commerce has ample authority to compel the 
production of the discharge books, the court ruled. He did not 
find that these books interfered with seamen’s opportunities 
for employment. 


SEAMEN PAY INCREASE 


Increases in pay for the licensed and unlicensed personnel 
(officers and members of the crew) on the thirty-six vessels 
operated on the five government owned steamship lines were 
announced March 9 by the Maritime Commission. 

The amounts of the increases range from $10.50 to $80 a 
month for masters and deck officers; from $10.50 to $65 a month 
for engine room officers; from $10 to $15 a month in the 
steward’s department; and a flat advance of $10 a month for 
unlicensed personnel in both the deck and engine departments. 
It was stated that the largest increases were for officers of 
Diesel-propelled ships who are paid 10 per cent more than 
officers of other type vessels. 

The Maritime Commission also authorized the following 
overtime rates on the government-owned lines for work per- 
formed in excess of eight hours a day: Licensed officers—-$1 an 
our; unlicensed personel—deck and engine departments, 70 
cents an hour; steward’s department—60 to 70 cents an hour. 
Heretofore, equivalent time off was allowed for overtime by 
officers and the crew. 

The increases became effective for officers on March 1, and 
for the unlicensed personnel on February 3 last. No differen- 
tial was established as between Atlantic, Pacific and Gulf ports. 
The increases, it was stated, placed the pay of the men on a 
basis comparable with that on private ships. 

Under the new merchant marine act, the Maritime Com- 
mission is to determine minimum wages, minimum manning 
scales and living standards aboard ships receiving government 
subsidies. The commission is now making an intensive study 
of this problem, but the wage increases on the government- 
owned lines were promulgated without reference to the pro- 
visions of the act covering minimum requirements. 


REGULATION OF WHARFINGERS 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced a Commission-prepared 
bill, H. R. 5527, to amend the interstate commerce act by 
providing for regulation of wharfinger service in connection 
with transportation by water carriers in interstate and foreign 
commerce. He marked the measure as having been introduced 
“by request.” - Commissioner Eastman, as Federal Coordinator 
of Transportation, recommended regulation of wharfingers and 
was supported in that recommendation by the Commission. Pro- 
vision for such regulation was contained in a draft of a water 
carrier regulation bill proposed by the Coordinator but oppo- 
sition caused withdrawal of that part of the measure. The 
bill provides for a new part to the interstate commerce act— 
part IV. 


PANAMA CANAL TOLLS 


In February 377 ocean vessels transited the Panama Canal 
and tolls thereon aggregated $1,602,306.30, according to the 
War Department, as compared with 399 transits and tolls of 
$1,598,323.51 in the preceding month. In the six months ended 
with February the transits numbered 2,433 and the tolls, $10,- 
182,271.69, as compared with transits of 2,633 and tolls of 
$11,510,136.17 in the corresponding 1935-36 period. 


PANAMA CANAL TOLL BILL 


A bill (H. R. 5417) embodying the recommendations of 
President Roosevelt in his message on Panama Canal tolls 
(see Traffic World, Feb. 27, p. 443, and March 6, p. 500) has 
been introduced by Chairman Bland of the House committee 
on merchant marine and fisheries. The text of the bill follows: 


A bill to provide for the measurement of vessels using the Panama 
Canal, and for other purposes. 

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That section 412 of 
title 2 of the Canal Zone Code, approved June 19, 1934, is hereby 
amended to read as follows: 

“Tolls on merchant vessels, army and navy transports, colliers, 
hospital ships, supply ships, and yachts shall be based on net vessel 
tons of one hundred cubic feet each of actual earning capacity deter- 

































































































































PAGE 568 





mined in accordance with the Rules for the Measurement of Vessels for 
the Panama Canal prescribed by the President and as may be modified 
by him from time to time by proclamation, and tolls on other floating 
craft shall be based on displacement tonnage. The rate of tolls on 
laden vessels shall not exceed $1, nor be less than $0.75 per net vessel 
ton as determined under the aforesaid rules, and on vessels in ballast 
without passengers or cargo the rate may be less than the rate of 
tolls for vessels with passengers or cargo. In addition to the tolls based 
on measurement or displacement tonnage, tolls may be levied on pas- 
sengers at rates not to exceed $1.50 for each passenger. The levy of 
tolls is subject to the provisions of article XIX of the convention be- 
tween the United States of America and the Republic of Panama, en- 
tered into November 18, 1903, and of article I of the treaty between the 
United States of America and the Republic of Colombia proclaimed 
March 30, 1922.’ 


Sec. 2. This act shall take effect and be enforced on and after 
January 1, 1938. 


The House committee on merchant marine and fisheries will 
begin hearings on the bill March 31. 


ST. LAWRENCE CANAL TREATY 


President Roosevelt said at his press conference March 10 
that the matter of drawing up a new treaty with Canada pro- 
viding for construction of the St. Lawrence canal was still in 
the study stage. He said he could not tell now whether a treaty 
would be submitted at this session of Congress. 


MARINE INSURANCE BILL 


Representative Fernandez, of Louisiana, has introduced 
H. R. 5421, a bill to add part III to the interstate commerce 
act providing for the regulation by the Commission of marine 
insurance companies, marine underwriters, marine insurance 
brokers and marine insurance agents. 


CURRENT AMERICAN SHIPBUILDING 


On Feb. 1, 1937, American shipyards were building or had 
under contract to build for private shipowners, exclusive of ves- 
sels previously launched, 225 vessels aggregating 236,678 gross 
tons, compared with 212 vessels aggregating 247,713 gross tons 
on Jan. 1, 1937, according to the Department of Commerce. 





SHIP SUBSIDY ADJUSTMENTS 


The Maritime Commission scheduled two additional con- 
ferences with steamship companies on the adjustment of their 
ocean mail contracts which will be terminated on June 30 under 
the new merchant marine act, as follows: 


March 12. Munson §S. S. Line, holding contract on ocean mail 
Route 4 extending between New York and Bermuda and East South 
American ports. 

April 15. Export S. S. Corporation, holding the contract on ocean 


mail Route 5 extending between New York and Soviet Russia and 
Mediterranean ports. 


we of these contracts normally would expire July 31, 





NEW EQUIPMENT FOR CENTURY AND BROADWAY 


Staff engineers of the New York Central and the Penn- 
sylvania are collaborating with industrial engineers in the 
design and construction of new equipment for the New York 
Central’s Twentieth Century and the Pennsylvania’s Broadway 
Limited, fast Chicago-New York passenger trains, according to 
a joint announcement made by the railroads March 9. The 
equipment, which will include sleeping, lounge, and observation 
cars, will be of entirely new design in construction, decoration, 
and arrangement. It is planned to reduce the running time of 
the two trains, now 16% hours between the two cities, when 
the new trains are put in service. The use of the new type of 
cars will be extended to other New York Central and Penn- 
sylvania passenger runs following its first use in the Century 
and the Broadway. The railroads decided to join hands in 
the engineering and building of the new trains because, accord- 
ing to the joint statement, “it was found that the requirements 
of each of the railroads for entirely new types of equipment 
would be met most effectively by joint action on their part and 
that such coordinated effort would insure a maximum benefit 
to the patrons of both lines without involving large expenditures 
in individual experiments.” 


EXPRESS SHIPMENT OF EXHIBITS 


The Railway Express Agency has issued a folder deserib- 
ing its special services for exhibitors at conventions and shows. 
The service, the folder says, is designed for the handling of 
all types of exhibits regardless of weight and bulk. Arrange- 
ments may be made for routing and forwarding traveling ex- 
hibits through any express representative, the folder points out. 


The Traffic World 








Vol. LIX, No 1 






















































































Questions and Answers 


N this column will be answered questions of both legal and : 

nature that confront persons dealing with traffic. A specialist on inte, 
state commerce law, who is a member of our special service de ; 
will give his opinion in answer to any simple question relating to the lay 
of interstate transportation of freight. The same man, with long e 
and wide knowledge, will answer questions relating to practical traffic prob. 
lems. We do not desire to take the place of the traffic man but to help hip 
in his work. 


The right is reserved to refuse to answer in this column any q 
legal or traffic, that it may appear to us unwise to answer or that involves ; 
situation too complex for the kind of investigation herein contemplated, i 
more comprehensive answer to a question is desired than is thought Proper for 
this column, the department will answer it by letter for a reasonable charge 


No attention will be paid to anonymous communications or QUestion; 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D., ¢, 


SOOO OOO Ore Ore Ore Or Ore rr Orr er Orr rr Ore Or Orr Orr Orr en Greener errr er Green Grrr nr Oes esha irrtertagas 


Routing and Misrouting—Switching Ticket Must Be Used j 
Initial Carrier Is to Receive Switching Movement 


indiana.—Question: Will you please give your opinion m 
the following: 

“A” railroad runs from B through C to D. Truck competi 
tive rate applies B to D and intermediate application makes jt 
also apply from C. E railroad runs from C to D but does not 
have truck competitive rate in effect. Their rate is regula 
class rate, which is 4 cents higher. Arrangements are in effect 
where we could have billed car via A railroad out of C, they 
paying E railroad switching charge and we could have had the 
lower rate. No rate was inserted in bill of lading. We under 
stand E railroad was not compelled to turn over to A railroad 
in order to protect the low rate as no rate was shown on bill of 
lading to protect. Could we stamp bill of lading that the lowest 
rate from city of C must apply thereby making the origin car. 
rier obligated to find out about his competitor’s lower rate and 
route so as to protect it, or if he could not protect it then to 
notify shipper that he could not? Since these movements have 
been made E railroad has put in the same truck competitive 
rate from C to D. Would it be possible to get through repare- 
tion claim since they have reduced their rate to that of their 
competitor ? 

Answer: In Terhune Lumber Co. vs. Southern Railway Co. 
in Mississippi, 42 I. C. C. 317, the Commission held if the car- 
rier to which the shipment is delivered for transportation is 
to receive a switch movement only, the shipper must direct that 
the shipment be switched to the road-haul carrier and a bill of 
lading taken out with the road-haul carrier. 

If, however, a bill of lading is taken out with the carrier 
to which the shipment is delivered that line is entitled to its 
line haul and is under no obligation to deliver the shipment to 
its competitor at point of origin. 

The stamping of the bill of lading with a statement that 
the lowest rate from point of origin must apply would not 
obligate the carrier to which the shipment is delivered to route 
the shipment over another carrier publishing a lower rate nor 
require the carrier to notify the shipper that it could not protect 
the lower rate of its competitor. Its sole duty would be to 


forward the shipment via the cheapest route affording it a line 
haul movement. 


The Commission has held in numerous cases that the mere 
existence of a lower rate on a particular commodity over other 
routes does not establish the unreasonableness of the higher 
rate via another route. Pratt & Lambert vs. P. R. R. Co., 140 
I. C. C. 381; Page & Hill vs. C. M. & St. P. Ry. Co., 146 1. C.C. 
643; Home Builders’ Supply Co. vs. A. C. L. R. R. Co., 1! 
as SS. ee 

The Commission has, however, held that although no pre 
sumption of unreasonableness attaches to the rate over a pal- 
ticular route because a lower rate applies over another route, 
a shipper is not to be denied nor deprived of a reasonable rate 
over a particular route merely because he could have , 

a lower rate by the use of another route Keickhefer Container 
Co. vs. C. M. & St. P. Ry. Co., 142 I. C. C. 550; Evans Milling 
Co. vs. B. & O. R. R., 148 I. C. C. 73. 


Tariff Interpretation—Partly Loaded Car Transported in 
Error as Empty 


Louisiana.—Question: Part of Rule 35, C. F. C. No. 10, 
Section 6, reads: “If a tank car is not completely unloaded at 
destination and the remainder of the lading is returned in : 
same car to a plant of original shipper, the weight thereof mus 
be declared by the receiver and will be charged for at actu 
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or lawfully estimated weight and carload rating or rate appli- 
able for movement in tank cars.” 

Take for instance, a tank car of gasoline moving out of 
4 to B. Due to error on the part of the consignee at B, 3,000 
vallons of gasoline were left in the car. Bill of lading was taken 
wut at B as an empty tank returned to A. When the car reached 
4 it was discovered that 3,000 gallons were left in the car and 
ihe refinery at A diverted it back to B. 

Is Rule 35 applicable to this particular case, bearing in 
gind that the car was not accepted at A but sent back to B, 
its original destination ? 

Answer: The provisions of Section 6 of Rule 35 of Consoli- 
jated Freight Classification No. 10 apply where a tank car is 
sartly unloaded at destination and the remainder of the lading 
returned in the same car to the plant of the original shipper. 
~The fact that the car after reaching point A, following its 
return from point B, was reforwarded to B does not, in our 
opinion, prevent the application of the provisions of Section 6, 
of Rule 35 of Consolidated Freight Classification No. 10 if the 
ar was returned from B to the plant of the original shipper 
at A. 

It appears from the decision of the Commission in New 
jersey Zinc Co. vs. Director-General, 57 I. C. C. 201, in which 
ihe provisions of this rule were considered by the Commission, 
that there are various causes which result in the returning of 
gortions of the original load, among which are carelessness, 
defective outlet or discharge pipe or to avoid demurrage. 


Of course, the provisions of Rule 35 can be applied only 
io the return movement from A to B, as the second movement 
fom A to B is not within the purview of the provisions of Sec- 
tion 6 of Rule 35, in that it is not a return of the remainder of 
the loading to the plant of the original shipper. 


Notice of Claim—Condition Precedent to Recovery of Damage 


Missouri.—Question: We have a claim that we have filed 
with the carriers where the shipment was delivered to us with 
aconcealed damage. The following day we handled with the 
carriers, advising them of the concealed damage and they came 
gut and inspected the shipment, giving us a concealed damage 
report. Through negligence on our part the report was mis- 
placed and the claim was not filed until eleven months later. 
Our contentions are that, due to the fact that we had a con- 
cealed damaged and the claim had not been filed in the nine 
month period, we should have been notified by the carriers that 
they had an open file on a damage and we could have placed 
the claim within the specified time. They have declined pay- 
ment of this claim due to the fact that it was not filed within 
the nine month period. 


Please advise us if you have any Commission rulings on 
this question. 

Answer: It is very generally held that the filing of a claim 
as required by the bill of lading, is a condition precedent to 
recovery. See Watts vs. Southern Ry. Co., 138 S. E. 290, 
certiorari denied, 48 S. Ct. 764; Wholesale Coal Co. vs. C. & O. 
Ry. Co., 144 S. E. 715; Farmers’ Grain & Supply Co. vs. A. T. 
&§$. F. Ry. Co., 242 Pac. 151; American Railway Express Co. 
vs. The Fashion Shop, 10 Fed. (2d) 909. 


It has been held in several cases that the provisions of the 
bill of lading requiring notice of claim cannot be waived. See 
Rogers & Co. vs. Eastern Carolina Ry., 118 S. E. 885; Stern vs. 
American Railway Express Co., 198 N. Y. S. 531; Browning, 
King & Co. vs. Davis, 199 N. Y. S. 775; Jenckes Spinning Co. 
ws. N. Y. N. H. & H. R. R. Co., 129 Atl. 815; G. F. & A. Ry. Co. 
Ws. Blish Milling Co., 241 U. S. 190, 36 S. Ct. 541. 

See, also, C. & O. R. R. Co. vs. Martin, 283 U. S. 209, 51 
S. Ct. 453. 

There are, however, cases which hold a carrier may, by its 
conduct, waive the provisions of the bill of lading as to notice 
of claim. See Wells, Fargo & Co. vs. Townsend & Freeman Co., 
4S. W. 417; E. H. Emery & Co. vs. Wabash, 166 N. W. 600; 
Kahn vs. American Ry. Express Co., 106 S. E. 126; American 
Express Co. vs. Thompson, 43 S. W. (2d) 750; Shark vs. G. N., 
164 N. W. 39. 

In our opinion, the facts in the instant case do not show 
such conduct on the part of the carrier as to constitute a waiver 
of the provisions of the bill of lading as to notice of claim. 

Whether a notation on a freight bill as to loss or damage 
‘onstitutes a notice of claim is the subject of conflicting deci- 
sions by the courts. In Schaff vs. Ike Extein & Bros., 270 S. W. 
389, it was held that neither a notation nor the knowledge of 
the agent of the delivering carrier is sufficient notice of claim. 
€e, also, Cunningham vs. Mo. Pac., 187 S. W. 282; Manby vs. 
Union Pacific Ry. Co., 10 Fed. (2d) 327; Brewster vs. Davis, 
42 N. Y. S. 794. However, in Hyatt Roller Bearing Company 
¥s. Pennsylvania Railroad, 104 Atl. 82; N. O. & N. E. R. R. vs. 
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Wood, 73 Sou. 315, and Slider vs. Pere Marquette, 161 N. W. 
961, the contrary was held. 


Misquotation of Rates 


Mississippi.—Question: Please refer to Questions and An- 
swers in January 20, 1934, issue of the Traffic World, page 135, 
answer to South Dakota letter, concerning misquotation of 
rates. Can you advise us any later decision of the Commission 
or courts in this connection? 

We wish to refer you to Chapter 260, page 431 through 433 
of the Fourth Edition, Watkins on Shippers and Carriers. It is 
stated by the amendment of 1910, it was made the duty of the 
carrier “after written request,” to give a statement of the cor- 
rect rate, and should there be a refusal to comply with a re- 
quest properly made, or should there be given a wrong rate, 
and “if the person or company making such a request suffer 
damage in consequence of such refusal or omission, or in conse- 
quence of the misstatement of the rate,” the carrier is made 
liable by the statute to pay a penalty of two hundred and fifty 
dollars, which penalty shall accrue to the United States. As 
such refusal, omission or misstatement would come within the 
provisions of Section 8 of the act, the shipper could recover 
and the Commission or a court could award “the full amount 
of damages sustained in consequence of any such violations.” 

We are wondering if there has been any further decisions 
since your above mentioned answer, or if Mr. Watkins is in 
error in his treatment of the subject. 


Answer: There is no recent decision of the Supreme Court 
of the United States in which this question has been at issue, 
but in its decision in Louisville & N. R. R. vs. Maxwell, 237 
U. S. 94, 35 S. Ct. 494, decided in 1914, the court said: 


Under the recent interstate commerce act, the rate of the carrier 
duly filed is the only lawful charge. Shippers and travelers are 
charged with notice of it, unless it is found by the Commission to 
be unreasonable. Ignorance or misquotation of rates is not an excuse 
for paying or charging either less or more than the rate filed. This 
rule is undeniably strict and it obviously may work hardship in some 
cases, but it embodies the policy which has been adopted by Congress 
in the regulation of interstate commerce in order to prevent unjust 
discrimination. 


This decision is subsequent to the amendment of 1910, to 
which reference is made above and seems to definitely deter- 
mine the question. 

If recovery could be had of damage in the amount of the 
difference between the rate quoted and the legally published 
rate, less than the legally filed rate would be charged on a 
given shipment. 

See, also, the decisions of the Commission in Ryon Grain 
Co. vs. Lehigh Valley R. R. Co., 215 I. C. C. 216; Calliari 
Brothers vs. Pennsylvania R. R. Co., 213 I. C. C. 663, in which 
it is held that a shipper is charged with notice of the lawful 
tariff rate and that a misquotation of a rate is not ground on 
which to base a complaint for reparation. 


Routing—Motor Carriers 


Pennsylvania.—Question: We are quite anxious to have 
your tariff interpretations on the following case: 

On January 27, 1937, we forwarded two cast iron heating 
boilers knocked down complete in 26 pieces, weighing 7,468 
pounds, consigned to W. A. Case & Son Mfg. Company, New- 
burgh, N. Y. This shipment was forwarded from Williamsport 
via the A Trucking Company to be turned over by them to the 
B Transportation Lines at Elmira, N. Y., for delivery at des- 
tination. 

According to the National Motor Freight Classification No. 
2 on pages 28 and 29, Item No. 37, cast iron boilers knocked 
down or taken apart, less truckload, are subject to the fourth 
class rate, which according to the Middle Atlantic States Motor 
Carrier Conference, Inc., Class Rate Tariff M. F. I. C. C. No. 3, 
Williamsport to Newburgh, N. Y., is 40 cents per cwt., both 
parties in question concurring in this tariff as above. 

It is apparent that the B Transportation Company turned 
this shipment over to C Transfer and Storage Company, Inc., 
for delivery and they in turn issued a freight bill to the con- 
signee at the rate of 67 cents per cwt., collecting $50.04 charges, 
while we allowed credit on our invoice on a basis of 40 cents 
per cwt. 

We accordingly requested the C Transfer and Storage 
Company to make refund to our customer on a basis of the 
fourth class rate, which they refuse to do, stating that Rule 7 
in Supplement 27 to D. T. Waring’s M. F. I. C. C. No. 3 pro- 
vides that between their company and points in Pennsylvania 
second class rate is the minimum applicable. They also quote 
Rule 6-A, Supplement 42 to the same tariff, which provides that 
on joint traffic where different minimum rates are in effect the 
highest rate governs. 

We, of course, did not route this shipment in care of the 
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C Transfer Company and cannot explain why the B Company 
turned the shipment over to them for delivery. However, the 
point we wish to determine is whether or not truckers concur- 
ring in conference tariffs are not obligated to protect the 
through rate from point of origin to destination on shipments 
accepted by them from connecting lines. If this is not the case, 
we feel that the tariffs are very misleading inasmuch as we are 
at a disadvantage in so far as routing our shipments are con- 
cerned, due to the fact that we have no information as to what 
lines will handle these shipments from the initial carriers as no 
routing instructions are published in the tariffs in connection 
with through rates. 

Answer: Middle Atlantic States Motor Carrier Conference, 
Inc., Class Rate Tariff, Agent D. T. Waring’s M. F. I. C. C. No. 
3, Rule 13, in paragraph (a) thereof, states that except as other- 
wise provided the rates published therein will apply via all lines 
parties thereto. In paragraph (d) of this rule it is provided 
that under the through rates published therein the initial 
(originating) carriers have the right to route through to desti- 
nation property delivered to them for transportation. 

This latter provision is apparently the basis for the initial 
carrier’s disregard of your routing instructions and obligates 
your company to pay the lawfully published rate applicable via 
the route over which the shipment moved. 

There is no provision in the Motor Carrier Act, 1935, simi- 
lar to that of paragraph 8, of Section 15 of the Interstate Com- 
merce Act, which latter provision gives the shipper the right 
to route his shipments. This lack of a similar provision in the 
Motor Carrier Act, no doubt, accounts for the provision in para- 
graph (d) of Rule 17 of Agent Waring’s M. F. I. C. C. No. 3 
that the initial carrier has the right to route shipments deliv- 
ered to it for transportation under the rates published in this 
tariff. Furthermore, there is no provision in the Motor Carrier 
Act, 1935, which would, in the absence of a provision such as 
that of paragraph (d) of Rule 17 of Agent Waring’s M. F. 
I. C. C. No. 3, impose liability on a motor carrier for disregard 
of the routing instructions of a shipper. This conclusion seems 
to follow from the fact that there is no provision in the Motor 
Carrier Act which gives the shipper the right to route his 
shipments. 


Tariff Interpretation—Stoppage in Transit for Partial 
Unloading 


Ohio.—Question: Will you please quote Interstate Com- 
merce Commission or court decision on the following: 

A carload shipment moved from point A, destined to point 
B, with stop-off at point C, originating on X Railroad via Black 
Rock, N. Y., thence Y Railroad. 

The consignee at the stop-off point is located on the Y 
Railroad and the Z Railroad and we understand that when cars 
arrive with no delivery shown on the billing, the railroads have 
instruction to call the consignee in regard to the delivery they 
require on cars billed with no delivery, and further understand 
that carriers failed to comply with these instructions and the 
car was placed on Y Railroad, which necessitated. another move 
to Z Railroad and thereby assessed reconsigning and switching 
charges in addition to the regular stop-off charge. 

Under the above circumstances, our opinion is that the car- 
riers should not assess reconsigning charge on this car. May 
we be favored with your comments? 


Answer: The determination of whether a_ reconsigning 
charge plus a switching charge is properly assessable on the 
shipment depends upon the terms of the tariff which provides 
for the stop-off privilege at point C. In the absence of a provi- 
sion in that tariff which specifically covers the handling ac- 
corded the shipment at the stop-off point, the failure of the 
carrier to observe the instructions of the consignee as to deliv- 
ery, if such were given, should place liability on the carrier for 
the additional charges. We are, however, unable to find a deci- 
sion of the Commission in point. 


Damages—Invoice Value and Freight Charges 


New York.—Question: We filed a claim with the XTZ Rail- 
road on a prepaid shipment for total loss. It was admitted by 
the railroad company that they have lost the shipment. Are we 
entitled to recover for the invoice value, plus the prepaid 
charges or only the invoice value? In this particular case the 
goods were sold on the basis of freight charges to be paid by 
us as shippers. 

Please quote authority for your answer. 

Answer: Ordinarily the measure of damages for loss of or 
injury to goods is the market value at point of destination, less 
freight charges if not paid. In numerous cases this principle 
is laid down, among which are the following: Y. & M. V. R. Co. 
vs. Shell, 265 S. W. 758; Zimmers vs. Southern Ry., 92 Sou. 437; 
Liberty Sales Co. vs. Director-General, 198 N. Y. S. 253; Orange 
National Bank vs. Sou. Pac. Co., 110 Sou. 329; Waters vs. 
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Beckers, 186 N. W. 167; Forest Green Farmers Elec. Co, Vs 
Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be compute 
at the time and place of delivery and not at time and place x 
shipment. Leominster Fuel Co. vs. N. Y. N. H. & H., 154 Ny 
831; G. C. & S. F. vs. Buckholts State Bank, 258 Sou. 491; y,¢ 
M. V. vs. Delta Grocery Co., 98 Sou. 777; Hedritter Lumber ( 
vs. C. R. R. of N. J., 122 Atl. 691; Crail vs. Ill. Cent., 12 Peg 
(2d) 459. 

The invoice price, where there is an established marke 
value at point of destination, may not be used to measure thy 
carrier’s liability under the decisions in the following cages. 
Y. & M. V. vs. Delta Grocery & Cotton Co., 98 Sou. 777; L. &y 
R. R. vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C., 203 N.y 
S. 807; King vs. G. H. & S. A. Ry. Co., 379 S. W. 491; Pg 
S. F. R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of marke 
value, but does not in itself constitute market value. See M ¢ 
M. Trans. Co. vs. Branch, 282 Fed. 494; Smith vs. L. & Np 
Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 107 N. w. 
708; Collins & G. R. Co. vs. Beasley, 136 S. E. 167; Feelyate 
vs. C. M. & St. P., 190 N. W. 193; The Cabo Villano, 18 Feg 
(2d) 220; Sou. Ry. Co vs. Northwestern Fruit Exchange, % 
Sou. 382; A. C. L. R. Co. vs. Stovall-Pace Co., 118 S. W. 6. 
The Asuarca, 13 Fed. (2d) 222; N. Y. P. & N. R. Co. vs. Bun. 
dick-Taylor-Corbin-Handy Co., 122 S. E. 261; Davis, Director. 
General vs. Zimmer, 98 Sou. 307. 


In the voluntary settlement of claims the invoice price js 
a convenient basis for determining the amount of the claim. 

While, of course, we cannot locate any cases which lay 
down any rule for the voluntary settlement of claims, it is our 
opinion that if the original invoice price is used, freight charges 
should be added thereto, inasmuch as if the destination price 
is used they are included therein upon the theory which under- 
lies, as we understand, the use of the invoice value, namely, 
that it represents approximately the market value at point of 
destination. 


It is true, that, where the market value at destination js 
used the freight charges, if not paid, are to be deducted from 
the amount thereof, upon the theory that the transportation 
of the goods results in the enhancing of the value of the goods, 
if the original invoice price without the addition of freight 
charges is used, the shipper necessarily is deprived of any en- 
hancement in the value of the goods resulting from the trans- 
portation of the goods, and therefore, should, in our opinion, 
receive in addition to the original invoice price, the amount of 
the freight charges which will result in an approximation of 
the market value at point of destination. 


ALLEGHENY SHIPPERS’ BOARD 


Carl R. Gray, president, Union Pacific, will be the speaker 
at the luncheon to be held in connection with the meeting of 
the Allegheny Regional Advisory Board at the William Penn 
Hotel, Pittsburgh, Pa., March 18. At the business sessions, 
at which Charles Donley, general chairman of the board, will 
preside, the feature will be a discussion of plans for activities 
in April, which has been designated freight loss and damage 
prevention month under the name Perfect Shipping Month. 
C. H. Dietrich, executive vice-chairman, freight claim division, 
Association of American Railroads, will lead the discussion. 
There will be reports from 20 commodity committees and 
from representatives of 16 railroads and the Railway Express 
Agency. W. J. McGarry, manager, open car section, A. A. R., 
will report on the national transportation situation. Chair- 
man Donley will report on the recent joint advisory board 
meeting at Chicago. A. R. Kennedy will speak on the board's 
expanded activities. Other committee reports will include the 
executive committee, by L. G. Hults, the railroad contact com- 
mittee, by J. L. O’Toole and the legislative committee, by J. B. 
Keeler. C. R. Megee will report as district manager of the 
car service division. The business of the meeting includes 
election of officers. 


NEW STEEL CONVEYOR BELT 


The Acme Steel Company, Chicago, has issued a folder 
describing its new Acme flat top steel belt for conveyors. The belt 
is made up of flat steel links of galvanized or stainless steel 
joined together with spindle wires. It is flexible and may be 
drawn over large or small pulleys. Ridged on the underside, the 
belt provides continuous level surfaces for idler rollers. It 
claimed the belt will not stretch, that it is easily cleaned and 
that it resists surface abrasion. It comes in widths varying by 
inches to fit all sizes of equipment, and in solid-link and perfo- 
rated-link types. The perforated links, it is said, provide ventila- 
tion and drainage. 
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Railroad Passenger Service and Rates 


Sixteenth of a series of nineteen articles on Railroad Organization, 
Operation, and Traffic, by G. Lloyd Wilson, Professor of Commerce and 
Transportation, University of Pennsylvania, and chairman, Committee 
on Education and Research, Associated Traffic Clubs of America. 


counterpart in the freight service, the freight traffic de- 

partment, has jurisdiction over the development and im- 
provement of the service offered to the traveling public, the solici- 
tation of passenger traffic, passenger fares and tariffs, and divi- 
sions of joint fares among carriers. Passenger trains are, of 
course, operated by the transportation or operating department, 
put the services offered such trains are determined by the 
general passenger department. This includes not only the car- 
riage of passengers but the arrangements for the handling of 
milk and express service on passenger trains, baggage service, 
and, in many cases, the supervision of dining car and restaurant 
service. It is the broad function of the passenger department 
to sell the service. It is responsible for the development and 
improvement of the service, the solicitation of new business, 
the acquisition of as much competitive business as can be ob- 
tained by advertising and personal solicitation, the making and 
publishing of fares and other charges, and the extension of the 
company’s usefulness through the development of excursion, 
immigration, colonist and other special service. Like the 
freight traffic department, the general passenger traffic depart- 
ment is a sales organization that vends the special services 
of the railroad to the public. 


T= railroad general passenger department, like its 


Organization 


There are great variations in the plans of organization of 
passenger traffic departments of railroads. The size of the 
road, the general plan of organization (whether centralized, 
regionalized, or with variations of these two plans), the section 
of the country served, the nature of the passenger and inci- 
dental passenger traffic, and the scope of the functions to be 
performed all tend to affect the plan of organization. The 
functions and responsibilities of the passenger department are 
not as clearly defined in many railroad organizations as are 
the duties and responsibilities of the operating department, or 
even, in many cases, of the general freight traffic department. 
Passenger organizations, as complete, independent departments, 
are usually newer than other departments and, since passenger 
revenues have amounted to less than a quarter of the revenues 
of most railroads, less attention has been paid to the passenger 
department than to the freight department. This generaliza- 
tion, of course, is subject to many exceptions. 

This condition is being rectified because, as the sections 
served by the railroad develop in population, there has been 
agrowth in the relative importance of passenger traffic. Added 
to this is the growing appreciation of the importance of pas- 
senger service as an advertiser of the railroad. Good passsenger 
service implies good freight service and many roads are devot- 
ing a great deal of attention to improving the passenger branch 
in order to impress the quality of their service on the minds 
of those who travel. Many carloads of revenue paying freight 

c are gained or lost by good or indifferent passenger 
schedules, dining car, and restaurant depot service. 


Officers of the Typical Passenger Traffic Department 


The typical passenger traffic department organization is 
supervised by a vice-president in charge of traffic as the chief 
traffic executive of the larger railroad. Subordinate to this 
general executive officer, the typical railroad passenger depart- 
mw has the following officers, department heads, and bureau 
chiefs: 

A general traffic manager; a passenger traffic manager; 
one or several assistant passenger traffic managers; one or 
several general freight agents; one or several assistant general 
freight agents; a general baggage agent; a general express 
traffic agent; a general milk traffic agent; an advertising agent; 
a superintendent of commissary or of dining car and restaurant 
service; an immigration or colonization agent; a number of 
division, district, traveling city, and soliciting passenger agents 
and general agents; a chief of the pasenger tariff bureau, and a 
chief of the passenger rate bureau. 

In addition to these subdepartment and major bureau chiefs 
there are a number of minor but necessary special bureaus 
supervised by chiefs of bureau or chief clerks. Typical bureaus 
of this class include: 

: The time table bureau; the convention bureau; the excur- 
Sion ticket bureau; the clergy and special reduced rate bureau; 
the pass bureau; the special train bureau, and other special 


organizations of the passenger, baggage, express, and milk 
traffic subdivisions. 


Passenger Traffic and Earnings 


The number of revenue producing passengers carried by 
class I railways of the United States and the number of pas- 
senger miles of service rendered declined steadily and severely 
from 1920 to 1933. In only one year in this period, 1923, was 
there an increase in the number of passengers carried and in 
the revenue passenger-miles of service rendered compared with 
the preceding year. In 1933 the class I railways transported 
432,979,887 passengers compared with 1,234,862,048 in 1920— 
only a little over one-third of the number of passengers trans- 
ported in 1920 were carried in 1933. In 1933, the number of 
passenger-miles of service performed—16,340,509,724 passenger- 
miles—was a little more than one-third of the 46,848,667,987 
passenger-miles of service in 1920. 

The figures since 1933 are somewhat more encouraging. In 
1934 and 1935 there were small but welcome increases both in 
the number of passenger miles and the number of passengers 
transported. The revenue passengers transported and the pas- 
senger-miles for a few representative years between 1920 and 
1936, are here shown: 


Passenger- 
Pasengers Miles 
Year Transported Transported 
UI 5 'd cn 9.4% adiwen u 05d. xiviow-ala niece 4:6 > cae. ree 46 848,669,987 
SE Bow npaceevewwieade dead area teneeue 1,035,496 ,329 37,312,585,966 
DN ica vices cacakne dat vortincdeneere 986,913,075 37,956,594,827 
BED Sedo 5 4515s ccna e aetas babvaeacsro ues 829,917,845 33,649,706,115 
BUTS sy see's Gis ne, o'er la’a’a-o\ ael'a gm ids th cts tC 31,074,134,542 
EI 2.55 5: dec aitaW a orm aren a ae aeRO 596,390,924 21,894,420,536 
BRAS css otha wiaiataetes waters Read. chee hat 432,979,887 16,971,044,205 
Ns i a aiaiat aan fou ace nd Nin a «ilar ad oetod 449,775,279 18,033,309,043 
CSN BASS Se a my I aie oR TO a Ae Ty 445,872,300 18,475,571,667 


The number of passenger train-miles and passenger-train 
car-miles, though lower since 1931 than in 1920, did not decline 
proportionately with the decline in the number of passengers 
transported and revenue passenger miles of service rendered. 
In 1920, 567,705,310 passenger train-miles and 3,637,225,473 
passenger-train car-miles were operated by class I railways. 
In 1929 the number of passenger train-miles had declined to 
565,140,602 passenger train miles, after nine years of erratic 
annual fluctuation between a high of 578,562,692 passenger 
train miles in 1926, and a low of 546,797,852 in 1922. The num- 
ber of passenger train car-miles in 1929 was 3,906,232,674, as 
compared with 3,637,225,473 in 1920—an increase of nearly 
270,000,000 car miles—indicating the increase in the average 
size of passenger trains measured in number of cars. From 
1929 to 1933 there was a steady annual decrease in passenger 
train-miles. The low mark reached in the latter year was 383,- 
900,523 passenger train-miles. In passenger train car-miles 
there was also a decline, the number falling each year to 2,566,- 
305,365 in 1933. Since 1933, there has been a slight but 
steady increase in the number of passenger train miles and 
passenger train car miles each year over the preceding year. 


The average revenue a passenger-mile earned for class I 
railways declined slowly but steadily from an average of 
3.086 cents in 1921 to 2.717 cents in 1930. In 1931 numerous 
fare reductions caused the average to drop rather abruptly to 
2.513 cents, and again in 1932 reductions brought the average 
down again rather sharply to 2.219 cents. Further reductions 
in 1933 reduced the average to 2.013 cents, and in 1934 to 
1.918 cents. In 1935 the average increased slightly to 1.935 
cents. 

The average railroad passenger trip, including all types of 
long-distance, middle-distance, and short-distance trips, has 
fluctuated erratically between a high of 41.44 miles in 1935 
to a low of 36.03 miles in 1921. The revenue received for these 
average trips fluctuated erratically between $1.04 for 37.94 
miles in 1920 to $1.21 for 41.14 miles in 1926. Since 1926 there 
has been a steady annual decrease in the average revenue a 
passenger from $1.21 in that year to 80 cents for approxi- 
mately the same distance—41.44 miles—in 1935. 


Causes of Decline in Passenger Traffic 


It is difficult to present a brief summary of the outstand- 
ing causes of the loss of passenger traffic by railroads and the 
declines in railroad passenger revenues from the close of 
the World War to 1933 with absolute fairness and accuracy, 
because of the violent differences of opinion on the subject 
and because of the lack of complete and comprehensive data. 

Prior to 1923, railroad passenger train revenue amounted to 
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over 25 per cent of railroad revenues, and passenger revenue 
alone, excluding all other revenues from services performed 
by passenger trains, amounted to over 20 per cent of the total 
revenue. The declining traffic from then until 1933 carried 
passenger revenues down to 16 per cent of the total revenue. 
Despite the loss of passenger traffic, the evidence is clear that 
there has been, in the last twenty years, an enormous increase 
in travel—local, middle-distance, and long-distance—in the 
United States. This great increase has been due to the expan- 
sion in ownership and use of private automobiles. The passenger 
report of the Federal Coordinator of Transportation estimated 
an increase in the average travel an inhabitant of the United 
States in 1920 at 500 miles a person a year, and in 1933, at 
about 1,700 miles a person a year.’ The travel habit cannot be 
much less than 2,000 miles a person a year at the present time, 
because, once the habit of travel is acquired, it is seldom dimin- 
ished, despite reduced incomes and other obstacles. 

The private automobile and the motor bus undoubtedly cut 
heavily into the sources of profitable railroad passenger traffic, 
but they also created new traffic and stimulated demand for 
travel which the railroads had not been able to reach. The 
attractiveness of motor transportation to occasional travelers, 
tourists, families, parties attending functions in groups, sales- 
men, and other commercial travelers, workmen traveling from 
or to jobs, and many other types of individuals and groups has 
taken potential passengers away from other forms of trans- 
portation and has also made travel possible to many who 
believed travel to be out of their financial reach or who traveled 
less because of this belief. 


Value of Passenger Service to Carriers and Public 


Passenger traffic is invaluable to railroads, not only be- 
cause of the revenues produced by the passengers, but also for 
the revenues derived from other passenger train services, in- 
cluding mail, express, milk and excess baggage; the advertis- 
ing value of good passenger service in attracting freight traffic 
to the carrier; and the contribution to net income made by 
passenger service due to the fact that many railroad costs 
would not be decreased proportionately if passenger service 
were not rendered. 


Despite the predictions of those who hold that ultimately 
all passenger traffic in the United States will be transported 
by private automobiles, motor busses, and airplanes or air- 
ships, it is the conviction of the writer that railroads now 
have and will continue to have an important part to play in 
the transportation of passengers, particularly in short distance 
commutation services and long-distance intercity services. The 
private automobile, the motor bus, and the air transport car- 
riers also have their important places in the transportation of 
passengers in the United States. To the public, efficient and 
reasonably priced railroad passenger service is indispensable. 


Types of Railroad Passenger Services 


Railroad in the United States offer a variety of types of 
service, including: 


1. Long-distance intercity service characterized by scheduled 
speeds of approximately 45 to 60 miles an hour; dining car or restaurant 
service; sleeping cars, chair car, observation car, club car, service; 
and sometimes special service such as valet, maid, barber service, 
stenographic service, shower baths, special news service, radio and 
recreation car facilities. In some instances, guaranteed scheduled 
service is maintained at extra fares. Some long-distance trains carry 
only sleeping cars, chair cars, club cars, observation cars, mail and 
express cars; while in other cases the long-distance trains carry pas- 
senger coaches in addition. 

2. Commutation service between large cities and surrounding 
suburban and semi-suburban communities, characterized by relatively 
low-fares sold upon a multiple trip basis—weekly, monthly, 100 trips 
or other similar basis—and by a high ratio of passenger miles trans- 
ported to passenger train-miles operated. 

3. Special excursion services, including daily excursions to re- 
sorts, occasional excursions to places of historic or scenic interest, 
fairs, exhibitions, athletic contests, sporting events, snow-trains for 
winter sport enthusiasts, hiking trains for parties of hikers, and 
special trains to large cities on Sundays for sightseers. 

4. Vacation excursion services using regular long-distance trains 
for vacationists at special round-trip rates and limited to a few days, 
several weeks or longer, depending on the distances. 

5. Tourist services in which tourist sleeping cars are used and 
rates lower than standard sleeping car rates are charged. 

6. Colonists services used in attracting settlers to newly opened 
agricultural districts. 

7. Immigrant services used in transporting immigrants from ports 
of entry to their destinations. 

8. Branch-line passenger service, sometimes performed by steam 
passenger trains, sometimes by mixed passenger and freight trains, 
sometimes by motor-rail cars or motor busses. Branch-line passenger 


?“Passenger Traffic Report,’’ Section of Transportation Service, 
Federal Coordinator of Transportation, Washington, D. C., 1935, p. 21, 
and supplemental analysis. 
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service is characterized by light traffic and by high costs of operation 
particularly when steam trains are operated to transport small num. 
bers of passengers. Many railroads have substituted motor-rail cars 
or motor busses for steam trains, and in some cases, branch lines 
have been abandoned. 


Additional services performed by railroads in passenger 
service include: 


1. Transportation of United States mail, including parcel-post, 

2. Transportation of railway express traffic for the Railway Bx. 
press Agency, Inc., or the Southeastern Express Company. 

3. Baggage service, including ordinary baggage and excess baggage 
at additional charges. 

4. Railroad mail service. 

5. Milk service between dairy districts and nearby large cities. 

6. Package or parcel service between large cities and nearby towns. 

7. Newspaper distribution between large cities and nearby towns. 


Motor transportation has made serious inroads in the 
milk, package, and newspaper traffic of many railroads. 


Passenger Requirements or Inducements 


In a nation-wide survey of passenger traffic conducted 
by the section of transportation service of the Federal Coor- 
dinator of Transportation, 26,399 replies were received from 
persons in all parts of the United States and in many different 
occupational groups and income classes in which the persons 
replying indicated the importance of various travel require- 
ments, including: Speed, safety, accessibility of service, hos- 
pitality, comfort, convenience, schedules, and accommodations. 

From these replies the conclusion was reached that the 
American traveling public demanded a travel service char- 
acterized by: 


1. Safe, clean, convenient, comfortable, speedy and hospital car- 
riage, specifically designed to meet the needs of each travel class. 

2. Diversified charges, designed to attract the great mass of peo- 
ple who of necessity are thrifty, as well as the few who can afford 
luxury, and each other special type or group of travelers. 

3. A development and sales campaign, intelligent, informative, 
motivating, courteous, and impelling.? 


Passenger Fares and Surcharges Case, 1936 


In October, 1935, the Interstate Commerce Commission 
instituted an investigation, on its own motion, into the pas- 
senger fares and surcharges of all railroads subject to the inter- 
state commerce act, to determine whether any of the fares or 
surcharges were unreasonable or otherwise in violation of the 
act and to determine the maximum and minimum charges to 
be prescribed by the Commission, if the charges were found 
to be unlawful. All railroad carriers were made respondents. 


The average railroad rate of fare was 2.5 cents a pas- 
senger-mile for all classes of passenger traffic from 1894 to 
1918. From 1918 to 1921 it was 2.5 cents a mile, and 3 cents a 
passenger-mile from 1921 to 1926. From this time until 1935 
the average declined, as previously stated. Beginning in 1927, 
various southern and western carriers experimented with 
reduced basic passenger fares and some New England carriers 
made reductions to meet motor competition. In December, 1933, 
many of the southern carriers eliminated the Pullman sur- 
charges and established reduced basic fares of 1.5 cents a mile 
coach fares, and fares for travel in Pullman cars of 3 cents a 
mile one way, 2.5 cents a mile for the round trip service limited 
to 30 days (later extended to six months), and 2 cents a 
mile round-trip with a limit of 15 days. At the same time,’ the 
western railroads generally eliminated the surcharge and es- 
tablished basic rates of 2 cents a mile for coach service, and 
basic rates for service in Pullmans of 3 cents one-way, 2.5 
cents a mile for round-trip service with a six months return 
limit, and 2 cents a mile for round-trip service with a ten-day 
return limit. In all cases, extra charges were added to the 
basic rates for sleeping car or parlor car services. The eastern 
carriers maintained the basic fare of 3.6 cents a mile and the 
surcharges, though special reduced rates were made in many 
cases. 


The Commission found that, since 1933, when the basic 
fare reductions were made, the passenger traffic and revenues 
of the western and southern railroads generally, and of the 
Norfolk and Western Railway under its reduced basic fares, 
showed a marked and continued improvement, while in the 
same period the passenger traffic and revenues of the eastern 
railroads generally under their higher basic fares did not show 
material improvement. The Commission found that under the 
high basic fare of 3.6 cents and the Pullman surcharge pas- 
senger traffic did not move freely by railroads, while under 
lower basic rates without surcharges in the west and south it 


2 Passenger Traffic Report, S. O. T. S.-F. C. O. T., Washington. 
D. C., 1935, p. 22. 
* December 1, 1933. 
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did move freely. The future market for passenger service was 
found by the Commission to “look as promising as at any time 
in the history of the country,” but, it said, the railroads “can- 
not hope to share reasonably in that market except at fares 
more nearly commensurate with the cost and convenience of 
travel by highway and with changed economic conditions.” 


The Commission expressed the opinion that the decline 
in railroad passenger traffic and earnings generally, which 
began before the depression and continued through it, was so 
severe and protracted that immediate and extraordinary meas- 
ures were imperative in order to enable the railroads to con- 
tinue in the passenger business and to compete effectively for 
passenger traffic, especially for what the Commission consid- 
ered would be “the increased intercity traffic of the future.” 


The “modest success of railroads” in putting the brakes 
on the decline in passenger traffic and earnings by improved 
services and facilities, when contrasted with the improvement 
shown by the southern and western railroads as a consequence 
of reduced fares, convinced the Commission that the improve- 
ments noted were due, not to improved business conditions in 
any considerable degree, but to reductions in fares. Conditions 
in different sections of the country were found to be substan- 
tially similar so as not to warrant the opinion that reductions 
in fares would not benefit the traffic of the eastern as well as 
the southern and western railroads. 


“Changed economic conditions, including reduced com- 
modity prices and average income, together with the generally 
cheaper costs and greater convenience of travel by highway, 
have so affected the value of the rail passenger service to the 
public that a fare basis which was reasonable maximum before 
severe highway competition, and especially before the fall in 
recent years of commodity prices and average income, is out 
of harmony with present day conditions.’* 

In its decision and order, the Commission—with Chairman 
Mahaftie and commissioners Meyer, McManamy and Lee, dis- 
senting in separate opinions and Commissioner Tate not par- 
ticipating in the case—entered an order containing the follow- 
ing findings: 


1. Regular basic railroad passenger fares were found to be un- 
reasonable. Maximum future fare bases of 2c a mile in coaches and 3c 
per mile in Pullmans were ordered. 


2. Experimental fares in the west and southwest were found not 
unreasonable or otherwise unlawful. 


3. The Pullman surcharges were found to be unreasonable and 
ordered to be eliminated. 


4, Extra fares for extraordinary and supplemental or alternative 
Pullman services were found not to have been shown to be unreason- 
able or otherwise unlawful. 


5. Some passenger fares were found to be in violation of section 
4, of the interstate commerce act, and were ordered readjusted.® 


Recent Changes in Passenger Service 


Sweeping changes have occurred in railroad passenger serv- 
ice in recent years, including, notably: 


1. The introduction of ‘“‘high-speed’’ for ‘‘stream-lined’’ articu- 
lated train units by several railroads. These trains are characterized 
by: 

(1) Higher speeds up to 110 and 120 miles an hour—top speeds. 

(2) Diesel or distillate engine power in forward part of trains. 

(3) Lightweight equipment, constructed of alloy sheets or alu- 
minum. 

(4) Shot-welding to increase strength and reduce weight of equip- 
ment. 

(5) Articulated single-unit ‘‘stream-lined’’ trains, with a single 
length of metal and all excess weight and pound-resisting parts elimi- 
nated. 

(6) Improved lighting and ventilation facilities. 

2. The introduction of special long-distance trains with low coach 
fares, low-priced dining car service, and tourist sleeper facilities, to 
meet motor competition. 

3. Extension of electrification particularly of suburban branches, 
terminal divisions, and certain major divisions to improve riding 
qualities and to increase speed. 

4, Air-conditioning of sleepers, chair-cars, club-cars, dining-cars 
and coaches. 

5. Club-car or recreation-car facilities with: 

(1) Radio. 

(2) Motion pictures. 

(3) Improved reading facilities. 

(4) Two-way telephone service. 

(5) Ticker service. 

6. New passenger terminals and improved terminal facilities. 

7. Improved seating facilities—including divided seats, bucket- 
type seats and movable seats. 

8. Special tour-train services, and the construction of tourist 


—_ 


*I. C. C. Docket No. 26550, Passenger Fares and Surcharges (214 
IC. C. 174, 225). 


* (214 I. C. C. 174), February 28, 1936. 
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resorts, particularly for winter sports, and ‘‘snow-trains’’ and hiking 
train services. 


In concluding this discussion of passenger service, the 
author cannot refrain from again expressing the conviction 
he has long had that, significant as are the recent improvements 
in railroad passenger service and reductions in basic fares, the 
potential mass travel market will not be developed as it should 
be in the interests of the public and of the carriers until further 
consideration and experimentation is given to the following 
incentives to increased travel: 

1. High-speed ‘“‘luxury train’’ service at rates sufficiently high to 
cover expenses of such operation and a fair return, emphasizing 
speed, luxury, and rigid schedule maintenance. 

2. Middle-priced train service including sleeping-car and chair-car 
service and moderately priced dining-car service. 

3. Low-priced coach service with low-price ‘‘coffee-shop’’ restau- 
rant car service to tap the vast sources of low-priced travel. 

4. Special excursion rates, family-ticket rates, party-tickets, and 
other special transportation bargains to whet the travel appetite. 

5. Extensive advertising of things to see, things to do, places to 
go, experiences to try, and how to get there to stir enthusiasm for 
travel and a demand for travel services. 

6. Greater coordination of railroad, steamship, motor bus, airplane 


and taxicab services to improve the convenience and facility of 
travel. 





Digest of New Complaints 





MC-C 36, Central States Motor Freight Bureau, Inc., Chicago, IIl., vs. 
Lency Clairmont Transfer, Escanaba, Mich. 

Defendants MF I. C. C. No. 1 alleged to publish rates, etc., in 
violation of section 216(d) and 202(a) of the motor carrier act. 
Asks cease and desist order and a requirement that new rates, 
minimum weights, packing requirements, rules, regulations and 
practices be published. (Harry M. Slater, 910 S. Michigan Ave., 
Chicago, Ill.) 

No. 27674, Matador Land & Cattle Co., Ltd., Denver, Colo., vs. A. T. 
& S. F. et al. 

Rates, stocker cattle, Russellville, Tex., to South Fontana, Calif., 
in violation of sections 1 and 2. Asks an order requiring the de- 
fendants to desist from their efforts to collect charges on a basis of 
a rate in excess of 67% cents a 100 pounds. (Charles E. Blaine, 
900 Title & Trust Bldg., Phoenix, Ariz.) 

No. 27675, Henry Lauhoff Cereal Mills, Detroit, Mich., vs. Grand Trunk 
Western et al. 

Absence of transit privileges on brewers rice and flakes while 
accorded to corn grits and corn grits flaked at Detroit alleged 
to be in violation of sections 1 and 3, the alleged preference being 
for brokers and processors of corn grits and corn grits flaked; 
also in violation of section 2. Asks transit privileges in lieu of 
combination of rates based on Detroit. (C. L. Athanson, Russell 
& Rowena Sts., Detroit, Mich.) 

No. 27676, Armour & Co., Chicago, Ill., vs. C. M. St. P. & P. et al. 

Rates, canned evaporated milk, Stoughton, Wis., to Valdosta, 
Ga., and Marianna, Fla., in violation of sections 1, 4 and 6. Asks 
reparation. (Paul E. Blanchard, Union Stock Yards, Chicago, Il.) 

No. 27677, Bull Dog Floor Clip Co., Inc., Winterset, Ia., vs. C. R. I. 
& P. et al. 

Rates, L. C. L. shipments, floor clips, Winterset to many points 
throughout the United States in violation of section 1. Asks 
new rates and reparation. (F. B. & G. M. Stephen, 19 South Wells 
St., Chicago, Ill.) 

MC-C 37, Wabash Fibre Box Co., Terre Haute, Ind., vs. Denny Motor 
Transfer Co. et al. 

Rates and charges, corrugated boxes, Terre Haute, Ind., to 
Lexington, Ky., in violation section 217 of the motor carrier act. 
Asks cease and desist order and rates. (H. A. Hollopeter, atty., 
629 Cherry St., Terre Haute, Ind.) 

MC-C 38. Middle Atlantic States Motor Carrier Conference, Inc., Wash- 
ington, D. C., vs. Motor Express & Terminal Corporation. 

Attacks all rates published by defendant in its MF 1. C. C. Nos. 
1 and 2, in so far as they apply to interstate or foreign commerce 
not exempt by section 203(b) of the act, as unreasonably low. 
Alleges defendant failed to participate in discussions leading up 
to adoption by some 250 carriers of uniform rate structure in 
New York-Philadelphia area and that its rates will be destructive 
of the uniform rate structure agreed on by the other carriers. 
Ask cease and desist order and just and reasonable rates. (Dabney 
T. Waring, manager, Earle Bldg., Washington, D. C., and Charles 
E. Cotterill, atty., 70 E. 45th St., New York.) 

No. 27678. The Union Fork and Hoe Co., Columbus, O., vs. S. A. L. 
et al. 

Unreasonable charges, rough handle material, Cuthbert, Ga., 
to Jackson, Miss. Asks rates and reparation. (F. B. Stephen, G. 
M. Stephen, attys., Chicago, Ill.) 

No. 27679. Independent Refining Co. et al., Billings, Mont., vs. A. T. 
& S. F. et al. 

Rates in violation sections 1, 2 and 3, refined petroleum products, 
Billings and Laurel, Mont., to points in Ia., Min., Neb., N. D. and 
S. D. Producers in Wyo. and Okla. preferred. Ask rates. (D. C. 


oo and F. L. Emerson, 322 U. S. National Bank Bldg., Denver, 
‘olo.) 







































Doings of the Traffic Clubs 





The Bridgeport, Conn., Traffic Association will observe 
past presidents’ night at a meeting at the Stratfield Hotel March 
15. All of the past presidents of the association are expected 
to be present. There will be a gymnastic exhibition by an 
acrobatic team from the Y. M. C. A. E. J. Davis and Louis 
Todisco are in charge of arrangements. The club is planning 
a meeting of all traffic clubs and associations in Connecticut 
at the plant of the General Electric Company, Bridgeport, for 
April 19. H. Benzie and J. McDevitt are in charge of arrange- 
ments which include dinner, bowling and entertainment. 





Ken Moore, assistant traffic manager, Automobile Manu- 
facturers’ Association, spoke on “Procedure Before Classifica- 
tion and Standing Rate Committee” at a meeting of the forum 
of the Motor City Traffic Club of Detroit at the Detroit Leland 
Hotel March 8. 





Dr. John L. Sawyer gave an illustrated lecture on a trip 
through the Canadian wilds at a dinner meeting of the York, 
Pa., Traffic Club at the Hotel Penn March 11. There was a 
program of entertainment. J. R. Ermer and Normal Albrecht 
were in charge. 





The luncheon and program of the Traffic Club of Minne- 
apolis at the Nicollett Hotel March 18 will be sponsored by the 
Soo Line. Cedric Adams will be master of ceremonies. 





Emil Marshall, the new president 
of the Traffic Club of the New Haven, 
Conn., Chamber of Commerce, began 
his transportation career on the Alle- 
ghany Division of the Pennsylvania 
Railroad in 1904 as telegraph operator 
and for a short while as agent. He 
left the Pennsylvania in 1917 and 
entered the service of the Baltimore 
and Ohio Railroad as agent and op- 
erator. He left the Baltimore and Ohio 
in April, 1920, and went to the Koppers 
Company, Pittsburgh, Pa., as rate 
clerk. He was transferred to New 
Haven, Connecticut, in April, 1929, as 
traffic manager of the Connecticut 
Coke Company. 








The Twin City Women’s Traffic Club held a dinner meet- 
ing at the Nicollett Hotel, Minneapolis, March 8. There was 
a program of musical entertainment and recreation in the hotel’s 
recreation room. 





J. F. Miller, regional director, Commission’s motor carrier 
bureau, Kansas City, Mo., will be the speaker at a meeting of 
the Omaha Traffic Club at the Fontenelle Hotel March 18. 





Ollie B. Webb, assistant to the president, Texas and Pacific, 
was the speaker at a luncheon meeting of the Traffic Club of 
Dallas at the Adolphus Hotel March 8. There was a program 
of entertainment. Nat L. Rankin was chairman of the com- 
mittee in charge. 





The Traffic Club of New England will hold its annual beef- 
steak dinner and athletic night at the Copley-Plaza Hotel March 
16. There will be a program of boxing and wrestling bouts. 
The affairs is in the hands of the club’s entertainment com- 
mittee of which A. F. Ruby is chairman. 





The educational committee of the Transportation Club of 
Peoria met March 6 to discuss plans for the coming year. The 
club’s transportation classes will continue to meet twice 
monthly, the elementary class on the second and fourth Mon- 
day, and the advanced class on the first and third Monday. The 
spring semester will close May 31 and the fall semester will 
open the first Monday in October. 





Eric E. Ebert, commerce counsel, spoke on “The Delega- 
tion of Federal Regulatory Powers under the Commerce Clause 
of the Constitution,” at a meeting of the forum of the Traffic 
Club of Newark at the Newark Athletic Club March 8. Mr. 
Ebert said there was a fundamental fallacy in the President’s 
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plan for the reorganization of federal departments at least in go 
far as it concerned the Commission, because it was based on the 
Brownlow report which failed to distinguish between the aq. 
ministrative and quasi-judicial or quasi-legislative functions 
of the Commission. 





The Traffic Club of Jacksonville, Fla., will hold its annual 
spring dance at the Hyde Park Country Club March 20. W. R 
Pittman is chairman of the committee in charge. 





Motion pictures of the manufacture of steel were shown 
at a luncheon meeting of the Transportation Club of St. Pay 
at the Hotel Lowry March 9. 


Earle A. Jones, the newly elected 
president of the Omaha Traffic Club, 
was born in Council Bluffs, Ia., Dee. 
1, 1890. He received his education in 
public and private schools first ip 
Council Bluffs, then Lincoln, Nebr, 
and Chicago, Ill., and later in New 
York City. He received his first rail- 
road experience under his father, 
Fayette P. Jones, an old time employe 
of the Wabash Railway Company, who 
was then freight agent of the Wabash 
at Council Bluffs. He has been em- 
ployed by the Wabash for over twenty- 
five years and has held various 
positions in the operating and traffic 
: F departments. At present he is represent- 
ative of the freight department at Omaha. He has been a mem- 
ber of the Omaha Traffic Club continuously since it was organ- 
ized in March, 1925, and served as first vice-president last year. 





G. E. C. Garrett, the new president of the Traffic Club of 
Baltimore, was born in Colora, Maryland, October 9, 1892. 
His preparatory education was at West 
Nottingham Academy, one of the old- 
est schools in Maryland. One of his 
earliest aspirations was for a jour- 
nalistic career and he, therefore, took 
a course in journalism at the Penn- 
sylvania State College, spending his 
vacations working as ticket agent for 
the Pennsylvania Railroad. He entered 
the service of the Pennsylvania in 
June, 1915, and was furloughed to mili- 
tary service in April, 1917, enlisting 
as a private in the Maryland National 
Guard, was commissioned as second 
lieutenant in September, 1917, and 
discharged as captain in October, 1919. 
He then reentered the service of the 
Pennsylvania in the passenger traffic 
department. He is a member of the Advertising Club of Balti- 
more, having served two years as a member of the board of 
governors. He is also a past-president of the Baltimore Pas- 
senger Association, a member of the Masonic Order, American 
Legion, and Reserve Officers Association. He joined the Traffic 
Club of Baltimore twelve years ago, when there were few 
passenger men in it. He was elected third vice-president in 1934 
and moved up to second and first vice-president. 








The election of officers of the Traffic Club of Chicago will 
take place at the club rooms, Palmer House, March 16, with 
the ballot boxes open from noon to 6:00 p. m. The club’s an- 
nual business meeting and installation of officers will take place 
at a dinner at the Palmer House the evening of that day. There 
will be a floor show. The affair is under the direction of the 
indoor entertainment committee of which W. D. Cornell is 
chairman. 





Motion pictures of the manufacture of automobiles were 
shown at a luncheon meeting of the Traffic Club of Houston 
at the Rice Hotel March 9 through the courtesy of the Chevro- 
let Motor Company. R. C. Fulbright, commerce counsel, will 
speak on “The Reorganization of the Interstate Commerce Com- 
mission” at a luncheon meeting at the Rice Hotel March 16. 





The Milwaukee Traffic Club will hold a luncheon meeting 
at the Wisconsin Hotel March 15. Motion pictures of federal 
barge line operations will be shown. 





The annual dinner of the Fort Wayne, Ind., Transportation 
Club will be held at the Catholic Community Center March 18. 
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George S. Dalgety, Evanston, Ill., lecturer and humorist, will 
speak on “Dubs and Divots.” O. H. Adams, general office 
manager, City Light and Water Utilities, president of the club, 
will preside; Harry W. Baals, mayor of Fort Wayne, will de-* 
liver an address of welcome and George A. Blair, general traf- 
fic manager, Wilson and Company, Chicago, will be toastmaster. 





The annual dinner of the Junior Traffic Club of Chicago 
will be held at the Palmer House April 1. Dr. Hugo Kosloff 
will be the speaker. There will be a program of entertainment. 
Members of the committee in charge are: Don Jerolaman, 
Rex Freeman, Bill Nolan, Bill Whalen, Sam Deane, and Henry 
Coffman, chairman. 





Major L. D. Bogan, U. S. Army, will speak on “Hunting 
and Hunting Trips in Alaska,” at a meeting of the Traffic Club 
of Wichita, Kan., March 18. There will be a program of enter- 
tainment and refreshments. Fred Little, Chicago, Rock Island 
and Pacific, is chairman of the committee in charge. 





Mary D. Briggs, acting postmaster at Los Angeles, was 
the speaker at a meeting of the Women’s Traffic Club of Los 
Angeles March 10. 





J. E. Anderson, newly elected president of the Cincinnati 
Traffic Club, is freight traffic manager for the New York Cen- 
tral. He began his railroad career 
with the Big Four at Kansas City, Mo., 
in 1905, and worked for that railroad 
in various capacities at that city, St. 
Louis, and Chicago. Still working for 
the same railroad, he was appointed 
commercial agent at Detroit and, suc- 
cessively, division freight agent at 
Cincinnati, assistant general freight 
agent at Cleveland and general freight 
agent at Cincinnati. He stepped from 
the last mentioned position into the 
one he now holds. Other officers 
elected with him are: First vice-presi- 
dent, A. F. Eberhart, traffic manager, 
Lawrenceburg Roller Mills Company, 
Lawrenceburg, Ind.; second vice-presi- 
dent, L. E. Sauer, district freight 
agent, Clinchfield Railroad; third vice- 
president, R. A. Ellison, traffic man- 
ager, The Service Bureau Company; 
secretary, H. Webb Dunbar, assistant 
traffic manager, Eagle-Picher Lead 
Company; treasurer, E. A. Doyle, manager, National Carload- 
ing Corporation; members of the board of governors, J. A. 
Buegel, traffic manager, Ault and Wiborg Carbon and Ribbon 
Company; C. H. Cormany, traffic manager, American Tool 
Works Company; I. W. Humphrey, traffic manager, Emery 
Industries Company; Paul A. Vehr, traffic manager, M. Degaro 
Company; H. P. Dickson, city agent, Chicago and Northwest- 
ern; G. E. Perry, freight representative, Baltimore and Ohio; 
Leonard Unger, traveling freight agent, Delaware and Hudson; 
C. A. Wagner, general agent, Louisville and Nashville. The 
annual dinner of the Cincinnati club will be held at the Nether- 
land Plaza Hotel April 6. J. J. Rowe, president, Fifth Third 
Union Trust Company, will be the speaker. Russell Wilson, 
mayor of Cincinnati, will be toastmaster. The dinner, originally 
set for February 9, was postponed because of flood conditions. 








__ The Traffic Club of Brooklyn will hold a dinner and athletic 
night at the Knights of Columbus clubhouse April 7. There 
will be a program of boxing bouts. Major L. G. Brower, com- 
manding officer, aviation, New York National Guard, spoke on 
“Aviation: Past, Present and Future,” at the anniversary dinner 
meeting of the club at the Granada Hotel March 4. H.C. Wall 
spoke on “Looking into the Future of Transportation.” 





Father William J. Bowdern, S. J., principal, St. Louis 
University High School, will speak on “Ireland” at a luncheon 
meeting of the St. Louis Traffic Club at the Hotel Jefferson 
March 15. Ladies are invited. 





The Traffic Club of Jersey City has elected the following 
officers: President, Frank J. Jones, Joseph Dixon Crucible Com- 
pany; first vice-president, A. J. Dressel, Railway Express 

gency; second vice-president, S. W. Stanton, Natural Products 
Refining Company; treasurer, E. T. Nevin, Universal Carload- 
Ing and Distributing Company; secretary, J. J. Cullington, 
Jersey City Chamber of Commerce; members of the board of 
directors, Jerry Boyle, B. Manischewitz Company; Larry Bur- 
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gott, Erie Railroad; H. E. Garrison, Central of New Jersey; 
B. S. Hallick, C. F. Mueller and Company; P. A. Peterson, 
Acme Fast Freight; H. G. Regan, Dollar Steamship Lines; 
C. Wehr, Jr., National Forwarding Company; Al Winkler, 
United States Trucking Company. 





Motion pictures furnished by the National Biscuit Com- 
pany, entitled “Romance on Main Street,” were shown at a 
meeting of the Metropolitan Traffic Association of New York 
at the Midston House March 11. At a meeting of the study 
group, preceeding the club meeting, D. J. McCabe spoke on 
“Collection and Delivery Services.” 





The following have been appointed to represent their 
respective clubs as delegates and alternates at the meeting of 
the Associated Traffic Clubs of America at New York April 
20 and 21; Wyoming Valley Traffic Club: Harold J. Fink, 
general agent, Norfolk and Western, Philadelphia; W. V. May, 
traveling freight agent, Union Pacific, New York City; H. R. 
Duffy, Arrow Carrier Corporation, Patterson, N. J.; J. P. 
McDonald, coal freight agent, Lehigh Valley Railroad, New 
York City. Traffic Club of St. Louis: Delegates, Frank Mul- 
livan, vice-president and traffic manager, Crunden Martin Man- 
ufacturing Company; C. F. Hallenbeck, vice-president, South- 
west Supply Company; J. J. Hoban, traffic manager, Hunter 
Packing Company; H. S. Snow, vice-president, American Zinc, 
Lead and Smelting Company; S. A. Cashel, president, Colum- 
bia Terminals Company; W. C. Bergman, general manager, 
southwest district, National Carloading Company; S. L. 
Springer, assistant general freight agent, Illinois Central; R. C. 
Trovillion, freight traffic manager, Missouri-Kansas-Texas; 
alternates, S. A. Townsend, assistant freight traffic manager, 
New York Central; W. J. Lahr, general freight agent, Chicago, 
Burlington and Quincy. 





Oliver P. Caldwell, freight traffic manager, Luckenbach 
Steamship Company, will speak on “Strike—One, Two, Three,” 
at a luncheon meeting of the Traffic Club of New York at the 
Hotel Biltmore March 18. Henry R. McLean, the club’s first 
vice-president, will preside. The club will hold its annual Easter 
party for children at the Hotel Biltmore March 27. There will 
be entertainment and gifts for the children. 





The meeting of the Oakland, Cal., Traffic Club March 16 
at the Athens Athletic Club will be freight forwarding night. 
The program, which will include no speeches, is being arranged 
by a committee of forwarders headed by George Wagner, 
Universal Transcontinental Freight Service. 





The Wyoming Valley Traffic Club will meet at Berwick, 
Pa., April 14. There will be an inspection tour of the plant 
of the American Car and Foundry Company. 


NIAGARA TRAFFIC LEAGUE 

Robert Hamilton, Hecker Products Corporation, vice-presi- 
dent of the Niagara Frontier Industrial Traffic League, pre- 
sided at a meeting of the league at the Buffalo Consistory, Buf- 
falo, N. Y., March 8. Wilfred M. Dumas reported as chairman 
of the motor transportation committee. Bills in the New York 
senate to limit the speed of trucks to 25 miles an hour and 
to prohibit the operation of trucks on highways between noon 
and midnight on Sundays and holidays, were sent back to the 
committee for further study and recommendations. The meet- 
ing went on record as favoring state truck regulation but took 
no action on the bill now in the state assembly modeled after 
the federal motor carrier act. William B. Faulkner, chairman 
of the legislative committee, reported on the water regulatory 
bill in Congress. No action was taken on the bill nor was there 
action taken on S. B. 1581, the basing point bill, which was 
discussed by F. M. Renshaw, traffic commissioner, Buffalo 
Chamber of Commerce. 


PITTSBURGH STEEL TRAFFIC MEN’S DINNER 


The annual dinner of the Pittsburgh District Independent 
Steel Traffic Association, the members of which are traffic 
managers for independent steel companies in the Pittsburgh 
industrial district, will be held at the William Penn Hotel, 
Pittsburgh, April 20. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 

































































Personal Notes 





The Commission has appointed 
William P. Bartel, who has been a 
member of its staff for 31 years, to be 
its secretary. Announcement of his 
selection to fill the vacancy created 
by the death of George B. McGinty 
was made March 9, the arrangement 
being for him to assume office a week 
thereafter. At the time of selection 
Mr. Bartel was serving as director of 
the Bureau of Service, a place he had 
held since 1923. 

Recently, by reason of his man- 
agement, in an administrative sense, 
of Ex Parte No. 104, part 2, terminal 
charges, Mr. Bartel has been much in 
the public eye. In addition to holding 
hearings in that matter and writing proposed reports, he has 
had much to say about the management of the litigation by 
means of which industries affected by orders of the Commis- 
sion in that case have sought to have the Commission’s direc- 
tions forbidding the payment of allowances for switching within 
plan enclosures set aside. When Mr. Bartel made a proposed report 
in these plant service cases, exceptions were taken to his pro- 
posed findings by practically every industry, if not, indeed, 
every industry, so that he became known among his friends as 
the “friendless” man. Recently, by reason of a decision in one 
of those cases favorable to the contentions of the Commission, 
it has been suggested that he is no longer wholly friendless. 

The new secretary has also been much in the public eye 
on account of his administrative charge of the power reverse 
gear and automatic stoker cases. 


As director of the Bureau of Service, he has had adminis- 
trative charge of investigations for the development of data 
about the cost of icing cars for the shipment of perishables. 
Ex Parte No. 104, part 6, involving expenses incurred by rail- 
roads in operating warehouses for the storage in transit of 
traffic has also brought him into much public notice. 


The new secretary was appointed to the staff of the Com- 
mission May 2, 1906, at a time when the Commission, by rea- 
son of the passage of the interstate commerce act in that year, 
was entering a period of great activity. The appointment was 
by transfer from the Smithsonian Institution. The young em- 
ploye of the Commission, who was born in Wisconsin, January 
25, 1886, was thrown into the activities resulting from the 
Commission’s coal, oil, grain, and Harriman investigations, 
being assigned to the correspondence and claims division. He 
became assistant chief of the division of claims in August, 
1913; private secretary to Commissioner Clark, Feb. 1, 1915; 
attorney examiner in 1916; and assistant chief examiner July 
1, 1920. He became assistant director of the Bureau of Service, 
Oct. 16, 1920, and director of that bureau April 21, 1923. 
Between those dates, however, he had served as examiner on 
the staffs of commissioners Anderson and Aitchison. He also 
served as assistant chief of the Bureau of Informal Cases. 








Victor J. Freeze has been appointed general freight traffic 
manager for the International Marine Company, New York, 
to succeed Frank A. Ryan, who died. , 

Captain A. S. M. Nichols has been appointed marine super- 
intendent for the Canadian National (West Indies) Steamships 
at Montreal. 

T. C. Crouch, formerly traffic manager for the Richmond, 
Va., Chamber of Commerce, has been appointed vice-president 
in charge of traffic of the Atlantic States Steamship Line, Inc., 
at Richmond. I. T. Hanson, traffic manager for the line, re- 
tains that position but has moved his headquarters from Phila- 
delphia to Richmond. 

J. Ninian Beall, of the legal department of the American 
Trucking Associations, Inc., has been appointed general counsel 
for that organization, succeeding Edward S. Brashears, who 
resigned to give more time to his private practice. 

R. W. Balding has been appointed traveling coal freight 
agent for the Baltimore and Ohio at Pittsburgh. 

R. G. Campbell has been appointed general agent for the 
Mississippi Valley Barge Line at Los Angeles, Cal. 

J. Harold Becker has been appointed assistant general 
freight agent for the New York Central at Detroit, Mich. J. L. 
Meehan has been appointed division freight agent at Detroit. 
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George A. Leu has been appointed general agent for the 
Fort Smith and Western at Chicago. 

Edgar Thomason, president of the Piedmont and Northerp 
Railway Company and of the Durham and Southern Railway 
Company, died March 6 at his home in Charlotte, N. C. 

W. O. Dodge has been appointed general eastern agent 
for the Frisco Railway at New York City. F. G. Brown has 
—_ appointed eastern perishable freight agent at New York 

ity. 





SANTA FE TO STREAMLINE CHIEF 


The purchase of 45 lightweight streamlined sleeping cays 
was announced March 12 by S. T. Bledsoe, president of the 
Atchison, Topeka and Santa Fe. These cars are in addition to 
orders recently placed for 52 similar cars, 22 of which will be 
diners, club lounge and club baggage cars. The 45 cars just 
ordered, together with the 22 special cars ordered earlier, wil] be 
used to replace present equipment on the railroad’s Chief, fast 
Chicago-Los Angeles passenger train. When the equipment js 
delivered, the Chief will consist of a club baggage car, a club 
lounge car, a diner, an observation car containing four draw- 
ing rooms and a double bedroom, a 14-section sleeper; a sleeper 
containing 18 “roomettes,” two cars each containing two draw- 
ing rooms, two compartments and four double bedrooms, and 
two cars each containing eight sections, two compartments and 
two double bedrooms. The “roomette” cars are of new design, 
Each contains 18 separate roomettes designed for one passenger, 
equipped with a folding bed type berth, washstand, toilet and 
wardrobe. 





Docket of the Commission 





NOTE—iItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


March 15—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
Ex Parte MC 6—Investigation to determine the extent and area of 
the municipality of Philadelphia, Pa., etc. (adjourned hearing). 


March 15—Galveston, Tex.—Galvez Hotel—Examiner Archer: 
1. & S. 4287—Average agreement demurrage rules. 


March 15—Washington, D. C.—Director Bartel and Examiner Burslem: 
27266—Lake coal demurrage. 


March 15—Washington, D. C.—Argument: 
Finance No. 11246—Southern Pacific proposed lease. 


March 15—Reno, Nev.—Federal Bldg.—Examiner Croft: 
MC 86325—Application of Mrs. Ina B. Tognoni, Eureka, Nev., for cer- 
tificate. 


March 15—Tulsa, Okla.—Mayo Hotel—Examiner Higgins: 
MC-F 187—Southern Kansas Stage Lines Co. purchase of operating 
rights and property of Silver Motor Freight Lines. 


March 15—Orlando, Fla.—Angebilt Hotel—Commissioner McManamy: 
|. & S. 4272 and ist suppl.—Estimated weights on citrus fruits from 

Florida. 

March 15—Little Rock, Ark.—Hotel Marion—Examiner Higgins: 

* MC-F 232—Motor Express, Inc., lease of operating rights and prop- 
erty of Arkansas Motor Freight Lines, Inc. 

* MC-F 233—Motor Express, Inc., purchase of operating rights, etc., 
of Sommerville Motor Freight Lines. 


March 16—Washington, D. C.—Examiners Boyden and Walsh: 
Finance 11040—St. Louis Southwestern reorganization. 


March 16—Washington, D. C.—Argument: 
26717—-Chicago Live Stock Exchange vs. A. & S. et al. 
26935—-Agar Packing & Provision Co. et al. vs. Alton et al. 


March 16—Washington, D. C.—Examiner Shinn: 
Fourth Section Applications 16726 and 16738—Pulp, wood (woodpulp), 
paper stock, etc.—Filed by Curlett. 


March 16—Washington, D. C.—Examiner Brinkley: 
* Finance 9952—C. & E. I. reorganization. 


March 16—Knoxville, Tenn.—U. S. Court—Joint Boards 203 and 8: 
MC 35319—Application of Axley Truck Lines, Murphy, N. C., for 
certificate or permit and to extend operations. 


March 16—Knoxville, Tenn.—U. S. Court—Examiner Bradford: 
MC 59583—Application of Mason & Dixon Lines, Inc.; Kingsport. 
Tenn., for certificate. 


March 16—Chicago, Ill.—Sherman Hotel—Commissioner Porter and 
Examiner Koch: 
26558—Midland Electric Coal Corporation vs. C. & N. W. et al. 
26585—United Electric Coal Co. et al. vs. C. B. & Q. et al. 
26677—Bell & Zoller Coal Co. et al. vs. A. T. & S. F. et al. 
26685—Illinois Coal Traffic Bureau vs. A. & E. et al. 
26711—Northern Illinois Coal Corporation vs. Alton et al. 
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26719—Fifth and Ninth Districts Coal Traffic Bureau vs. Alton & 
21020—Traffic Bureau, Davenport Chamber of Commerce et al. vs. 
A. & E. et al. 


March 16—San Francisco—Merchants Exchange—Joint Board 75: 
MC 46137, Sub. No. 1—Application of A. T. & S. F., San Francisco, 
Cal., for certificate to extend present operations. 
MC 86407—Application of Santa Fe Transp. Co., San Francisco, for 
certificate. 


March 16—Atlanta, Ga.—Hotel Atlanta Biltmore—Examiner Armes: 
27368—Georgia Public Service Commission vs. A. G. S. et al. 


March 16—Philadelphia—Chamber of Commerce—Examiner Lawton: 
1. & S. M-50—John D. Lounsbury commodity rates. 
MC 2703—Application of John D. Lounsbury, Quinton, N. J., for cer- 
tificate or permit. 


March 17—Akron, O.—Portage Hotel—Examiner Lawton: 
MC 43654—Dixie Ohio Express Co., Akron, O., for certificate. 


March 17—Louisville, Ky.—Brown Hotel—Examiner Bradford: 
MC 66817—Application of Whitney Transfer Co., Bowling Green, Ky., 
for certificate and to extend operations. 
MC 66818—Application of Whitney Transfer Co., Bowling Green, Ky., 
for permit. 


March 17—Washington, D. C.—Argument: 
MC 59641—Common carrier application of Howard P. Doyle and 
Dollar Stages, Inc. 


March 17—San Francisco—Merchants Exchange—Joint Board 75: 
MC 30601, Sub. No. 1—Application of A. T. & S. F. for certificate 
extend present operations. 
MC 55223—Application of Santa Fe Transportation Co., Los Angeles, 
E. et al. 
for certificate or permit. 
MC 55223, Sub. No. 1—Application of Santa Fe Transportation Co., 
San Francisco, for certificate to extend present operations. 
March 17—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 200i1—Houston Inland Forwarding Co. (Form BMC 1), further 
hearing. 


MC 8035—Coleman Brothers Transfer Co. (Form BMC 1), further 
hearing. 


March 17—Amarillo, Tex.—U. S. Court—Examiner Higgins: 
MC-F 181—Santa Fe Trial Stages, Inc., purchase of operating rights 
and property of Lee Way Stages. 
March 17—Columbus, Miss.—Hotel Gilmer—Examiner Higgins: 
* MC-F 186—Tri-State Transit Co. of La., Inc., purchase of operating 
rights of Dixie Coaches, Inc. 


March 18—Jackson, Miss.—Robert E. Lee Hotel—Examiner Archer: 
27620—Weaver Pants Corp. vs. A. G. S. et al. 
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March 18—Cleveland, O.—Statler Hotel—Joint Board 57: 

McC 50402—Ferdinand Liszi. 

March 18—Louisville, Ky.—Brown Hotel—Joint Boards 208, 37 and 155: 

MC 50366—Kentucky Midland Co. (further hearing). 

MC 86127—Application of Harrison & Harrison, Mason, Ky., for cep. 
tificate. 

MC 86048—Application of Walker’s Truck Line, Spottsville, Ky., for 
certificate. 

March 18—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 

MC 45883—Application of Four States Transit Co., Houston, Tex, 
for certificate. d 

MC 59914—Application of Sterling D. Anderson, Houston, Tex., for 
certificate or permit. 

March 18—Washington, D. C.—Examiner Glover: 

Fourth Section Application 16741—Coal, from mines in Ala., Ky, 
Tenn., etc., to Charleston, S, D., and points in Ga.—Filed by Ty. 
ford. 

March 18—New York—Hotel Pennsylvania—Joint Board 3: 

MC 668—Inter City Transportation Co., Inc. 

MC 78864—Reliable Coach Corp., Inc. 

March 18—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 

MC 93649—Application of Whisenant Transfer Co., Maiden, N. ¢, 
for certificate. 

March 19—St. Paul, Minn.—Minn. Com.—Jt. Bd. 146: 

MC 76266—Merchants Motor Freight. 

March 19—Louisville, Ky.—Brown Hotel—Joint Boards 156 and 16: 

MC 86337—Application of Conway & Omer, Grove Center, Ky., for 
permit. 

March 19—Louisville, Ky.—Brown Hotel—Examiner Bradford: 

MC 11916—Application of Bowling Green Express, Bowling Green, 
Ky., for certificate. 

March 19—San Francisco—Merchants Exchange—Joint Board 30: 

MC 1849, Sub. No, 1—Application of Eucalyptus Wood Co. and North- 
ern Transp. Co., Los Angeles, for certificate to extend present op- 
erations. 


March 19—New York, N. Y.—Hotel Pennsylvania—Joint Board 67: 
MC 50224—Cliffside Motor Freight & Transp. Co., Cliffside, N. J., for 
permit. 


MC 86210—B. S. & L. Garment Trucking Co., Brooklyn, N. Y., for 
permit. 
MC 86243—Markell & Schwartz, New York, for permit. 


March 19—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Hig- 
gins: 

* MC-F 178—Silver Fleet of Memphis, Inc., purchase of operating 
rights of Myerson Freight Lines. 


MEN OR MERCHANDISE 


TO SEATTLE: Two roundtrips daily, 
leaving Chicago at 8:00 AM and 
9:00 PM. Flying time, about 13 hours. 


TO TWIN CITIES (Minneapolis— 
St. Paul): Four roundtrips daily, 
leaving Chicago at 6:55 AM, 8 AM, 
5:15 BM and 9 PM. Flying time, 
about 21% hours. 


TO WINNIPEG: One roundtrip 
daily, leaving Chicago at 6:55 AM. 
Flying time, about 61% hours. 


For the rapid movement of men, mail 
or merchandise, remember this direct 
low-cost route to the Pacific Northwest. 


NORTHWEST 
AIRLINES 


Chicago - Twin Cities - Spokane - Seattle 
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*MC-F 231—Silver Fleet of Memphis, Inc., purchase of operating 


rights of Alabama-Georgia Freight Lines. 
id 155; March 20—Sheffield, Ala.—U. S. Court—Examiner Archer: 


27616—Alabama Oil Co. of Hollywood, Inc., et al. vs. A. G. S. et al. 





seal march 20—New York—Hotel Pennsylvania—Examiner Naftalin: 
mc 15026—Application of Storch Trucking Co., New York, N. Y., 
Yo» for for a license as broker. 
_ Tex, - 
X., for 
Ky., 
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Its strategic location 50 miles nearer 
the consuming markets of the Great 
Southwest, enables Houston to offer 
faster and more economical shipping 
services. 


Combined with complete terminal 
facilities for the competent handling 
of your shipments. 








These features have aided in building 
up the Port of Houston to where it 
now ranks as 4th Port in the United 
States in total cargo tonnage. 














J. RUSSELL WAIT 
DIRECTOR OF THE PORT 
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MC 40872—Storch Trucking Co., New York, N. Y., for certificate or 
permit. 
MC 40871—Storch Trucking Co., Inc., New York, for certificate or 
permit. 


March 22—Jackson, Tenn.—New Southern Hotel—Examiner Archer: 
27582—Jackson Cooperage Co. vs. G. M. & N. et al.. 


March 22—Memphis, Tenn.—Peabody Hotel—Examiner Bradford and 
Joint Boards 107 and 38: 


MC 59613—Application of Inter City Trucking Co., Inc., Memphis, 
Tenn., for certificate and to extend operations. 
MC 50812—United Film Lines. 


March 22—Buffalo, N. Y.—Hotel Buffalo—Joint Board 27: 
MC 43654—Dixie Ohio Express Co., Akron, O., to extend present op- 
eration. 


March 22—Fort Worth, Tex.—Hotel Texas—Examiner Booth: 

MC 43604—Application of Texas Freight Co., Dallas, Tex., for cer- 
tificate or permit. 

MC 43605—Application of Texas Freight Co., Dallas, Tex., for license 
as broker. 

MC 86371—Application of Brown Bros., Pioneer, Tex., for certificate. 

MC 59867—Application of Highway Motor Freight Lines, Inc., Dallas, 
Tex., for certificate or permit. 


March 22—New York—Hotel Pennsylvania—Joint Board 67: 
MC 50003—Coffre’s Van Service, Palisades Park, N. J., for certificate. 
MC 50413—Kirbery Transportation, Inc., Bayonne, N. J., for permit. 
MC 50753—Super Freight Lines, South Plainfield, N. J., for permit. 
MC 86332—A. Mastroberte, Garfield, N. J., for certificate. 
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Ediphone Voice bate neon will increase 
the business capacity of your depart- 
ment 20% to 50%! In supervising the 
movement of equipment, and the 
routing of loads,— the Ediphone will 
help you accomplish more . . . with 
less effort, while eliminating costly 
j : delays. 
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SHIP THROUGH 


We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 
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PROFESSIONAL SERVICES DIRECTORY 


Attorneys at Law — |.C.C. Practitioners — Commercial Traffic Managers — Traffic Bureaus 


Attorneys at Law and Interstate Commerce Commission Practitioners 


Alphabetical Index 


(Listings are Arranged Geographically) 


Harry C. Ames ton, D. y 
Thomas G. Bugan 
Charles - Cotterill 


Washington, D. C. 
Washington, D.C. 
on, D. C. 

Chicago, Ill. 
Houston, Texas 


chpwcmpdionmsen 
This Directory has been designed to provide 
shippers and carriers with a central source of 
information on practicing attorneys at law 
and I. C. C. practitioners equipped to handle 
cases before state commissions and the 
Interstate Commerce mmission. It is 
published in the second issue of each month. 


———— WASHINGTON, D. C. 
HARRY C. AMES 


Successor to Keene & Ames 
Attorney at Law 
Formerly Attorney and Examiner, I. C. C. 
Transportation Bldg., Washington, D. C. 


WASHINGTON, D. C. 
H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building, Washington, D. C. 
Oklahoma City Office, Terminal Bldg. 

Tulsa, Okla., 1503 E. 27th St. 


WASHINGTON, D. C. 
HITT & MUNSON 


Practice before the Interstate Commerce Commission, 
other gov't depts., and the courts. 

Members: D. of C. Bar Assn., ae Bar Assn., 
Association of Practitioners before the Cc 

Suite 1122, Munsey Bldg. Os BC. 


WASHINGTON, D. C. 


T. J. McLAUGHLIN 
Traffic Counselor 


Interstate pee and State Commission Cases 
d Truck Cost Analyses 


1010 Earle Bldg., Washington, D. C. 


WASHINGTON, D. C. 


GEORGE H. PARKER 
Attorney at Law, Consulting Accountant, 
Transportation Analyst 
729 Fifteenth St, N.W. Washington, D. C. 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


Consulting Engineer, Statistical 
and Accounting Analyst 
Studies of Operating and Traffic 
644 Transportatien Bldg. Washi 


MIAMI, FLORIDA 
THOMAS E. GRADY 


I. C. C. Practitioner and Statistician 
Surveys and Anal : Rail, Water and Motor Trans. 
Electric, Gas and . Public Utilities. 


Biscayne Bldg. - Miami, Florida 


CHICAGO, ILL. 
THOMAS G. BUGAN 


Attorney at Law 
Motor Carrier Certificate permits all 
traffic matters and general practice 


29 S. La Salle St. Chicago, III. 


CHICAGO, ILL. 
EARL GIRARD 


Specializing in Motor Carrier traffic service, including 
permits, certificates, and all other matters involved in 
the Motor Carrier Act of 1935. 


767 Milwaukee Ave., Chicage, Ill. Tel. Hay. 3585-6-8 


CHICAGO, ILL. 
T. P. SCANLAN 


. C. C. Practitioner 
Member: Traffic Club of Chitea hans. P itienas 
ember: r c u in. Fracti 
1608 Milwaukee Ave. Chicago, Il], 


ST. LOUIS, MO. 
EDWARD A. HAID 


Attorney at Law 
Railread and meter carrier practice before the commissien 
1900 Boatmen’s Bank Bidg., St. Lewis, Mo. 


NEW YORK, N. Y. 
CHARLES E. COTTERILL 


Attorney at Law 
Motor Carrier Regulation 


70 East 45th St. New York City 


NEW YORK, N. Y. 
HARRIS J. KLEIN 


Motor Carrier Consultant 
280 Broadway New York City 


CLEVELAND, OHIO 
G. H. DILLA 


I. C. C. Practitioner 
Specializing in Practice before the Commission 
3812 Superior Ave. Cleveland, Ohio 


HOUSTON, TEXAS 
JAMES J. SHAW 


Attorney at Law 
Traffic and Transportation Litieation 
Am. Bar Assn., Texas Bar Assn., Practitioners 


1605 Sterling Building, Houston, Texas 
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March 22—San Francisco—Merchants Exchange—Joint Board 5: 
MC 31806, Sub. No. 1—Application of Benjamin Franklin Line, Inc., 


San Francisco, for certificate. 


March 22—Washington, D. C.—Examiner Molster: 
* Finance 11516—Application of Alabama & Florida for authority to 


acquire properties of the A. F. & G. 


March 22—Atlanta, Ga.—Atlanta Biltmore Hotel—Joint Board 102: 
* MC-F 185—L & L Freight Lines, Inc., purchase of rights of Plennie 


and J. P. Upchurch. 


March 23—Washington, D. C.—Examiners Boyden and Walsh: 
Finance 10881—C. & N. W. Reorganization. 


March 23—Washington, D. C.: 


Ex Parte 115—In the matter of increases in freight rates and charges. 


March 23—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 
MC 5907—Application of Silver Fleet of Memphis, Inc., 


tificate and to extend operations. 


March 23—Ft. Worth—Hotel Texas—Jt. Bd. 77 and Examiner Booth: 
MC 15860—Application of Frank’s Travel Bureau, Dallas, Tex., for 


license. 


MC 27542—Application of Martin’s Interstate Travel Bureau and Fort 

for license. 

MC 67154—Application of Interstate Fireproof Storage & Transfer 
Co., for certificate and to extend operations. 


March 23—Denver, Colo.—State Commission—Joint Board 50: 
MC 86082—Application of S & R Truck Lines, Lander, Wyo., for cer- 


Worth Travel Bureau, Ft. Worth, Tex., 


tificate. 


March 23—St. Paul, Minn.—Minn. Commission—Joint boards 219 and 96 


and Examiner Peterson: 


MC 7230—Application of Northwestern Forwarding Co., St. Paul, 


Minn., for certificate or permit. 


MC 43475 and Sub. No. 1—Application of Glendenning Transfer Serv- 
ice, St. Paul, Minn., for certificate to extend present operation. 


March 23—Buffalo, N. Y.—Hotel Buffalo—Examiner Lawton: 
MC 50410—Clayton Mosier, Darien Center, N. Y., 


MC 50164—Walter H. Cricks, Great Valley, N. Y., for permit. 
MC 86358—William Watkins, Jr., Franklinville, N. Y., for certificate. 


MC 86380—Ex-Service Mans Trucking, Olean, N. Y., for certificate. 


March 23—New York—Hotel Pennsylvania—Joint Board 67: 
MC 60847—Standard Trucking Co., Newark, N. J., for certificate or 


permit and to extend operation. 


permit. 


MC 71536—Arrow Carrier Corp., Paterson, N. J., 


for certificate or 


MC 86129—Norman Snyder, Keyport, N. J., for certificate. 


March 23—Chattanooga, Tenn.—Read House—Examiner Higgins: 


* MC-F 229—Blue & Gray Transp. Co. purchase of rights, etc., of 
Eveready Freight Lines. 


for cer- 


March 24—Nashville, Tenn.—State Comm.—Joint Board 209: 
MC 19829—Application of Cincinnati-Southern Motor Express, Inc., 


Nashville, Tenn., for certificate. 


MC 40704—Application of Cincinnati-Southern Motor Express, Inc., 


permit. 


Nashville, Tenn., 


for certificate and/or permit. 


March 24—Fort Worth, Tex.—Hotel Texas—Joint Board 77: 
MC 24334—Application of Interstate Motor Freight Line, Inc., Dallas, 
Tex., for license to operate as broker. 


MC 70858—Application of L. B. Jones, Ralls, Tex., for certificate or 


MC 79366—Application of Associated Van Lines, Dallas, Tex., for 


license. 


license. 


MC 83999—Application of Dixie Motor Coaches, Dallas, Tex., for 


March 24—Denver, Colo.—State Commission—Joint Boards 212 and 213: 


MC 2863—Application of Rio Grande Motor Way, Inc., Denver, Colo., 


certificate. 


for certificate. 


for certificate and to extend present operations. 
March 24—Buffalo, N. Y.—Hotel Buffalo—Examiner Lawton: 
MC 50405—Philip Zucarelli and Gabriel Vastola, Buffalo, N. Y., for 


MC 86253—William Schoenleber, Buffalo, N. Y., for certificate. 
MC 50353—Jose Transportation Co. 





